oil 


^>( 


JOURNAL 


z^- 


OF  THE 


Boston.  Cleveland.  Minneapolis.  Louisiana. 

Montana.  St.  Paul.  Buffalo.  Cincinnati. 

Detroit.  Pacific  Coast.  St.   Louis. 


CONTENTS  AND  INDEX. 


VOLUME    XXX. 
January  to  June,   1903, 


PXJBLISHED  BY 


THE    BOARD    OF    MANAGERS    OF    THE    ASSOCIATION    OF 
ENGINEERING    SOCIETIES. 


John  C.  Trautwine,  Jr.,  Secretary,  257  S.  Fourth  Street,  Philadelphia. 


'^G'^t>''^ 


CONTENTS. 

VOL.  XXX,  January-June,  1903. 


For  alphabetical  index,  see  page  v.  ^ 

No.  I.     JANUARY.  . 

Electric  Railway  Bridges.     Wilbur  J.  Watson i 

Electric  Shop  Drive. 

Discussion.     Messrs.  W.  A.  Layman,  W.  Cooper  and  Terdinand 

Schwedtmann    12 

Detroit  Sewer  System.     W.  C.  King 37 

Abatement  of  the  Smoke  Nuisance.     Report  of  Smoke  Abatement  Com- 
mittee, Engineers'  Society  of  Western  New  York 41 

Association  of  Engineering  Societies 47 

Proceedings. 
Lists  of  Members  of  the  Associated  Societies. 

No.  2.     FEBRUARY. 

The  Theory  of  Operation  of  the  Gasoline  Engine.    E.  C.  Oliver 61 

The  Metric  System.     C.  H.  Tutton 76 

Discussion    Messrs.  Kielland,  Ward,  Bassctt,  Morse,  Tutton  and 

Norton    84 

Obituary — 

Moses  W.  Oliver 89 

Frank  E.  Fuller 94 

Proceedings. 

No.  3.     MARCH. 

On  the  Use  of  Beaumont  Oil  as  Fuel.     Henry  H.  Humphrey 95 

Rainfall  on  the   Pacific  Coast  of  North  and   South  America  and  the 

Factors  of  Water  Supply  in  California.     Marsden  Manson 104 

Personal  Experiences  in  the  Construction  of  a  Landing  Pier  for  the 

Ocos  Railway,  Guatemala,  Central  America.     Charles  List 118 

Foundation  for  Coal  Pocket  at  Lincoln  Wharf,  Boston  Elevated  Rail- 
way Company.     Robert  B.  Davis 130 

Proceedings. 

No.  4.     APRIL. 

Estimating  Soil  Stripping  from  Water-Supply  Reservoirs.     Boston  So- 
ciety of  Civil  Engineers. 
A  Comparison  of  Three  Methods  of  Estimating  Quantities  of  Soil 

Stripping  from  Water-Supply  Reservoirs.     Frank  S.  Hart I39 

(Hi) 


iv  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

PAGE 

Method  of  Estimating  Quantities  of  Soil  Excavation  from  Wachusett 

Reservoir.     Chas.  A.  Boivman I57 

Discussion.  Messrs.  N.  S.  Brock,  W.  W.  Patch,  H.  A.  Miller, 
E.  P.  Adams,  Chas.  E.  Wells,  E.  S.  Lamed,  Frank  A.  Bayley 
and  Frank  S.  Hart. 

Red  River  Valley  Drainage  Ditches.     Prof.  W.  R.  Hoag i8o 

Proceedings. 

No.  5-     MAY. 

St.  Louis  Water  Supply.    R.  E.  McMath 191 

Discussion.  Messrs.  Edward  Flad,  Robert  Moore,  S.  Bent  Rus- 
sell, H.  A.  Wheeler,  J.  J.  Kessler.  N.  P.  Simin,  John  W.  Hill, 

James  H.  Fuertes,  Charles  Hermany  and  R.  E.  McMath 225 

Annual    Address   to   the    Montana    Society   of   Engineers.     Joseph    H. 

Harper  •  •     259 

Proceedings. 

No.  6.     JUNE. 

Foi.iidations.     I'rpcrs  and  Di'^cussions  by  Members  of  the  Boston  So- 
ciety of  Civil  Engineers. 

Boston  Foundations.     Joseph  R.  Worcester 285 

Discussion.  Messrs.  Worcester,  John  E.  Cheney,  Henry  Manley, 
J.  Parker  Snow,  James  W.  Rollins,  Jr.,  Robert  B.  Davis,  H.  K. 
Higgins,  Sidney  Smith,  Percy  C.  Barney,  Geo.  B.  Francis,  Geo. 
A.  Kimball,  H.  S.  R.  MacCurdy,  H.  S.  Adams,  L.  M.  Hastings, 
Edward  S.  Shaw,    William  Parker,  Leonard   C.    Wason  and 

J.   R.    Worcester 302 

Foundations  for  Different  Classes  of  Earth.     Geo.  B.  Francis 336 

The  Failure  of  a   Sea  Wall   and   Its   Reconstruction.     Clarence    T. 

Fernald     343 

Foundations  for  the  Elevated  Structure  of  the  Boston  Elevated  Rail- 
way.    Geo.  A.  Kimball 35 1 

Obituary — 

George  Richardson  Hardy,  Boston  Society  of  Civil  Engineers 356 

Proceedings. 


INDEX 


VOL.  XXX,  January-June,  1903. 


The  six  numbers  were  dated  as  follows : 

No.  I,  January.  No.  3,  March.  No.  5,  May. 

No.  2,  February.  No.  4,  April.  No.  6,  June. 


Abbreviations. — P  =  Paper;  D  =  Discussion;  I  =  Illustrated. 
Names  of  authors  of  papers,  etc.,  are  printed  in  italics. 


PAGE 


Abatement  of  Smoke  Nuisance.  Report  of  Smoke  Abatement  Commit- 
tee, Engineers'  Society  of  Western  New  York P.,  I.,  Jan.,      41 

Annual    Address     to   the   Montana   Society   of  Engineers.     Joseph  H. 

Harper May,     259 

Association  of  Engineering  Societies Jan.,      47 

Beaumont  Oil  as  Fuel,   On  the  Use  of .     Henry  H.   Humphreys. 

P.,  March,      95 

Boston  Elevated  Railway,  Foundations  for  the  Elevated  Structure  of 

the .     Geo.  A.  Kimball P.,  D.,  I.,  June,    351 

Boston  Foundations.    Joseph  R.  Worcester P.,  D.,  I.,  June,    285 

Bowman,  Chas.  A.  Method  of  Estimating  Quantities  of  Soil  Excava- 
tion  from   Wachusett  Reservoir P.,  I.,  D.,  April,     157 

Bridges,  Railway ,  Electric .     Wilbur  J.  Watson P.,  I.,  Jan.,         i 

California,  Water  Supply  in ,  Rainfall  on  the  Pacific  Coast  of  North 

and    South   America   and   the   Factors   of .     Marsden   Manson. 

P.,  I.,  March,     104 

Coal   Pocket  at  Lincoln  Wharf,   Boston   Elevated   Railway  Company, 

Foundation  for .     Robert  B.  Davis P.,  L,  March,     130 

\)avis,  Robert  B.  Foundation  for  Coal  Pocket  at  Lincoln  Wharf,  Bos- 
ton Elevated   Railway   Co P.,   L,   D.,   April,     130 

Detroit  Sewer  System.     W.  C.  King P-,  Jan.,      37 

Ditches,    Drainage ,    Red    River   Valley .     Prof.    W.    R.    Hoag. 

P.,  L,  April,     180 

Drainage  Ditches,  Red  River  Valley .     Prof.  W.  R.  Hoag. 

P.,  L,  April,     180 

(v) 


vi  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

PAGE 

Earth,  Foundations  for  Different  Classes  of .     Geo.  B.  Francis. 

P.,  I.,  June,     336 

Electric  Railway  Bridges.     WilUir  J.  Watson P.,  I.,  Jan.         i 

Electric  Shop  Drive.     Discussion  by  Members,  Ergineers'  Club  of  St. 

Louis     • J^n-       12 

Elevated  Railway,  Boston ,  Foundations  for  the  Elevated  Structure 

of  the .     Geo.  A.  Kimball P-,  I-,  June,     351 

Engine,  Gasoline ,  Theory  of  Operation  of .     E.  C.  Oliver. 

P.,  I.,  Feb.,      61 
Estimating   Soil    Stripping   from   Water-Supply   Reservoirs.     Frank   S. 

Hart    Pm  I.,  April,     139 


Foundation  for  Coal  Pocket  at  Lincoln  Wharf.  Boston  Elevated  Rail- 
way Company.     Robert  B.  Davis P.,  I.,  March,-    130 

Foundations.     Papers  and  Discussions  by  Members  of  the    Boston  So- 
ciety of  Civil  Engineers. 

Boston  Foundations.     Joseph  R.  Worcester  285 

Discussion.  Messrs.  Worcester,  John  E.  Cheney,  Henry  Manley, 
J.  Parker  Snow,  James  W.  Rollins,  Jr.,  Robert  B.  Davis,  H.  K. 
Higgins,  Sidney  Smith,  Percy  C.  Barney,  Geo.  B.  Francis,  Geo. 
A.  Kimball,  H.  S.  R.  MacCurdy,  H.  S.  Adams,  L.  M.  Hastings, 
Edzvard  S.  Shaw,  William  Parker,  Leonard  C.  Wason  and 
J.  R.  Worcester. 

Foundations  for  Different  Classes  of  Earth.     Geo.  B.  Francis 33^ 

The   Failure   of  a    Sea   Wall   and   Its    Reconstruction.     Clarence    T. 

Fernald   343 

Foundations  for  the  Elevated  Structure  of  the  Boston  Elevated  Rail- 
way.    Geo.  A.  Kimball,  President P.,  D.,  I.,  June,     351 

Fuel,  On  the  Use  of  Beaumont  Oil  as .     Henry  H.  Humphreys. 

P.,  March,       95 

Fuller,  Frank  E. .     Obituary.     Boston  Society  of  Civil   Engineers. 

Feb.,      94 

Qasoline  Engine,  Theory  of  Operation  of .     B.  C.  Oliver. 

P.,  I.,  Feb.,      61 

JJardy,    George   Richardson .     Obituary.     Boston    Society   of   Civil 

Engineers    June,     356 

Harper,  Joseph  H.     Annual  Address  to  the  Montana  Society  of  En- 
gineers     May,     259 

Hart,  Frank  S.     Estimating  Soil  Stripping  from  Water-Supply  Reser- 
voirs     P.,  L,  April,     139 

Hoag,  Prof.  W.  R.     Red  River  Valley  Drainage  Ditches.  .P.,  I.,  April,     180 

Humphreys,  Henry  H.     On  the  Use  of  Beaumont  Oil  as  Fuel. 

P.,  March,      95 

jLing,  W.  C.     Detroit  Sewer  System P.,  Jan.,       37 


landing  Pier  for  the  Ocos  Railway,  Guatemala,  Central  America,  Per- 
sonal Experiences  in  the  Construction  of — -.     Charles  List. 

P.,  I.,  March,     118 


INDEX.  vii 

PAGE 

List,  Charles.     Personal  Experiences  in  the  Construction  of  a  Landing 
Pier  for  the  Ocos  Railway,  Guatemala,  Central  America. 

P.,  L,  March,     ii8 
List   of    Members Jan.,         i 

^lanson.  Marsden.     Rainfall  on  the  Pacific  Coast  of  North  and  South 
America  and  the  Factors  of  Water  Supply  in  California. 

P.,  L,  March,  104 

McMath,  R.  E.    St.  Louis  Water  Supply P.,  D.,  May,  191 

Members,  List  of Jan..  i 

Metric  System.     C.  H.  Tutton P.,  D.,  Feb.,  76 

Obituary — 

Frank  E.  Fuller Feb.,      94 

George  Richardson  Hardy June,     356 

Moses  W.  Oliver,  Boston  Society  of  Civil  Engineers Feb.,       89 

Oil  as  Fuel,  On  the  Use  of  Beaumont .     Henry  H.  Humphreys. 

P.,  March,      95 
Oliver,  E.  C.     Theorv  of  Operation  of  the  Gasoline  Engine. 

P.,  L,  Feb.,      61 

Oliver,  Moses  W. .     Obituary.     Boston  Society  of  Civil  Engineers. 

Feb.,      89 
On  the  Use  of  Beaumont  Oil  as  Fuel.     Henry  H.  Humphreys. 

P.,  March,      95 

i  ersonal  Experiences  in  the  Construction  of  a  Landing  Pier  for  the 
Ocos  Railway,  Guatemala,  Central  America.     Charles  List. 

P.,  L,  March,     118 
Pier    for    the    Ocos    Railway,    Guatemala,    Central    America,    Personal 

Experiences    in   the    Construction   of   Landing .      Charles   List. 

P.,  L,  March,     118 

ivailway  Bridges,  Electric .     Wilbur  J.   Watson P.,  I.,  Jan.,         i 

Railway,  Elevated ,  Boston ,  Foundations  for  the  Elevated  Struc- 
ture of  the .     Geo.  A.  Kimball P.,  D.,  L,  June,     351 

Rainfall  on  the   Pacific  Coast  of  North  and   South  America  and  the 
Factors  of  Water  Supply  in  California.     Marsden  Manson. 

P.,  L,  March,     104 
Red  River  Valley  Drainage  Ditches.    Prof.  W.  R.  Hoag..F.,  L,  April,     180 

Reservoirs,  Water-Supply ,  Soil  Stripping  from ,  Estimating . 

Frank  S.  Hart P.,  L,  April,     139 

Oea  Wall,  The  Failure  of  a ,  and  Its  Reconstruction.     Clarence  T. 

Fernald    P.,  D.,  I.,  June,     343 

Sewer  System.  Detroit .     JV.  C.  King P..  Jan.,       37 

Shop  Drive,  Electric .     Discussion  by  Members,  Engineers    Club  of 

St.  Louis   Jan.,       12 

Smoke  Nuisance,  Abatement  of  the .     Report  of  Smoke  Abatement 

Committee,  Engineers'  Society  of  Western  New  York. P.,  I.,  Jan.,  41 
Soil  Stripping  from  Water-Supply  Reservoirs,  Estimating .     Frank 

S.  Hart P.,  I.,  April,     139 

St.  Louis  Water  Supply.     R.  E.  McMath. P.,  D.,  May,     191 


viii  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

PAGE 

Ihcory  of  Operation  of  the  Gasoline  Engine.     E.  C.  Oliver. 

P.,  I.,  Feb.,      6i 
Tiitton,  C.  H.    Metric  System P.,  D.,  Feb..       76 

Use  of  Beaumont  Oil  as  Fuel.     Henry  H.  Humphreys P.,  March,       95 

Wachusett  Re:ervoir.   Soil  Excavation  from ,  l\!ethod  of  Estimat- 
ing Quantities  of .     Chas.  A.  Bowman P.,  I.,  D.,  April,     157 

Wall,  Sea ,  The  Failure  of  a ,  and  Its  Reconstruction.  •  Clarence 

T.    Fernald P.,  D-,  I-,  June,     3'\3 

Water  Supply  in  California.  Rainfall  on  the  Pacific  Coast  of  North  and 

South  America  and  the  Factors  of .     Marsden  Manson. 

P.,  I.,  March,     104 

Water-Supply    Reservoirs,    Soil    Stripping    from ,    Estimating . 

Frank  S.  Hart P.,  L,  April,     139 

Water   Supply,    St.    Louis .     R.   E.   McMath P.,  D.,  May,     191 

Watson,  Wilbur  J.     Electric  Railway  Bridges P.,  I.,  Jan.,         i 

Worcester,  Joseph  R. .     Boston  Foundations P.,  D.,  I.,  June,     285 


Editors  reprinting  articles  from  this  journal  are  requested  to  credit  not  only  the" 
Journal,  but  also  the  Society  before  which  such  articles  were  read. 

Association 

OF 

Engineering  Societies. 


Organized   1881. 


Vol.  XXX.  JANUARY,  1903.  No.  i. 

This  Association  is  not  responsible  for  the  subject-matter  contributed  by  any  Society  or  for. 
the  statements  or  opinions  of  members  of  the  Societies. 


ELiECTRIC  RAILWAY  BRIDGES. 


By  Wilbur  J.  Watson,  Member  Civil  Engineers'  Club  of  Cleveland.. 


[Read  before  the  Club,  January  13,  1903.*] 

The  interurban  electric  railway,  which  has  become  such  an  im- 
portant factor  in  our  modern  system  of  transportation,  is  a  develop- 
ment from  urban  methods  of  travel.  The  city  street  car  lines  were 
extended,  first,  into  the  suburban  districts,  and  then  still  further  to 
the  tributary  towns  and  villages,  and  now  lines  that  connect  cities 
a  hundred  miles  or  more  apart  are  in  operation. 

The  earlier  lines  and  many  of  those  now  being  built  follow  the 
highway,  and  use  the  highway  bridges,  reinforcing  them  where 
necessary,  and  in  many  cases,  rebuilding  the  entire  highway  bridge. 

The  tendency  at  present,  however,  seems  to  be  in  the  direction 
of  separation  from  the  highway,  building  the  electric  line  alongside 
the  road  on  private  property  purchased  by  the  railway  company,  or 
across  the  fields  wherever  the  exigencies  of  the  route  demand  it. 

Many  long  lines  are  being  constructed  at  present  which  follow 
the  highway  only  a  very  small  part  of  their  lengths. 

The  early  city  lines  used  cars  of  small  weight  and  capacity  as 
compared  with  those  now  in  use,  and  the  ordinary  city  street  bridges, 
designed  for  vehicular  traffic,  were  of  ample  strength  to  carry  them ; 
but  the  weights  and  capacities  of  the  cars  used  have  rapidly  in- 
creased, more  so  in  the  case  of  the  interurban  companies  than  in 
that  of  the  urban  companies,  the  former  using  greater  speed  and 
requiring  motors  of  greater  capacity  and  weight,  and  larger  and 
heavier  cars.  Only  a  few  years  ago,  cars  weighing  20  tons,  total 
load,  distributed  on  eight  wheels,  represented  the  heaviest  in  use. 
To-day,  cars  46  feet  long,  weighing,  when  loaded,  about  40  tons, 
distributed  on  eight  wheels,  are  in  common  use  on  interurban  lines, 

♦Manuscript  received  January  29,  1903.— Secretary,  Ass'n  of  Eng.  Socs. 
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and  as  nearly  all  of  these  cars  pass  through  the  cities  over  the  urban 
street  car  lines,  it  is  necessary  to  examine  into  the  city  bridges  to 
carry  them,  as  well  as  the  county  bridges  which  are  used  by  the 
railway  compan}'. 

But  this  does  not  seem  to  be  the  limit  of  loading  for  many  of 
these  lines,  as  very  many  of  them  carry  freight  traffic  at  present  and 
many  more  will  in  the  future.  Some  of  them  are  now  carrying  coal 
and  in  some  regions  the  railway  officials  expect  the  coal  traffic  to  be 
quite  an  item  in  their  operation ;  in  fact,  there  seems  to  be  a  ten- 
dency, in  many  cases,  to  approach  steam  railway  conditions  of  load- 
ing. 

^^'hcn  the  railway  line  left  the  highway,  it  became  necessary  for 
the  company  to  erect  bridges  of  its  own,  and  many  of  them,  failing 
to  profit  by  the  expensive  experience  of  the  steam  railroads,  have 
built  these  bridges  for  present  needs  only,  making  no  provision 
whatever  for  future  increase  in  loading,  or  designing  them  for  pas- 
senger and  express  traffic  only,  when  it  is  quite  probable  that,  in 
the  near  future,  it  may  be  desired  to  haul  heavy  freight  loads  over 
the  line. 

What  is  the  probable  maximum  loading  which  a  given  bridge 
will  be  required  to  carry,  not  just  at  the  present  time,  but  within 
a  length  of  time  representing  a  reasonable  life  for  the  structure? 

This  is  a  difficult  question  to  answer  in  most  cases,  and  yet  it 
is  essential  that  it  should  be  answered  in  order  to  properly  design 
the  structures  for  any  given  line,  and  it  is  a  question  that  should  be 
answered  by  the  railway  officials,  who  are  in  a  position  to  know 
what  sort  of  traffic  they  may  expect  to  run  over  their  road  in  the 
future. 

The  writer  has  given  this  question  of  loading  considerable  at- 
tention, and  proposes  that  one  of  the  loads  given  in  the  table  follow- 
ing, taken  from  the  specifications  of  the  Osborn  Engineering  Com- 
pany for  Electric  Railway  Bridges,  should  be  adopted. 

These  loads  range  all  the  way  from  a  train  of  40-ton  passenger 
cars,  designed  for  a  road  devoted  exclusively  to  passenger  and  ex- 
press traffic,  to  a  loading,  consisting  of  a  train  of  50-ton  capacity 
coal  cars  for  a  load  expecting  to  carry  a  heavy  coal  traffic. 

Another  point  that  should  be  borne  in  mind  is  the  possible  use 
of  electric  locomotives,  which  may  have  concentrations  approach- 
ing very  closely  those  of  the  heaviest  coal  cars. 

Before  discussing  these  loadings  further,  let  us  see  what  is  the 
effect  of  some  of  the  heavy  cars  now  being  operated  upon  existing 
bridges. 
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The  writer  has  examined  and  reported  upon  very  many  such 
structures  in  the  last  few  years,  and  while,  in  the  majority  of  cases, 
these  bridges  have  been  found  to  be  strong  enough  to  carry  the  loads 
which  were  being  run  over  them,  or  it  was  possible  to  make  them 
so  with  slight  changes  or  repairs,  he  has  found  many  cases  where 
bridges  have  been  seriously  overloaded. 

The  most  common  point  of  weakness  in  a  bridge  designed  for 
highway  traffic  and  later  used  for  electric  railway  traffic  is  in  the 
floor  system  and  its  connections,  the  greater  concentrations  of  the 
live  load  in  the  case  of  the  electric  car  over  the  concentrations  of 
the  load  used  in  proportioning  highway  bridges  being  responsible 
for  this. 

In  order  to  illustrate  the  effect  of  these  street  car  loads  upon 
some  highway  bridges,  we  will  take  eight  bridges  examined  by  the 
writer  during  1902.  All  of  these  eight  structures  were  figured  for 
loadings  actually  being  run  over  them  or  proposed  to  be  used  in  the 
immediate  future. 

1.  Through  highway  span,  108  feet  long,  20  feet  roadway  and 
two  5  feet  walks.  Iron  Fink  trusses ;  railway  track  on  one  side  of 
the  roadway  next  to  the  trusses ;  live  load,  one  25-ton  double  truck 
motor  and  60  pounds  per  square  foot  on  sidewalks  and  on  that  por- 
tion of  the  roadway  not  occupied  by  the  street  railway  tracks. 

This  loading  caused,  in  the  main  members  of  the  trusses,  a  unit 
stress  amounting  to  25,000  pounds  per  square  inch,  not  including 
the  effect  of  impact.  The  elastic  limit  of  the  material  was  prob- 
ably about  27,000  pounds  per  square  inch. 

2.  Highway  bridge,  195  feet  long,  20  feet  roadway,  no  side- 
walk, Pratt  trusses ;  one  track  at  one  side  of  the  roadway ;  material, 
iron.  Live  load  consists  of  two  double  truck  cars,  weighing  36  tons 
each,  including  passengers,  and  60  pounds  per  square  foot  on  the 
unoccupied  portion  of  the  roadway. 

This  loading  gave,  in  the  floor  system,  a  unit  stress  of  22,000 
pounds  per  square  inch  and,  in  the  main  truss  members,  27,800 
pounds  per  square  inch.  Owing  to  the  greater  impact  on  the  floor, 
the  actual  stress  in  the  floor  system  was  probably  in  excess  of  that 
in  the  main  members.  The  elastic  limit  of  the  material  was  prob- 
ably about  27,000  pounds  per  square  inch. 

3.  Highway  bridge,  built  1886,  123  feet  span,  15  feet  roadway; 
material,  iron.  Figured  for  two  36-ton  double  truck  motors,  in- 
cluding passengers,  and  no  other  load  on  the  bridge;  unit  stress 
21,000  pounds  per  square  inch  in  the  floor  system  and  r  1,000  pounds 
per  square  inch  in  the  main  truss  members. 
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4.  Highway  bridge,  built  in  1900,  233  feet  span,  20  feet  clear 
roadway,  no  sidewalks ;  material,  steel.  Figured  for  same  live  load 
as  preceding  bridge,  and  60  pounds  per  square  foot  on  that  portion 
of  the  roadway  not  occupied  by  the  street  railway  tracks.  Unit 
stress  16,400  pounds  per  square  inch  in  the  floor  system;  unit 
stresses  in  the  truss  members  from  18,000  to  27,000  pounds  per 
square  inch,  excepting  one  member,  a  counter  rod,  which  was 
stressed  41,000  pounds  per  square  inch.  A  comparison  of  these  two 
bridges,  one  built  in  1886  of  iron  and  the  other  built  in  1900  of  steel, 
is  edifying ;  the  older  bridge  being  very  much  stronger  than  the 
newer. 

5.  One  span,  158  feet  long,  15  feet  roadway,  through  Pratt 
truss  built  in  1881 ;  the  same  load  as  preceding  bridges ;  maximum 
unit  stress  in  the  floor,  25,000  pounds  per  square  inch ;  in  the  trusses 
14,500  pounds  per  square  inch. 

In  the  case  of  this  bridge,  the  members  of  the  floor  system, 
which  are  so  highly  stressed,  w^ere  additions  made  when  the 
electric  railway  was  built.  They  are  not  nearly  so  strong  as  the 
old  portions  of  the  structure. 

6.  Highway  bridge,  233  feet  long,  20  feet  roadway  and  two 
sidewalks.  Through  Whipple  trusses.  Figured  for  a  live  load  con- 
sisting of  one  20-ton  car  and  60  pounds  per  square  foot  on  that  por- 
tion of  the  roadway  not  occupied  by  the  street  railway  track. 

This  loading  caused  unit  stresses  as  follows :  37,500  pounds 
per  square  inch  in  floor  system;  20,400  pounds  in  the  truss  mem- 
bers. It  is  difficult  to  say  what  kept  this  structure  standing,  as  the 
elastic  limit  of  the  material  could  not  have  been  much  in  excess  of 
27,000  pounds  per  square  inch,  and  the  safe  capacity  of  this  bridge 
was  not  much  in  excess  of  30  pounds  per  square  foot  uniform  load, 
yet  cars  of  very  nearly  this  weight  were  actually  running  over  the 
bridge,  though  operated  with  great  care. 

7.  Highway  bridge,  202  feet  long,  20  feet  roadway ;  two  6  feet 
sidewalks ;  Whipple  truss. 

This  was  a  city  bridge,  and  carried  one  street  car  track  in  the 
center  of  the  roadway.  The  live  load  assumed  was  two  40-ton  cars 
and  60  pounds  per  square  foot  on  the  unoccupied  portion  of  the 
roadway  and  sidewalks.  The  maximum  unit  stress  in  the  truss 
members  was  about  18,000  pounds  per  square  inch,  and  in  the  floor 
system  about  25,000  pounds  per  square  inch. 

8.  This  is  a  highway  bridge,  203  feet  span,  18  feet  roadway 
and  two  6  feet  sidewalks,  and  subject  to  heavy  traffic.  The  live 
load  assumed  consisted  of  one  15-ton  street  car  on  a  7-foot  wheel 
base  and  30  pounds  per  square  foot  on  the  unoccupied  portion  of 
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Live  Load  "A." 

Train  of  74-Ton  Coal  Cars. 

Weight  of  car =  38,000  lbs. 

Rated  capacity =  100.000  lbs. 

10^  overload =  io,oco  lbs. 

Total  load =  148,000  lbs. 

Axle  load =  37,000  lbs. 
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LivE  Load  "B." 
Train  of  62-Ton  Coal  Cars. 

Weight  of  car =    36,000  lbs. 

Rated  capacity =    80,000  lbs. 

io''(  overload      =      8,000  lbs. 

Total  load =  124,000  lbs. 

Axle  load =    31,000  lbs. 


Live  Load  "C." 

Train  of  46-Ton  Flat  Cars .  Same  wheel 
spacing  as  for  62-Ton  Coal  Cars. 

Weight  of  car =  26,000  lbs. 

Rated  capacity =  60,000  lbs. 

10^;  overload =    6,000  lbs. 

Total  load =  92,000  lbs. 

Axle  load =  23,000  lbs. 
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Axle  load 


Live  Load  " D." 
Train  of  40-Ton  Motors. 


20,000  lbs. 


Note.— Live  load  "A"  should  be  used  for  roads  designed  for  heavy  coal  traffic,  etc.  Live 
load  "  B  "  should  be  used  for  roads  designed  to  carry  occasional  coal  cars.  Live  load  "C" 
should  be  used  for  roads  designed  to  carry  ordinary  freight  traffic,  but  not  cars  of  over  60,000 
lbs.  capacity;  this  excludes  coal  traffic.  Live  load  "  D  "  should  be  used  for  roads  designed  to 
carry  passenger  and  express  traffic  only. 
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roadway  and  sidewalks,  or  one  motor  as  above  described  and  one 
5-ton  wagon  on  the  bridge,  whichever  would  give  the  greater  stress. 
The  stresses  found  were  23,000  pounds  per  square  inch  in  the  floor 
system  and  27,000  in  the  main  truss  members.  The  elastic  limit  of 
the  material  was  about  27,000  pounds.  In  this  case  also,  the  loads 
assumed  were  those  actually  being  run  over  the  bridge. 

Taking  up  again  the  design  of  new  structures  for  electric  rail- 
ways, the  writer  has  made  a  comparison  of  six  specifications  for 
use  in  designing  electric  railway  bridges,  and  has  appHed  them  to 
the  design  of  a  135-foot  through  pin-connected  Pratt  truss  for  a 
single-track  road.  This  comparison  is  made  in  order  to  show  the 
wide  variation  in  specifications  in  use,  the  relative  weight  of  each 
structure  and  the  relative  efficiencies  when  loaded  with  a  live  load 
consisting  of  a  train  of  coal  cars  of  80,000  pounds  capacity. 

The  first  specification  is  that  of  the  Osborn  Engineering  Com- 
pany, using  a  live  load  consisting  of  a  train  of  coal  cars  as  stated 
above.  The  second  is  the  specification  and  loading  recommended 
by  the  Massachusetts  Railroad  Commission.  The  third  is  the  Os- 
born Engineering  Company's  specifications  and  loading  for  heavy 
steam  railroad  bridges,  and  the  other  three  are  specifications  in 
use  by  three  large  traction  companies.  The  last  column  gives  the 
moments  in  foot-pounds  produced  on  a  stringer  22  feet  6  inches  long 
by  these  respective  loads,  and  does  not  take  into  account  the  ques- 
tion of  impact.  This  column  shows  the  desirability  of  using  some 
other  loading  than  the  ordinary  passenger  cars  on  roads  which  may 
be  used  for  any  other  character  of  loading.  The  much  larger 
moments  produced  by  the  coal-car  loading  are  due  mostly  to  the 
closer  spacing  of  the  wheels  when  these  cars  are  run  in  trains  of 
two  or  more. 

IMPACT. 

The  matter  of  impact ;  that  is,  the  increase  in  live  load  stresses 
produced  in  a  structure  by  the  pounding  of  the  wheels,  the  swaying 
of  the  car,  etc.,  is  of  as  great  importance  in  the  design  of  electric 
railway  structures  as  in  the  design  of  steam  railway  structures.  In 
the  case  of  bridges  located  in  a  sag  of  the  grade,  as  many  such 
bridges  are,  on  electric  lines,  the  impact  is  still  further  increased  by 
the  momentum  of  the  car. 

In  many  specifications  this  matter  of  impact  is  not  properly 
provided  for.  In  the  practice  of  the  Osborn  Engineering  Company 
the  impact  is  taken  care  of  by  adding  to  the  live  load  stress  a  per- 
centage determined  by  the  formula 
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r  L(L) 

L  +  D 
in  which 

I  rr=  the  impact  to  be  added  to  the  live  load  stress, 
L  =:  the  live  load  stress, 
D  =  the  dead  load  stress. 

This  formula  is  correct  in  theory,  and  has  been  found  to  satisfy 
the  requirements  of  practice  very  well. 

FACTOR  OF  SAFETY. 

The  term  "Factor  of  Safety"  of  a  bridge  is  misleading,  and 
is  absolutely  meaningless  unless  the  effect  of  impact  has  been  fully 
taken  care  of  in  calculating  the  live  load  stress. 

As  ordinarily  used,  it  means  the  ratio  of  the  ultimate  strength 
of  the  material,  when  tested  to  destruction,  to  the  actual  stresses  in 
the  bridge  caused  by  the  dead  and  live  loads,  not  considering  impact. 

In  the  first  place,  it  is  not  possible  to  strain  steel  repeatedly 
above  its  elastic  limit  without  causing  failure,  and  therefore  the 
factor  of  safety  should  be  based  upon  the  elastic  limit  and  not  upon 
the  ultimate  strength  of  the  material. 

In  the  second  place,  it  is  necessary  to  take  the  effect  of  impact 
into  full  consideration  m  order  to  determine  the  actual  stress  in  each 
member  of  the  bridge.  Complying  with  these  two  conditions,  the 
bridges  designed  under  the  specifications  which  follow  have  a  factor 
of  safety  of  two  based  upon  the  elastic  limit  of  the  material  and 
taking  the  effect  of  impact  fully  into  account.  The  writer  believes 
that  these  bridges  are  much  stronger  and  better  proportioned 
throughout  than  bridges  designed  for  this  same  loading  with  a 
specified  factor  of  safety  of  four,  as  ordinarily  understood,  or  per- 
haps, misunderstood. 

A  bridge  should  be  built  like  the  Deacon's  One  Hoss  Shay, 
so  that  when  loaded  to  destruction  every  member  should  fail  at  the 
same  time.  In  writing  these  specifications,  we  have  endeavored  to 
approach  as  nearly  as  possible  this  ideal. 

The  clauses  referring  to  clearance,  quality  of  material  and 
grade  of  workmanship  and  the  general  conditions  governing  con- 
tract work  all  follow  very  closely  the  standard  specifications  for 
steam  railway  bridges.  The  following  review  gives  the  most  salient 
features  of  these  specifications  for  electric  railway  bridges. 

Section  I  gives  the  requirements  for  clearance,  which  are  iden- 
tical with  those  now  adopted  by  the  leading  steam  roads,  21  feet 
vertical  and  15  feet  lateral,  clear  room. 
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Section  11,  drawings,  requires  all  drawings  to  be  of  a  uniform 
size,  24  inches  by  36  inches,  and  specifies  what  the  drawings  must 
show.  etc. 

Section  III,  floor,  gives  sizes  of  ties  required  for  different 
spacing  of  stringers,  and  spacing  of  same,  ribbons,  and  manner  of 
securing  same. 

Section  IV,  loads.  The  table  of  loadings  is  given  in  the  ap- 
pendix, and  this  section  provides  for  the  impact  by  the  use  of  the 
formula  given  above.  The  effects  of  centrifugal,  longitudinal  and 
wind  forces  are  also  covered  by  this  section. 

Section  V,  unit  stress.  A  unit  stress  of  17,000  pounds  per 
square  inch  is  used  for  soft  steel  members  in  tension,  this  allowed 
unit  stress  being  increased  to  19,000  for  medium  steel,  the  corre- 
sponding stresses  used  for  steam  railway  bridges  being  15,000 
and  17,000  pounds  per  square  inch,  respectively. 

This  increase  in  the  allowed  unit  stresses  over  those  used  for 
steam  railway  bridges  may  seem  to  be  somewhat  inconsistent  with 
what  has  been  said  in  regard  to  the  design  of  these  bridges,  but  in 
proportioning  bridges  for  steam  railway  use  a  lower  unit  stress  is 
used  in  order  to  leave  some  room  for  increase  in  the  live  load  over 
the  loads  now  actually  running,  which  approach  very  closely  to  the 
typical  loads  used  in  proportioning  the  structure,  wdiile  in  designing 
electric  railway  bridges  w^e  have  assumed  a  loading  which  we  think 
fully  covers  the  probable,  if  not  the  possible  increase  in  loads  w^hich 
ma}-  reasonably  be  expected  to  take  place.  Furthermore,  the  loads 
are  not  applied  in  such  rapid  succession  as  in  the  case  of  steam 
railway  bridges. 

Therefore  we  are  warranted  in  using  a  higher  unit  stress. 

For  compression  members,  the  above  unit  stresses  are  decreased 
by  Gordon's  formula  for  columns. 

It  should  be  borne  in  mind  that  the  effects  of  impact  are  fully 
taken  care  of  in  the  total  live  load  stress,  and  not  in  the  unit  stress, 
as  is  done  in  many  of  the  older  specifications. 

It  might  be  well  to  state  here  that  impact  formuLne  have  been 
adopted  by  many  of  the  leading  bridge  engineers,  among  them 
Messrs.  J.  A.  L.  Waddell  of  Kansas  city,  C.  C.  Schneider  of  the 
American  Bridge  Company  and  J.  E.  Cireiner  of  the  B.  &  O.  Com- 
pany, all  of  whom,  however,  use  an  empirical  formula,  based  upon 
experiments.  The  writer  has  compared  the  empirical  formula 
used  by  these  eminent  engineers  with  the  rational  one  used  by 
him,  and  finds  that  they  give  results  very  nearly  identical.  The 
rational  formula  results  about  10  per  cent,  higher  than  the  em- 
pirical   for   short   spans   of   about    10,    results    identical    with    the 
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empirical  formula  for  spans  of  about  50  feet  to  100  feet  and  some- 
what greater  for  spans  of  over  100  feet  the  excess  being  about  10 
per  cent,  for  spans  of  150  feet.  This  comparison  was  made  for 
heavy  steam  road  loading,  but  the  ratios  would  not  be  greatly 
changed  for  electric  railway  practice. 

This  impact  formula  was  first  brought  to  the  writer's  attention 
by  the  paper  read  by  Mr.  J.  W.  Schaub,  C.E.,  before  the  Western 
Society  of  Engineers,  October  3,  1900,  on  proposed  specifications 
for  steel  railway  bridges,  and  is  there  attributed  to  Mr.  H.  S. 
Prichard,  engineer  for  the  New  Jersey  Steel  and  Iron  Company, 
who  is  said  to  have  first  proposed  its  use  in  1895. 

The  writer  designates  this  formula  the  "Rational"  impact 
formula. 

One  of  the  greatest  advantages  of  the  impact  formula  is  the 
ease  with  which  it  is  possible  to  carry  the  impact  into  all  details  and 
connections  of  the  structure,  which  are  of  quite  as  much  importance 
as  the  main  members. 

Members  subject  to  alternate  strains  of  tension  and  compres- 
sion in  quick  succession  are  given  a  section  equal  to  that  required  to 
resist  the  sum  of  these  stresses. 

Section  VI  deals  with  general  details,  and  covers  the  determi- 
nation of  net  sections,  maximum  and  minimum  rivet  spaces,  least 
thickness  of  metal,  limiting  values  of  ratios  of  length  of  columns 
to  their  least  radius  of  gyration,  etc. 

Section  VII  deals  with  I  beam  spans;  Section  VIII  with  plate 
girder  spans ;  Section  IX  with  stringers  and  floorbeams,  and  Section 
X  with  trusses  and  towers. 

All  the  requirements  of  these  sections  follow  well-established 
practice  in  railway  bridge  design. 

Section  XI  covers  riveted  work,  requirements  of  punching  and 
drilling,  reaming,  etc.  In  the  use  of  soft  steel  all  holes  in  tension 
members  less  than  f  inch  thick  are  to  be  sub-punched  and  reamed. 
In  metal  f  inch  and  over  they  are  to  be  drilled  from  the  solid. 

All  holes  in  compression  members  may  be  punched  full  size 
up  to  f  inch,  and  for  thicknesses  of  f  inch  and  over  must  be  drilled 
from  the  solid. 

In  the  case  of  medium  steel,  full  sized  punching  of  rivet  holes 
is  not  allowed  in  main  members. 

Section  XII  covers  requirements  as  to  quality  of  material, 
which  conform  closely  to  those  recommended  by  Committee  No.  i 
American  Section  of  the  International  Association  for  Testmg 
Materials,  and  to  the  specifications  of  the  American  Association  of 
Steel  ^Manufacturers. 


10  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

In  regard  to  paint,  a  very  important  item,  the  practice  of  the 
Osborn  Engineering  Company  is  to  give  the  material  one  coat  of 
graphite  or  carbon  primer  at  the  shop  and  two  coats  in  the  field, 
the  quality  and  color  of  the  latter  being  specified  by  the  engineer 
for  each  individual  case.  Inaccessible  surfaces  are  given  two  coats 
of  red  lead  and  oil. 

Section  XIII  deals  with  workmanship;  Section  XIV  with  ques- 
tions relating  to  inspection  and  tests,  and  Section  XV  with  erection. 

A  dispute  frequently  takes  place  between  the  contractor  for 
substructure  and  the  contractor  for  superstructure  as  to  which  shall 
place  the  anchor  bolts.  It  is  the  general  practice  of  the  Osborn 
Engineering  Company  to  require  all  anchor  bolts  to  be  set  by  the 
substructure  contractor,  and  furnished  by  the  superstructure  con- 
tractor. 

Section  XVI  gives  the  requirements  for  name  plate. 

Section  XVII  covers  general  conditions,  in  regard  to  changes, 
abandonment  of  work,  subletting,  claims,  estimates  and  payments, 
etc. 

In  the  appendix  are  given  the  clearance  diagram,  the  loadings 
and  the  rivet  code. 
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EliECTRIC  SHOP  DRIVE. 


Discussion  before  the  Engineers'  Club  of  St.  Louis,  January  7,  1903.* 


W.  A.  Layman. — It  is  the  purpose  of  this  brief  introductory 
paper  to  outline  roughly  the  various  methods  of  electric  shop  drive, 
leaving  the  discussion  of  their  relative  merits  to  the  Club. 

When  electric  shop  drive  was  first  advocated,  the  main  ad- 
vantage claimed  was  a  large  increase  in  efficiency  over  the  old 
methods  of  belt  and  rope  transmission.  Of  late,  however,  another, 
and,  in  my  opinion,  a  greater  advantage  appears  in  the  opportunity 
for  increased  shop  output,  resulting  from  the  ability  to  operate 
the  individual  electrically  driven  tool  continuously  at  its  maximum 
output.  Shop  managers  are  to-day  keenly  alive  to  the  fact  that, 
by  means  of  electric  drive,  the  output  of  individual  tools  may  be 
easily  doubled  and  soiruetimes  trebled  over  that  possible  with  the 
ordinary  belt  drive. 

It  is  fair  to  say  the  discussion  of  electric  shop  drive  is  no 
longer  one  of  merit,  as  compared  with  the  old  methods  of  trans- 
mission, but  rather  one  of  relative  merit  of  the  various  electrical 
methods  proposed. 

It  is  claimed  on  the  score  of  efficiency  alone  that  the  best 
electric  methods  of  to-day  show  an  efficiency  of  70  per  cent.,  as 
compared  with  20  and  25  per  cent,  by  the  old  systems.  Adding  to 
this  the  possibility  of  double  or  treble  output,  the  greater  advantage 
of  electric  shop  drive  is  such  as  to  mean  its  rapid  adoption  of  all 
branches  of  manufacturing. 

Electric  drive  may  be  roughly  classified  under  two  headings — 
group  and  individual  tool  system.  The  former  may  be  termed  a 
compromise  between  the  old  and  the  best  of  the  new. 

In  its  best  adaptations,  group  drive  is  so  arranged  as  to  have 
various  classes  of  machine  tools  subdivided  into  groups  of  from 
6  to  10  tools,  each  group  being  operated  by  a  single  motor.  By 
such  arrangement,  the  efficiency  of  shop  drive  is  increased,  roughly 
speaking,  from  25  to  50  per  cent.  There  is  a  further  advantage 
over  belt  transmission  from  a  single  engine  in  ability  to  operate 
any  single  group  of  tools  entirely  independent  of  the  balance  of 
the  equipment.  Independence  of  departments  is  fully  secured  by 
this  means.  A  given  group  of  tools  may  be  completely  shut  down 
when  not  required,  and  a  large  loss  of  energy  otherwise  unavoid- 
able cut  off.  This  form  of  drive  also  permits  of  operation  of  any 
particular  group  of  tools  at  night,  with  the  main  power  plant  shut 
down,  providing  auxiliary  central  station  connection  is  possible. 

♦Manuscript  received  February  5,  1903.— Secretary,  Ass'n  of  Eng.  Socs. 
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The  factory  of  the  Wagner  Electric  Manufacturing  Company,  of 
this  city,  is  one  of  a  number  of  local  examples  of  group  electric 
drive.  By  means  of  reserve  connection  with  outside  central  station 
service  it  is  possible  to  run  any  special  group  of  tools  overtime,  or 
all  night,  without  operating  the  company's  isolated  generating 
plant. 

Engineers  agree,  however,  that  the  individual  motor  system 
is  the  ideal  one  where  variable  speed  service  of  tools  is  necessary 
or  desirable.  In  the  group  system  variable  speed  is  impossible, 
and  the  individual  tools  must  be  regulated  for  speed  variation 
through  inherent  gear  or  cone  adjustment. 

Both  group  and  individual  drive  systems  may  be  arranged 
for  either  direct  or  alternating  current  motors.  For  all  constant 
speed  service  the  alternating  current  motor  stands  on  equal  footing 
with  the  direct  current  motor.  In  fact,  by  reason  of  its  greater 
flexibility  and  inexpensive  maintenance,  the  alternating  current 
motor  for  such  work  has  a  material  advantage.  The  disadvantage 
of  the  alternating  current  motor  appears  for  all  service  requiring 
frequent  starting  and  stopping  and  wide  speed  variation.  No 
entirely  satisfactory  system  has  yet  been  evolved  by  which  speed 
variation  comparable  to  that  possible  with  the  direct  current  motor 
can  be  secured. 

The  ideal  alternating  drive  would  be  one  having  constant 
speed  alternating  current  motor,  equipped  with  auxiliary  mechani- 
cal device,  where  necessary,  by  which  wide  range  of  speed  variation 
could  be  secured  smoothly  and  simply.  Mechanical  engineers  are 
working  on  this  problem,  and  such  a  system  may  come.  I  have 
seen  one  striking  example  of  it  in  the  shops  of  the  Lodge  &  Shipley 
Machine  Tool  Company,  at  Cincinnati.  The  company  has  evolved 
a  system  of  intermediate  gears  neatly  enclosed  in  dust-proof  case, 
which  they  call  a  "speed  variator."  The  driving  shaft  of  this 
speed  variator  is  direct  coupled  or  belted  to  the  constant  speed 
motor,  and  by  means  of  a  shifting  handle,  much  like  the  ordinary 
belt  shifter,  the  gear  combinations  of  the  variator  are  successively 
changed  without  stopping  the  tool,  and  with  no  greater  effort  on  the 
part  of  the  attendant  than  would  be  called  upon  for  manipulating 
the  regulator  handle  of  a  direct  current  motor  controller.  This 
device  has  not  come  into  general  use,  although  a  large  portion  of 
the  machine  tools  in  the  Lodge  &  Shipley  factory  are  operated 
through  it,  with  results  said  to  be  reasonably  satisfactory  to  that 
company. 

With  alternating  current  motor  drive  shop  lighting  from  the 
same  mains  feeding  the  motors  is  possible  and  convenient,  while 
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with  the  prevaihng  methods  for  variable  speed  direct  current  motor 
drive  the  shop  Hghting  system  is  practically  entirely  independent 
of  the  motor  service  system. 

The  individual  drive  system  may  be  generally  classified  under 
three  headings : 

Rheostatic  control  systems. 

Multi-voltage  control. 

Special  systems  for  special  tools. 

In  the  rheostatic  control  system  the  motor  is  of  the  well- 
known  shunt  type,  supplied  from  a  constant  potential  system  of 
distribution.  Speed  variation  above  the  normal  speed  of  the 
motor  is  secured  by  the  introduction  of  resistance  into  the  motor 
shunt  field  circuit;  speed  variation  below  normal  is  secured  by 
the  introduction  of  resistance  into  the  armature  circuit.  This  is 
illustrated  in  diagrammatic  form  in  Fig.  i. 
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Fig.  I.     Rheostatic  Control. 


The  disadvantages  of  the  system  are  its  inefficiency  when  arma- 
ture resistance  is  made  use  of  for  speed  reduction,  and  variation 
of  speed  on  a  given  armature  resistance  with  variation  of  load.  To 
overcome  both  disadvantages,  motors  have  been  designed  capable 
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of  very  wide  variation  in  speed  by  variation  of  field  resistance. 
A  well-known  motor  designer  stated  in  a  recent  discussion  before 
the  American  Institute  of  Electrical  Engineers  that  he  had  de- 
signed and  built  a  motor  capable  of  speed  variation  of  one  to 
three  (simultaneous  load  variation  not  stated)  on  variation  of 
field  resistance  alone.  In  the  same  discussion  an  equally  well- 
known  motor  designer  claimed  the  normal  motor  was  not  capable 
of  over  30  per  cent,  increase  in  speed,  under  full  load,  by  field 
resistance  variation. 

I  think  general  practice  is  to  confine  speed  variation  by  weak- 
ening shunt  field  to  30  per  cent.,  and  any  motor  capable  of  greater 
variation  can  hardly  be  termed  a  standard  motor.  The  limit  of 
such  variation  is  determined  by  commutator  sparking.     A  motor 
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Curve  A.     Variation  of  Shunt  Motor  Capacity  with  Change  of 
Speed  Secured  by  Variation  of  Shunt  Resistance. 


of  given  capacity  may  be  operated,  of  course,  at  much  reduced 
capacity  for  speed  variation  of  10  to  i.  The  reduction  of  capacity, 
with  increase  of  speed,  in  this  case,  is  illustrated  in  curve  ''A"  of 
Fig.  2.  This  curve  fairly  represents  the  variation  in  one  of  the 
best-known  makes  of  direct  current  motors.     For  example,  a  10 
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horse-power  motor,  operating  normally  at  a  speed  of  200,  will 
have  an  output  of  i  horse  power  only  at  a  speed  of  2000,  speed 
variation  being  secured  entirely  by  weakening  of  the  shunt  field. 

MULTIPLE    VOLTAGE    SYSTEM. 

There  arc  several  of  these  systems.  The  Westinghouse  and 
General  Electric  Companies  advocate  a  three-wire  system,  as  illus- 
trated in  Fig.  3.     Their  usual  direct  current  generator  is  provided 
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Fig.  3.     Westinghouse  Three-Wire  System  for  Variable  Speed  Control. 


with  a  set  of  collector  rings,  these  collector  rings  being  connected 
to  the  armature  winding  in  such  a  way  as  to  establish  an  exact  two- 
phase  relation  between  the  potentials  of  the  two  pairs  of  collector 
rings.  By  means  of  choking  coils,  connected  as  shown,  the  neutral 
wire  of  the  three-wire  system  is  exactly  and  constantly  main- 
tained, irrespective  of  load,  at  zero  potential  relative  to  the  outside 
wires. 

In  connection  with  this  three-wire  system,  the  individual  tool 
is  equipped  with  a  standard  250-volt  shunt  motor,  and  speed  varia- 
tion is  secured  in  two  ways :  First,  by  running  the  armature 
either  on  250  volts  (normal  speed  condition),  o  ^v  running  it  on 
125  volts  (half  normal  speed  condition).     For  ^peed  desired 

between  normal  and  half  normal,  shunt  fielr'  esistance  is  intro- 
duced.    If  I  understand  the  system  correctly,  the  shunt  motor  is 
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capable  of  lOO  per  cent,  speed  variation  by  variation  of  shunt" 
resistance  when  the  armature  is  on  half  voltage  (and  correspond- 
ingly at  half  load).  If  speed  above  normal  full  speed  is  required, 
shunt  resistance  is  again  introduced. 

The  Bullock  Electric   Manufacturing  Company  advocates  a 
system  as  illustrated  in  Fig.  4.     A  generator,  standard  in  every 
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Fig.  4.    Bullock  Electric  Mfg.  Co.'s  Multiple  Voltage  System. 


respect,  is  supplemented  by  a  small  motor-generator  set,  the  design 
of  which  is  such  that  a  four-wire  system  of  distribution  is  estab- 
lished, providing  for  six  different  voltages  upon  which  the  motor 
armature  may  be  operated  without  the  use  of  armature  resistance. 
The  form  of  motor  used  is  the  standard  shunt  wound  type.  With- 
out the  use  of  field  resistance,  six  speeds  may  be  secured,  corre- 
sponding in  ratio  to  the  ratio  of  the  voltages  supplied  by  the  four- 
wire  distribution  system.  By  means  of  shunt  resistance  any  speed 
intermediate  to  that  possible  with  the  several  armature  voltages 
may  be  secured.  The  motor  generator  set  is  so  proportioned  as  to 
take  care  of  the  unbalanced  load.  This  system  is  also  adaptable 
to  three-wire  distf  -nition,  where  less  speed  variation  is  required, 
and  in  the  ev.  three-wire  distribution  an  increased  amount 

of  field  regulation.  :  introduced.  This  three-wire  distribution 
differs  from  the  W^estmghouse  and  General  Electric  system  in  that 
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the  voltages  on  the  two  sides  of  the  intermediate  wire  differ,  thus 
giving-  three  distinct  pressures  instead  of  two.  The  Bullock  sys- 
tem represents  the  multiple  voltage  idea  carried  to  its  fullest  de- 
velopment, and  is  the  extreme  of  present  commercial  systems,  from 
the  ordinary  rheostatic  control  system.  The  difference  between 
these  systems,  from  the  standpoint  of  efficiency,  is  illustrated  in 
Fig.  5  as  plotted  from  the  test  results  on  a  25  horse-power  motor. 
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I  am  informed  that  a  system  somewhat  similar  to  this  is  being 
advocated  by  the  Crocker-Wheeler  Company,  although  I  am  not 
prepared  to  discuss  it  in  detail. 

Another  form  of  variable  speed  equipment  is  advocated  by 
the  C.  &  C.  Company,  of  Xew  York  City.  In  this  case  the  motor 
is  special,  being  provided  with  two  entirely  independent  armature 
windings.  On  normal  speed  operation  the  two  armature  windings 
are  connected  in  parallel,  the  field  winding  being  in  shunt.  For 
half  speed  the  two  windings  are  connected  in  series ;  intermediate 
.and  excess  speeds  are  secured  by  a  combination  of  armature  and 
field  resistances. 

For  some  kinds  of  service  the  storage  battery  has  been  intro- 
duced with  good  results,  various  pressures  being  applied  to  the 
motor  armature,  from  the  battery  according  to  the  speed  required. 
The  objection  to  the  storage  battery  system  is  its  large  first  cost. 

For  printing-press  work  several  special  systems  have  been 
introduced,  the  purpose  of  which  is  to  afford  a  wide  variation  of 
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operating  speed.  I  will  not  attempt  to  go  into  a  description  of 
these  systems,  as  they  are  not  intended  for  general  shop  service 
in  any  sense  of  the  word. 

In  accordance  w4th  the  Secretary's  instructions,  I  now  leave 
the  discussion  of  relative  merits  of  systems,  etc.,  to  those  who 
follow  me  on  the  program. 

W.  Cooper. — The  prime  condition  to  be  fulfilled  in  operat- 
ing machine-shop  tools  is  to  keep  the  cutting  speed  at  the  maximum 
at  all  times.     This  maximum  speed  is  limited,  of  course,  by  the 
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quality  of  the  cutting  tool,  the  kind  of  material  being  cut  and 
whether  or  not  any  extraneous  means  are  employed  to  keep  the 
tool  from  heating. 

Nearly  all  ordinary  machine-shop  work  may  be  classified  under 
two  heads — machining  of  cyHndrical  surfaces  and  plain  surfaces. 

In  considering  the  first  class  of  operations,  the  piece  being 
operated  upon  is  usually  rotated,  and,  as  a  very  small  proportion 
of  this  work  has  but  one  diameter  on  each  piece,  there  must,  of 
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necessity,  be  provided  some  way  of  changing  the  speed  of  rotation 
in  order  to  keep  the  cutting  speed  at  the  maximum.  This  condition 
is  arrived  at  in  ordinary  machine-shop  practice  on  this  class  of 
work  by  using  certain  arrangements  of  change  gears  and  by  belts 
on  so-called  cone  pulleys.  While  it  is  entirely  possible  to  get  a 
change  in  this  manner  of  lo  per  cent,  per  step,  the  complication 
resulting  from  the  mass  of  gears  and  multiplication  of  steps  on 
the  cone  pulleys  would  not  be  permissible,  to  say  nothing  of  the 
time  lost  in  making  the  changes.  As  the  result  of  years  of  practice, 
this  system  has  developed  into  an  arrangement  where  the  changes 
are  approximately  50  per  cent,  apart';  that  is  to  say,  that  each 
increment  of  increase  would  be  50  per  cent.,  often  being  as  much 
as  100  per  cent.  If  is  obvious  that  such  an  arrangement  must  be 
very  wasteful  of  time  where  the  diameter  of  the  piece  to  be 
machined  is  slightly  in  excess  of  the  nearest  combination  which 
would  give  the  maximum  cutting  speed.  The  machine,  therefore, 
must  be  run  af  slightly  more  than  one-half  or  two-thirds  of  the 
maximum  permissible  cutting  speed,  consuming,  consequently, 
nearly  50  to  100  per  cent,  more  time  for  a  given  operation  than 
would  otherwise  be  required. 

j\Ir.  F.  O.  Blackwell,  of  the  General  Electric  Company,  in  a 
paper  read  before  the  American  Institute  of  Electrical  Engineers, 
said:  "The  reduction  effected  by  different  sets  of  back  gears  on 
machine  tools  will  be  found  to  vary  from  4  to  i  to  6  to  i.  All 
tools  can  be  arranged  with  4  to  i  changes  between  back  gears 
without  any  difficulty.  In  many  cases  a  single  back  gear  is  suffi- 
cient for  a  tool.  By  putting  a  magnetic  clutch  on  this  back  gear 
and  making  the  electrical  connections  in  the  controller,  it  is  possible 
to  get  a  6  to  I  variation  electrically  and  without  increasing  the 
cost  of  the  motor  more  than  would  be  required  for  a  4  to  i 
variation." 

This  is  quite  different  from  a  statement  made  by  Mr.  Chas. 
Day  in  a  discussion  which  followed  the  reading  of  Mr.  Blackwell's 
paper.  He  said:  ''When  attaching  motors  to  old  tools,  such  as 
lathes  and  drill  presses,  we  must,  as  far  as  possible,  adapt  our 
speed  range  to  the  present  gear  ratios,  in  some  cases  by  introducing 
additional  gears,  and  in  others  without  change  to  the  machine. 
We  have  found  that  the  gear  ratios  vary  from  3  to  i  up  to  15  to  i, 
depending  on  the  size  and  character  of  the  machine." 

From  the  above  we  see  that  there  is  some  difference  in  opinion 
as  regards  the  range  of  the  back  gears  of  ordinary  machine  tools. 
As  a  matter  of  fact,  the  back  gear  ratio  of  ordinary  machine  tools 
varies  from  3  to  i  up  to  15  to  i,  as  stated  by  Mr.  Day.     There  is 
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also  another  fact  which  has  not  been  touched  upon,  and  that  is 
that  the  range  of  speeds  given  by  the  cones  on  a  great  many 
machine  tools  are  not  consistent  with  the  ratio  of  the  back  gearing. 
That  is  to  say,  it  is  frequently  found  that  the  difference  between 
the  lowest  speed  with  the  back  gears  out  and  the  highest  speed  with 
the  back  gears  in  is  very  much  greater  than  the  difference  between 
two  cone  speeds.  Some  machines  have  as  much  as  3  to  i  variation 
in  speeds  between  these  two  conditions.  The  writer  has  in  mind 
a  case  of  a  comparatively  small-sized  boring  mill  made  by  a  promi- 
nent manufacturer,  in  which  the  back  gear  ratio  was  12^  to  i.  In 
this  particular  case  the  difference  between  the  lowest  speed  with  the 
back  gears  out  and  the  highest  speed  with  the  back  gears  in  was 
a  great  deal  more  than  the  difference  in  cone  speeds.  However, 
in  this  case,  if  we  were  to  allow  that  the  best  possible  arrangement 
had  been  made,  the  average  difference  between  speeds  throughout 
the  entire  range  of  the  machine  would  be  about  1.9  to  i,  the  machine 
being  equipped  with  a  four-step  cone.  It  seems  incredible  that  a 
manufacturer  would  put  such  a  tool  upon  the  market. 

It  is  obvious  from  the  above  considerations  that  some  arrange- 
ment must  be  introduced  that  will  subdivide  the  speed  changes 
to  a  greater  extent.  Many  mechanical  devices  have  been  brought 
out  for  this  purpose  and  some  of  them  have  come  into  quite 
extensive  use,  more  particularly  those  where  the  graduation  from 
one  condition  of  speed  to  the  next  (as  regulated  by  gears  or  driving 
belts)  could  be  subdivided  into  any  number  of  parts.  While  these 
devices  fill  the  requirements. of  being  able  of  always  obtaining  the 
maximum  speed,  the  complication  and  cumbersomeness  of  the  de- 
vice is  not  desirable  and  has  prevented  their  coming  into  gen- 
eral use. 

A  letter  from  Mr.  E.  H.  Symington  was  read  before  the  Cen- 
tral Railway  Club  at  their  meeting  at  Buffalo,  November  14th. 

Mr.  Symington,  in  speaking  of  electric  drive  in  general,  recom- 
mended, very  strongly,  alternating  current.  In  speaking  of  varia- 
ble speed  motors  he  said :  ''With  the  advent  of  perfected  speed 
changing  devices  there  is  less  necessity  for  having  speed  flexibility 
in  the  motor  itself.  However,  where  there  are  a  quantity  of  travel- 
ing cranes  and  other  variable  speed  apparatus  it  is  well  to  consider 
the  advisability  of  a  small  direct  current  generating  set  for  this 
purpose  only." 

We  are  still  waiting  for  the  advent  of  the  perfected  speed- 
changing  device.  However,  we  must  admit  that  we  cannot  practi- 
cally get  a  speed  variation  from  an  electric  motor  that  will  cover  the 
entire  working  range  of  the  average  machine-shop  tool.    There  are. 
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however,  some  tools  in  which  this  can  be  done ;  for  instance,  planers, 
slotters  and  machines  of  this  character  where  the  cutting  speed  of 
the  tool  is  in  constant  relation  of  the  work,  regardless  of  its  dimen- 
sions, and  speed  variation  is  only  required  for  differences  in  ma- 
terial. 

However,  in  that  great  class  of  tools  in  which  the  piece  being 
operated  upon  is  of  circular  form  and  the  rotative  speed  varies 
directly  with  the  diameter,  a  very  wide  range  of  rotating  speeds 
are  required.  In  this  class  of  machinery  it  is  practically  impossible 
to  cover  the  entire  range  by  varying  the  speed  of  the  driving  motor. 

Speed  control  is  obtained  in  nearly  every  case  by  a  combina- 
tion of  mechanical  and  electrical  means,  the  motor  range  and  gear 
ratios  depending  upon  the  machine  and  the  average  variation  m 
diameters  and  kind  of  material  handled. 

Mr.  F.  O.  Blackwell  made  th^  further  statement  in  his  paper 
that  "With  the  three-wire  system  and  a  lOO  per  cent,  variation  in 
the  motor  speed  by  field  control,  we  can  obtain  a  4  to  i  total  varia- 
tion, which,  for  general  machine-shop  work,  is  sufficient  to  cover 
a  single  operation  on  a  given  tool." 

It  may  be  and  probably  is  true  in  most  cases  that  a  range  of 
4  to  I  will  cover  any  single  operation  on  a  given  tool,  as  stated 
by  Mr.  Blackwell.  However,  any  system  of  variable  speeds,  to  be 
applicable  and  to  cover  the  ordinary  working  conditions,  must  be 
able  to  cover  all  possible  speeds  within  the  range  of  the  tool. 
Since  it  is  impracticable  to  get  the  entire  range  of  speeds  on  the 
class  of  machinery  last  mentioned  directly  from  the  motor,  a  com- 
promise must  be  effected. 

We  have  in  any  given  case  a  certain  total  range  to  cover  in 
any  given  machine.  Let  us  take,  for  example,  a  48-inch  engine 
lathe.  Practice  has  shown  that,  even  w^ith  the  best  tool  steels  at 
present  obtainable,  that  it  is  desirable  and  almost  necessary  to  have 
a  cutting  speed  as  slow  as  16  feet  per  minute.  This,  of  course, 
determines  one  limit  of  the  speed  range  and  is  absolutely  fixed, 
wdiile  the  other  limit  of  maximum  speed  at  which  the  machine  is 
to  operate  is  not  fixed  and  is  determined  for  each  particular  case 
by  the  probable  minimum  diameter  to  be  machined.  If  two  inches 
be  assumed  as  the  smallest  diameter  and  a  maximum  cutting  speed 
of  100  feet  per  minute,  at  this  diameter  the  maximum  revolutions 
will  therefore  be  approximately  150  times  the  minimum.  This, 
therefore,  is  the  total  range  of  speed  to  be  covered  by  the  driving- 
mechanism. 

The  question  that  next  presents  itself,  and  the  one  that  cannot 
be  determined  by  any  hard-and-fast  rule,  is  what  portion  of  this 
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range  will  be  covered  by  the  variations  of  the  speed  of  the  motor, 
if  a  motor  be  used,  or  what  other  equivalent  system  will  ^ive  equally 
as  good  results.  The  case  cited  in  regard  to  the  boring  mill  is 
almost  exactly  the  same  as  the  one  under  consideration.  As  stated, 
the  builder  solved  the  problem  by  using  cone  pulleys  and  one  set 
of  gears.  It  must  be  admitted,  however,  that  this  solution  was 
very  crude.  On  the  other  hand  the  question  is.  How  many  dif- 
ferent speeds  should  be  provided  within  this  range  and  how  will 
they  be  obtained?  As  stated,  it  is  impracticable  and  well-nigh 
impossible  to  cover  this  range  entirely  by  varying  the  speed  of  the 
driving  motor. 

The  next  step,  consequently,  is  to  use  one  set  of  back  gears. 
This  will  call  for  back  gears  to  be  approximately  12^  to  i  ratio; 
therefore,  the  limit  of  speed  variation  on  the  motor  will  be  12J  to  i. 
The  next  combination  available  is  to  use  two  sets  of  back  gears, 
which  shall  have  equal  ratios  and  shall  gear  into  each  other.  In 
this  case  the  variation  of  the  motor  speed  will  be  as  the  cube  root 
of  the  total  variation,  or  approximately  as  5.5  to  i. 

This  same  line  of  reasoning  may  be  followed,  duplicating  the 
gearing  indefinitely,  until  the  variations  in  speed  are  entirely  taken 
care  of  in  the  gearing.  This  brings  us  to  the  perfected  speed- 
changing  device  which  has  not  yet  made  its  advent. 

The  question  is  often  asked,  "AVhat  advantages  are  to  be 
derived  from  driving  machine-shop  tools  independently  by  electric 
motors?"  The  answer  to  this  is  that  the  principal  advantage  is 
in  the  ability  to  obtain  any  number  of  dififerent  speeds  on  the  tool, 
thereby  being  able  to  work  up  to  the  maximum  output  at  all  times. 
]^xlr.  L.  R.  Pomeroy,  of  the  General  Electric  Company,  in  a  paper 
read  before  the  Central  Railway  Club  in  Buffalo,  November  14th 
last,  quoted  a  celebrated  authority,  without  naming  the  authority, 
as  follows:  "Where  we  have  to  decide  whether  we  shall  install 
one  large  motor  or  a  number  of  small  ones,  I  would  give  preference 
to  .the  small  motors  down  to  a  limit  of  5  horse  power  for  light 
machines  and  10  horse  power  for  heavy  machines,  this  for  cases 
in  which  the  problem  is  one  of  distribution  only.  Where  the  intro- 
duction of  motors  could  have  any  effect  on  the  product,  I  would 
dismiss  entirely  the  question  of  power  and  decide  solely  with  regard 
to  the  convenience  of  operation  afforded,  and  would  not  hesitate 
to  put  in  the  very  smallest  motors,  mounted  upon  any  kind  of 
machinery,  notwithstanding  their  greater  cost  and  lower  efficiency, 
if  they  even  to  but  a  slight  degree  increase  the  product  of  the 
labor  of  the  shop.  Gains  in  this  direction  cause  other  gains  to 
sink  into  insignificance. 
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.  Mr.  F.  O.  Blackwell,  in  his  paper  before  the  American  Institute 
of  Electrical  Engineers,  voiced  the  same  sentiment,  as  follows: 
"The  most  important  consideration  in  the  electric  driving  of  ma- 
chine tools  is  to  make  the  control  of  the. tool  as  convenient  as 
possible  and  arrange  the  system  so  as  to  permit  small  changes  in 
speed,  and  consequently  be  able  always  to  drive  the  tool  at  its 
highest  possible  speed  and  greatest  output." 

Another  question  that  usually  follows  is:  ''But  the  tools  in 
this  shop  are  not  designed  to  stand  the  higher  speeds  that  the  mod- 
ern tool  steels  will  permit;  therefore,  it  is  not  possible  to  work 
them  up  to  the  maximum."  A  reply  to  this  is,  that  if  the  machine 
will  not  stand  the  strains  brought  about  by  the  high  cutting  speed 
of  the  modern  tool  steel,  they  still  have  their  maximum,  and  there 
is  just  as  good  reason  for  working  these  tools  to  a  maximum  as  any 
other  tool  to  its  maximum,  although  the  maximum  of  these  tools 
may  be  determined  by  a  different  factor. 

We  might  state,  however,  that  there  is  no  reason  why  a 
machine  tool  that  is  adapted  to  do  a  certain  work  should  not  do 
this  work  at  two  or  three  times  the  speed.  The  reason  for  this 
seems  obvious,  in  the  fact  that  the  strains  on  a  machine  are  due 
entirely  to  the  torque  required  to  make  a  given  cut.  With  this 
given  cut  the  speed  may  be  increased  three  or  four  times  without 
producing  any  greater  strains  on  the  machine  itself,  because  the 
torque  remains  constant.  However,  the  horse  power  will  increase 
directly  in  proportion  as  the  increase  in  speed ;  and  right  here  we 
have  a  factor  that  limits  the  ordinary  belted  machine  tool — the 
belts  will  not  pull  the  load.  For  instance,  suppose  that  we  have  a 
given  machine  running  with  a  belt  on  the  largest  step  of  the  cone 
pulley  on  the  machine,  and  taking  a  certain  cut ;  assume  the  cutting 
speed  be  20  feet  a  minute.  If  it  is  desired  to  increase  this  cutting 
speed  to,  say,  80  feet  per  minute,  it  is  found  necessary  to  put  the 
belt  on  the  smallest  step  on  the  cone  on  the  machine.  We  at  once 
encounter  the  difficulty  that  the  belt  will  not  begin  to  pull  the  cut. 
This  is  also  true  of  the  various  mechanical  speed-changing  devices 
that  have  been  introduced.  Thus  it  will  be  seen  that  machine  tools 
that  were  designed  on  the  lines  of  the  cutting  speed  of  20  feet 
per  minute  are  not  adapted  at  all  to  cutting  speed  of  80  feet  per 
minute.  However,  they  are  not  limited  by  the  strength  of  the 
tool,  but  by  the  pulling  power.  Under  these  conditions  it  is  only 
necessary  to  increase  the  pulling  power  of  this  machine  to  make  it 
do  four  times  the  actual  work  that  it  formerly  did.  Here,  again, 
is  where  the  electric  motor  gets  another  big  advantage. 
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Thus  it  is  seen  that  there  are  two  good  reasons  (and  there  are 
many  more)  for  equipping  machine-shop  tools  with  electric  drive, 
namely,  the  ability  to  at  all  times  run  the  tool  at  its  maximum 
cutting  speed;  secondly,  ability  to  supply  the  necessary  pulling 
power.  Among  the  other  numerous  advantages  in  equipping  ma- 
chine-shop tools  with  electric  drive  might  be  mentioned  the  ability 
of  placing  machines  in  any  position  at  will,  making  them,  as  it 
were,  portable  machines ;  absence  of  belts  from  the  shop  with  their 
accompanying  obstruction  to  light  and  accumulation  of  dirt. 

In  equipping  machine-shop  tools  with  electric  drive  there  are 
many  points  to  be  considered  in  the  selection  of  suitable  motors. 
The  first  consideration,  which  directly  affects  the  cost  of  the  in- 
stallation, is  the  highest  permissible  speed  at  which  the  motor  can 
be  operated. 

After  determining  this  point,  the  next  point  is  the  range 
through  which  the  motor  is  expected  to  work,  and  after  determining 
the  range  through  which  the  motor  is  to  operate,  the  next  question 
is  the  determination  of  the  method  of  obtaining  this  range  of 
speed.  A  method  of  driving  by  electric  motor,  which  will  use 
the  smallest  motor,  is  to  use  a  constant  speed  motor  and  get  all 
the  changes  of  speed  by  mechanical  means.  If  it  is  desired  to  get 
different  speeds  by  varying  the  speed  of  the  motor  when  using 
so-called  variable  speed  motor,  there  are  two  methods  which  prac- 
tice has  shown  to  be  good.  The  method  which  first  presents  itself 
is  varying  the  field  strength  of  the  motor.  This  is  a  very  simple 
and  effective  way,  but  it  is  accompanied  by  the  disadvantage  of 
requiring  a  larger  motor  than  would  be  required  if  the  constant 
speed  motor  were  used.  For  instance,  if  a  speed  range  of  2  tO'  i  is 
required,  and  the  motor  is  run  from  a  source  of  constant  potential, 
the  motor  would  require  to  be  four  times  as  large  as  if  it  ran  at 
the  constant  maximum  speed.  In  other  words,  a  motor  that  will 
give  I  horse  power  at  2000  R.  P.  M.  maximum,  and  would  also  be 
capable  of  running  at  icx)0  R.  P.  M.  on  a  full  field,  would  give  2 
horse  power  at  1000  R.  P.  M.  This  motor  would,  of  course,  if 
run  at  full  field  strength  at  2000  R.  P.  M.  five  4  horse  power  and  so 
on  for  any  increased  variation. 

Mr.  L.  P.  Pomeroy,  in  his  paper  before  the  Central  Railway 
Club,  spoke  of  interposing  armature  resistance  in  circuit  of  electric 
motor  for  various  speeds.  He  said  in  that  connection:  ''While 
it  is  obviously  not  advisable  to  presume  in  using  the  full  range 
of  such  speed  variation  continuously,  yet,  in  conjunction  with  step 
cones  on  back  gears,  any  intermediate  speed  between  the  cones  or 
gears  can  be  exactly  met  by  the  introduction  of  very  slight  amount' 
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of  resistance  or  electric  regulation,  and  under  such  conditions  such 
variation  is  feasible  and  practicable.  This  represents  the  cheapest 
form  of  utilizing  motor  speed  variation  from  a  standpoint  of  first 
cost. 

"Next  in  point  of  cost  is  the  use  of  a  special  type  of  motor, 
giving  lOO  per  cent,  field  regulation.  By  this  type  of  motor  the 
varying  requirements  of  almost  any  fool  can  be  met  at  a  slightly 
increased  cost  over  constant  speed  or  standard  motors.  This,  in 
the  writer's  judgment,  is  a  rational  method  of  meeting-  the  case, 
as  the  range  of  speed  is  liberal  and  its  cost  moderate. 

''A  motor  of  ordinary  design  will  not  permit  of  any  considerable 
field  weakening  without  deleterious  sparking  at  the  commutator, 
but  with  a  special  motor  having  small  armature  reaction  a  variation 
in  speed  of  2  to  i  can  readily  be  obtained,  and  when  delivering  a 
constant  horse  power  the  current  will  be  approximately  the  same 
at  all  speeds,  because  the  potential  across  the  armature  terminals 
is  always  the  same.  As  the  field  current  of  a  motor  is  only  a  small 
fraction  of  the  total  current,  the  efficiency  of  this  method  of  control 
is  practically  the  same  at  minimum  and  maximum  speeds  and 
allows  the  use  of  a  much  smaller  controller,  and  renders  it  possible 
to  get  a  greater  number  of  running  speeds  than  can  be  economi- 
cally arranged  for  with  any  other  control." 

Mr.  Pomeroy  says  that  a  motor  with  100  per  cent,  field  regu- 
lation, giving  a  speed  range  of  2  to  i,  costs  but  little  more  than  a 
standard  constant  speed  motor  to  do  the  same  work.  As  a  matter 
of  fact,  this  motor  is  four  times  as  large  as  a  constant  speed  motor 
to  do  the  same  work  at  the  maximum  speed.  Furthermore,  this 
motor,  with  100  per  cent,  field  regulation,  if  supplied  with  different 
voltages  across  its  armature  terminals,  can  be  made  to  give  another 
100  per  cent,  speed  variation  by  voltage  regulation,  thereby  yielding 
a  total  speed  variation  of  4  to  i.  Mr.  Pomeroy  says  the  speed 
variation  of  2  to  i  is  liberal,  but  if  the  same  motor  can  be  made 
to  give,  without  additional  cost,  speed  variation  of  4  to  i,  there 
would  seem  to  be  no  reason  why  it  should  not  be  done,  and  ii; 
would  be  more  than  liberal.  This  same  conclusion  was  arrived  at 
by  Mr.  F.  O.  Blackwell  in  his  paper.     He  said : 

'Tn  conclusion,  I  would  say  that,  in  my  opinion,  it  will  gener- 
ally be  found  best  to  use  motors  with  field  control,  allowing  a 
total  speed  variation  of  2  to  i  with  the  two-wire  system  or  4  to  i 
with  the  three-wire  system,  believing  that  the  four-wire  system  is 
too  expensive  for  general  application  if  the  plants  employing  it 
are  properly  designed  and  equipped  with  large  enough  electrical 
apparatus."  " 
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It  is  seen  from  the  foregoing  there  is  a  great  desire  to  obtain 
as  wide  a  range  of  speed  variation  in  the  motor  as  possible.  What 
one  person  may  consider  sufficient  in  this  respect  would  be  con- 
sidered entirely  insufficient  by  another.  The  speed  range  through 
which  a  motor  is  to  be  operated  for  any  given  case  is  governed  by, 
a  number  of  different  considerations.  The  additional  cost  of  the 
motor  for  increased  range  of  speed  variation  will  be  offset  by  a 
saving  in  additional  gearing  and  the  ease  of  manipulation.  The 
consideration  of  the  last  point  is  all-important.  The  time  spent 
in  juggling  the  gearing  of  any  given  machine  will  accumulate 
during  the  entire  life  of  the  machine,  and  means  a  constant  expense, 
which  may,  under  such  circumstances,  be  much  greater  than  the 
interest  on  an  investment  by  which  it  would  be  eliminated  in  con- 
sidering the  difference  in  size  and  cost  of  motors  to  perform  dif- 
ferent functions.  In  this  respect  the  writer  has  outlined  the  fol- 
lowing explanation  to  use  in  conjunction  with  the  curve  attached. 

If  it  is  desired  to  have  a  motor  that  will  give  a  speed  variation 
of  4  to  I  by  shunt  field  resistance,  the  motor  would  have  to  be 
sixteen  times  as  large  as  a  constant  motor  to  do  the  same  work 
at  maximum  speed.  Thus  it  is  seen  that  the  limitation  of  shunt 
field  control  is  soon  reached.  However,  a  combination  of  shunt 
field  control  and  multi-voltage  circuits  gives  an  arrangement  by 
which  a  comparatively  wide  range  of  speeds  can  be  obtained  with- 
out the  motors  being  of  excessive  size.  This  may  be  readily  under- 
stood by  referring  to  curve  sheet  attached.  Curve  "A"  represents 
change  in  horse  power  of  any  motor  when  running  on  a  weakened 
field.  This  might  be  called  a  diminution  of  horse-power  curve. 
For  instance,  on  the  curve  we  see  that  a  motor  that  will  give  5 
horse  power  at  400  R.  P.  M.  gives  i  horse  power  at  2000.  From 
this  curve  we  can  determine  the  minimum  size  motor  that  will 
be  required  for  any  given  case,  using  either  shunt  field  regulation 
entirely,  or  combining  shunt  field  regulation  and  multi-voltage. 
Suppose,  for  instance,  that  a  given  machine  tool  requires  i  horse 
power  to  operate  it  under  all  varying  conditions  of  service.  It 
might  be  stated  right  here  that  this  is  true  of  a  very  large  class 
of  machines  which  operate  on  cylindrical  work,  barring  a  slight 
change  in  friction  load  (through  the  different  speeds  of  the  ma- 
chine, the  cutting  speed  remaining  constant  the  horse  power  re- 
mains constant).  If,  as  above,  a  given  tool  requires  i  horse 
power  under  all  conditions  of  operation,  and  it  is  required  to  have 
a  speed  range  of  4  to  i,  we  can  get  this  in  two  ways,  one  by  using 
entire  field  regulation,  which  will  require  a  motor  4  horse  power 
at  500  R.  P.  M.,  or  a  motor  can  be  used  if  two  voltages,  one 
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of  which  is  double  the  other  voltage,  are  available.  This  motor 
will  be  required  to  be  2  horse  power  at  looo  R.  P.  M.  The  horse 
power  of  this  motor,  due  to  reduction  in  speed,  by  reduction  in 
voltage  will  decrease  along  line  ''K"  so  that  at  500  R.  P.  M.  it  will 
give  I  horse  power  and  also  give  i  horse  power  at  2000  R.  P.  M. 
It  is  seen  from  the  curve  that  with  two  voltages,  one  of  which  is 
double  the  other,  that  the  range  of  speed  of  4  to  i  is  the  maximum 
that  can  be  obtained  from  a  motor  which  will  be  worked  to  its 
full  capacity  at  both  the  minimum  and  maximum  speeds.  If  any 
greater  range  than  this  is  required,  under  these  conditions,  a 
larger  motor  must  be  used.  For  instance,  suppose  that  a  speed 
range  of  5  to  i  is  required  and  the  variation  obtainable  by  changing 
voltages  is  only  2  to  i.  Assume,  as  before,  that  the  maximum 
speed  is  2000  R.  P.  M.,  the  minimum  speed  will  be  400  R.  P.  M. 
Now,  as  400  and  800  will  be  the  speed  variation  by  change  in 
voltages,  a  motor  will  be  required  that  will  develop  2J  horse  power 
at  800  R.  P.  M.,  or,  in  other  words,  where  the  curve  "A"  crosses 
the  ordinate  of  800  R.  P.  M.  The  horse  power  of  this  motor 
will  decrease  as  all  other  motors,  directly  in  proportion  to  its  speed 
by  reduction  in  voltage,  will  therefore  be  ij  horse  power  at  400 
R.  P.  M.,  being,  in  this  case,  slightly  in  excess  of  the  power  at 
the  slowest  speed.  The  motor,  however,  in  this  case  would  be 
equivalent  of  a  3.1  horse  power  at  1000  R.  P.  M.,  or  more  than 
50  per  cent,  larger  than  a  motor  to  do  the  same  work  with  a  speed 
range  of  4  to  i. 

IMr.  N.  W.  Storer,  of  the  Westinghouse  Electric  and  Manu- 
facturing Company,  in  a  paper  read  before  the  American  Institute 
of  Electrical  Engineers,  in  New  York,  November  21st  last,  in 
defense  of  the  system  as  outlined  above,  said: 

"The  operation  of  motors  on  this  system  is  most  satisfactory. 
The  fact  that  the  speed  is  increased  so  much  by  weakening  the 
field  might  lead  some  to  think  that  the  commutation  would  suffer, 
but  such  need  not  be  the  case.  An  example  will  demonstrate  the 
truth  of  this  statement.  A  certain  machine  requires  a  5  horse- 
power motor  to  operate  if  with  a  speed  variation  of  i  to  4,  say,  from 
375  to  1500  R.  P.  M.  On  the  three-wire  system  this  motor  will  be 
a  standard  10  horse-power  220- volt  motor,  operating  normally  at 
a  speed  of  750  R.  P.  M.  Run  with  full  field  strength  on  the 
iio-volt  circuit,  which  has  only  half  its  normal  voltage,  the  motor 
will  easily  stand  an  increase  of  speed  of  60  per  cent,  to  75  per  cent., 
bringing  the  speed  up  to  600  or  650  R.  P.  M.  When  it  is  changed 
to  the  220-volt  circuit,  it  will  have  its  normal  capacity  for  10  horse 
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power  at  750  R.  P.  M. ;  but  only  half  load  is  required,  and  it  will 
commutate  this  as  easily  at  a  speed  of  1500  as  it  would  10  horse 
power  at  750,  because  both  field  strength  and  armature  current 
will  be  divided  by  two.  From  this  it  may  be  seen  that  when  the 
motor  is  running  at  full  armature  current  the  voltage  is  only  one- 
half  the  normal  voltage.  When  the  motor  is  operating  at  full 
voltage,  the  armature  current  is  only  one-half  the  normal  current. 
If  speed  variations  of  i  to  6  are  required,  they  can  be  secured  by 
a  very  slight  increase  in  the  normal  field  strength  of  the  motor." 

The  last  sentence  of  this-  quotation  from  Mr.  Storer's  paper 
would  lead  one  to  believe  that  there  was  but  a  slight  difference 
between  a  motor  that  would  give  a  speed  range  of  6  to  i  and  a 
motor  that  would  give  a  speed  range  of  4  to  i.  As  a  matter  of 
fact,  the  motor  that  would  give  a  speed  variation  of  6  to  i  on  the 
three-wire  system,  as  outlined  by  Mr.  Storer,  would  be  two  and  one- 
fourth  times  as  large  as  the  motor  to  give  4  to  i  on  the  same  three- 
wire  system.  This  is  easily  deduced  from  the  curve  shown.  How- 
ever, if  a  different  ratio  of  voltages  are  available  to  operate  the 
motor  upon,  a  motor  that  would  give  a  6  to  i  variation  would  be 
only  50  per  cent,  larger  than  a  motor  to  give  a  range  of  4  to  i. 

Assume  that  a  speed  range  of  10  to  i  is  required,  with,  as 
before,  i  horse  power  at  all  speeds,  the  motor  which  would  fulfill 
the  conditions  of  being  worked  to  its  full  capacity  at  the  minimum 
and  the  maximum  speeds  would  be  the  motor  whose  horse  power 
would  be  represented  by  the  line  ''G."  This  motor  would  have  as 
maximum  rating  3.2  horse  power  at  640  R.  P.  M.,  or  a  range  of 
speeds  by  voltages  3.2  to  i,  so  that  the  range  of  voltages  must  bear 
this  ratio.  A  motor  that  will  give  this  speed  variation  by  shunt 
field  regulation  entirely  would  be  10  horse  power  at  200  R.  P.  M. 
This  motor  would  give  32  horse  power  at  640  R.  P.  M.,  or  would 
be  ten  times  as  large  as  a  motor  giving  the  same  range  operating 
on  combined  system  of  multi-voltage  circuits  and  shunt  field  regu- 
lation. Thus  it  would  seem  that  shunt  field  regulation  is  prohibi- 
tive for  any  such  speed  range  as  10  to  i. 

In  explanation  of  this  curve,  it  might  be  said  that  the  lines 
representing  the  change  of  horse  power  due  to  change  in  speed 
is  not  strictly  according  to  change  in  voltage,  but  change  in  revo- 
lutions per  minute,  but  it  varies  so  little  from  this  that  no  great 
error  will  be  introduced  in  using  these  curves  to  represent  the  range 
of  voltages  as  well.  The  curve  ''A,"  representing  the  decrease  in 
horse  power  due  to  change  in  speed  by  shunt  field  regulation,  is 
strictly  correct. 
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In  further  explanation  of  use  of  the  curve  attached,  in  any 
given  instance,  if  the  speed  range  has  been  determined,  as  well  as 
the  maximum  and  minimum  speeds,  the  full  speed  full  voltage 
rating  of  the  motor  can  be  ascertained  from  the  curve  as  follows : 
Locate  on  the  curve  "A"  the  point  corresponding  to  the  maximum 
speed  which  it  is  desired  to  operate.  Trace  to  the  left  from  this 
point  on  the  scale  of  ordinance  and  read  the  horse  power. 

This  horse  power  may  not  be  the  actual  horse  power  in  any 
given  case,  but  it  can  be  assumed  as  proportional  to  the  actual 
horse  power  required. 

Again  trace  from  the  minimum  speed  which  is  desired  to 
operate  vertically  until  the  horizontal  line  which  represents  the 
same  horse  power  that  was  determined  from  the  curve  "A"  is 
reached.  Through  this  point  draw  a  straight  line  from  the  origin 
"O,"  intersecting  the  curve  "A."  From  the  point  of  intersection 
trace  downward  to  the  base  line,  and  the  full  voltage  full  speed  of 
the  motor  will  be  found. 

Now,  the  ratio  between  the  minimum  speed  and  this  speed 
which  is  found,  which  is  full  voltage  full  speed  of  the  motor,  will 
be  the  ratio  of  the  voltages  which  will  give  the  minimum  size 
motor  for  the  given  work. 

To  illustrate,  let  us  assume  that  it  is  desired  to  operate  the 
motors  at  a  minimum  speed  of  350  R.  P.  M.,  a  maximum,  to  2100 
R.  P.  M. 

We  have,  therefore,  rating  of  approximately  i  horse  power 
from  the  curve  "A."  Tracing  vertically  from  350  R.  P.  M.  to 
the  line  which  corresponds  to  i  horse  power,  and  drawing  a  straight 
line  from  the  origin  through  this  point  until  it  intersects  with  the 
curve  "A,"  we  find  that  the  full  voltage  full  speed  of  the  motor 
should  be  825  R.  P.  M.  Now,  it  is  not  feasible  to  make  motors 
for  all  kinds  of  speeds,  so,  in  selecting  a  motor  for  this  case,  we 
would  choose  900  R.  P.  M. 

The  ratio  between  350  and  900  is  2.6,  approximately.  This 
would,  therefore,  be  the  ratio  of  the  voltage  (maximum  and  mini- 
mum) to  be  used.  The  motor,  however,  will  be  slightly  in  excess 
of  the  required  power  at  full  speed,  as  would  be  shown  by  tracing 
through  point  which  was  reached,  corresponding  to  900  R.  P.  M., 
curve  parallel  with  curve  ''A."  It  is  at  once  seen  that  this  motor 
will  be  2.1-  horse  power  at  900  R.  P.  JNI. 

However,  assume  that  it  is  desired  to  get  this  same  speed 
range,  the  ratio  of  voltages  being  2  to  i.  As  the  minimum  speed 
will  be  given  by  the  lowest  voltage,  the  highest  voltage  will,  of 
course,  give  twice  that  speed,  or  700  R.  P.  M. 
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From  the  curve  "A"  it  is  at  once  seen  that  the  smallest  motor 
that  can  be  used  to  give  i  horse  power  at  2100  R.  P.  M.  will  give 
2.8  horse  power  at  700  R.  P.  M. 

This  is  a  point  which  is  found  by  tracing  vertically  from  base 
line  at  700  R.  P.  M.  to  the  curve  "A." 

Following  the  line  "H"  toward  the  origin  until  we  come  to 
the  point  that  corresponds  with  350  R.  P.  M.,  we  see  that  this  motor 
will  give  1.4  horse  power  at  350  R.  P.  J\I.,  or  is  in  excess  of  the 
power  required  at  this  speed. 

In  the  other  case  a  motor  at  900  R.  P.  ^I.  had  more  power 
than  required  at  the  maximum  speed.  However,  the  motor  oper- 
ating at  900  R.  P.  M.,  giving  2.6  horse  power,  will  be  exactly 
the  same  motor  as  the  one  operating  at  825  R.  P.  JNI.,  which,  as 
shown  by  -the  curve,  is  the  minimum  size  motor  that  will  fulfill 
the  conditions. 

The  reason  why  it  can  be  run  at  900,  giving  slight  excess  of 
power  at  maximum  speed,  is  because  the  range  of  voltage  will 
permit  of  it. 

In  comparing  the  size  of  the  motors  required  to  do  given  work, 
one  at  full  voltage  full  speed  of  700  R.  P.  M.,  the  other  at  full 
voltage  full  speed  at  900  R.  P.  M.,  would  give  3.6  horse  power 
at  900  R.  P.  M.,  as  against  2.6  horse  power  at  900  R.  P.  M.  of  the 
motor  having  the  wider  range  of  voltage. 

The  multi-voltage  system,  consisting  of  four  wires  and  three 
difi'erent  voltages,  having  a  total  range  of  voltages  of  about  4  to 
I,  while  fulfilling  the  conditions  for  which  it  was  designed,  is 
not  being  worked  to  its  utmost  capacity  as  regards  speed  range. 
That  is  to  say,  that  where  a  range  of  7J  to  i  is  now  obtained,  one 
would  be  able,  as  far  as  the  motor  is  concerned  electricallv,  to  get 
a  range  of  16  to  i.  The  reason  for  this  is  that  the  motor  is  not 
speeded  up  above  its  full  field  full  voltage  speed  to  as  great  an 
extent  as  it  might  be,  and  still  develop  the  same  power  that  it 
develops  at  its  minimum  speed. 

As  seen  by  the  curve  referred  to,  the  available  range  of  speed 
for  constant  horse  power  on  any  given  motor  is  as  the  square  of 
the  ratio  of  the  voltages  on  wdiich  it  is  operated.  That  is  to 
say,  if  a  speed  range  of  9  to  i  is  desired,  the  voltages  need  have 
a  ratio  of  only  3  to  i.  From  this  it  is  at  once  observed  that  it  is 
unnecessary  to  use  a  range  of  voltages  of  4  to  i  for  a  speed 
range  of  7^  to  i. 

In  referring  to  constant  horse  power,  it  is  not  to  be  understood 
that  this  horse  power  is  the  maximum  horse  power  of  the  motor. 
It  is  the  maximum  horse  power,  however,  that  the  motor  will  yield 
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at  its  minimum  and  maximum  speeds.  At  all  intermediate  speeds 
it  will  have  an  excess  power. 

All  of  the  limitations  in  regard  to  speed  range  for  any  given 
range  of  voltages  is  based  on  using  a  motor  of  the  smallest  possible 
size  to  develop  at  its  minimum  and  maximum  speeds  the  power 
called  for.  This  applies  only  to  motors  delivering  practically  a 
constant  horse  power  at  all  speeds. 

Great  care  should  be  exercised  in  selecting  motors  for  different 
machines  to  determine  whether  the  horse  power  required  is  practi- 
cally constant  or  varies  with  the  speed.  In  most  machines  of  a 
reciprocating  nature,  slotters,  shapers,  planers,  etc.,  the  power  re- 
quired varies  with  the  speed  as  the  power  is  consumed  in  the 
machine  in  reversals  and  not  in  the  actual  work  being  done.  In 
cases  of  this  kind  the  motors  should  be  specified  to  run  on  full 
field  full  voltage  at  the  maximum  speed  required,  getting  speed 
variation  by  the  use  of  the  multi-voltage  circuits  and  shunt  field 
resistance  for  intermediate  speeds.  That  is,  no  resistance  is  to  be 
used  in  the  shunt  field  of  the  motor  when  the  motor  is  operating 
on  full  voltage. 

Some  trouble  has  been  encountered  in  getting  speed  variation 
on  the  class  of  machinery  in  which  the  horse  power  varies  with  the 
speed  by  using  shunt  field  resistance.  This  will  be  entirely  over- 
come by  the  arrangement  proposed. 

In  some  installations  the  speed  range,  as  well  as  the  number 
of  different  speeds,  is  very  much  less  than  has  been  gotten  with 
the  four-wire  system  of  multi-voltage.  Where  the  range  of  74  to 
I  with  twenty-six  different  speeds  has  been  obtained  by  the  four- 
wire  multi-voltage  system,  the  range  has  been  5  to  i  with  six  and 
eight  speeds  on  other  systems.  It  is  evident  that  such  a  reduction 
in  speed  range  and  in  the  number  of  speeds  must  naturally  reduce 
the  cost  of  an  equipment,  at  the  same  time  very  materially  reducing 
its  efficiency. 

In  the  case  of  a  speed  range  of  4  to  i,  considering  a  maximum 
speed  of  1450  or  1500  R.  P.  M.,  as  in  the  previous  case,  the  mini- 
mum speed,  instead  of  being  200,  would  be  300  to  375  R.  P.  M., 
and  as  the  minimum  speed  determines  the  size  of  the  motor  for  a 
given  horse  power,  the  motor  should  be  just  that  much  smaller. 

Mr.  F.  O.  Blackwell,  in  his  paper  before  the  American  Insti- 
tute, said:  ''It  is  therefore  seen  that  a  motor  to  be  used  on  the 
multi-voltage  system  will  have  to  be  sufficiently  large  to  carry  its 
maximum  horse  power  at  the  minimum  potential,  or,  in  other 
words,  at,  say,  40  volts  on  a  250-volt  system,  the  motor  will  have 
to  be  six  times  too  large  when  working  at  its  minimum  potential." 
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This  is,  of  course,  strictly  true,  and  applies  equally  as  well  to  speed 
regulation  obtained  by  shunt  field  resistance,  only  in  a  very  much 
magnified  degree.  While  a  motor  will  be  six  times  too  large  when 
operating  at  six  times  its  speed,  the  speed  being  increased  by  an 
increase  in  voltage  in  order  to  get  the  same  range  by  shunt  field 
regulation,  the  motor  would  require  to  be  thirty-six  times  the  size 
it  would  be  if  only  operating  at  the  one  maximum  speed.  This 
in  itself  is  sufficient  proof  of  superiority  of  the  system  of  getting 
variable  speeds  by  variable  voltages  over  the  system  of  shunt  field 
regulation  exclusively. 

From  this  it  follows  that  a  motor  whose  speed  is  to  be  varied 
by  change  in  voltage,  field  excitation  remaining  constant,  will  be 
directly  proportional  in  size  to  the  change  in  speed,  while  a  motor 
whose  speed  is  to  be  varied  by  change  of  field  excitation  will  be  in 
size  as  the  square  of  the  change  in  speed. 

In  conclusion,  the  writer  w^ould  indicate  a  few  rules  to  be  used 
in  determining  relative  sizes  of  motors  for  constant  horse  power 
application : 

First. — The  total  range  of  speed,  using  both  variable  voltage 
and  field  regulation,  will  be  as  the  square  of  the  range  of  voltages. 

Second. — Change  of  horse  power  will  be  directly  proportional 
to  change  of  voltage  on  armature,  field  being  constant. 

Third. — Change  of  horse  power  by  change  of  field  strength 
will  be  inversely  proportional  to  change  in  speed,  voltage  on  arma- 
ture remaining  constant. 

Fourth. — The  relative  size  of  motor  as  referred  to  the  maxi- 
mum speed  will  be  directly  proportional  to  its  speed  variation  when 
using  variable  voltages. 

Fifth. — The  relative  size  of  motor  as  referred  to  the  maximum 
speed  will  be  as  the  square  of  the  speed  variation  when  using  field 
regulation.  > 

Ferdinand  Schwedtmann. — In  my  remarks  on  the  subject 
of  electric  driving  of  tools  and  other  shop  machines  I  shall  en- 
deavor to  follow  the  lines  and  arguments  advanced  by  Mr.  Layman. 

The  advantages  of  electric  transmission  over  mechanical 
means,  such  as  shafts,  etc.,  is  too  apparent  to  require  any  further 
argument. 

We  need,  therefore,  consider  and  compare  only  the  various 
means  of  electric  drive  under  the  following  divisions  and  sub- 
divisions : 

A. — Group  system. 

A  I. — Comparison  of  alternating  current  motor  with  direct 
current  motor  for  group  driving. 
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B. — Comparison  of  the  various  systems  of  direct  current  motor 
drive  for  individual  machine  systems. 

C. — Cleans  of  securing  the  same  results  with  alternatinsr  cur- 
rent motors  that  can  be  obtained  with  the  best  direct  current  motors. 

Returning  to  A,  or  group  system,  as  defined  in  Mr.  Layman's 
paper,  I  think  that  in  most  cases  the  advanta.sre  of  using  one  motor 
for  a  number  of  machines  is  mainly  in  saving  of  first  cost.  There 
are,  however,  cases  in  which  larger  electric  efficiency  is  added  to 
saving  in  first  cost  without  affecting  ease  of  handling.  I  refer 
particularly  to  the  use  of  high-speed  machines  with  great  variation 
in  consumption  of  power,  such  as  large  emery  wheels.  In  my  ex- 
perience the  test  results  have  been  obtained  with  four  to  six  such 
machines  connected  to  one  motor  and  the  addition  of  a  heavy  fly- 
wheel either  on  motor  or  counter  shaft. 

Referring  to  A  i,  it  is  evident  that  for  group  drive  either 
standard  alternating  or  direct  current  motors  are  suitable,  as 
nothing  is  depending  on  starting  torque  or  speed  regulation. 

Under  B  we  have  to  consider: 

B  I. — Standard  direct  current  motors  with  speed  variation 
by  means  of  rheostatic  control  in  either  armature  or  field  circuit 
for  varying  speed  of  machine. 

B  2. — Constant  speed  direct  current  motors  and  mechanical 
means  between  motor  and  machine  or  tool  for  altering  speed  of  the 
latter. 

B  3. — Multiple  voltage  direct  current  motors  or  motors  in 
which  variation  of  speed  is  obtained  by  changing  without  use  of 
resistance  voltage  across  the  armature  or  fields. 

It  has  already  been  pointed  out  by  Mr.  Layman  that  motors 
under  B  i  are  very  inefficient  electrically  compared  with  other 
rriotors.  Another  and  even  more  serious  objection  to  motors  with 
rheostatic  control  in  the  armature  circuit  is  the  fact  that  the  speed 
of  motor  changes  with  the  work  done.  For  instance,  the  speed  of 
a  lathe  would  change  with  the  depth  of  the  cut.  This  drawback  is 
serious  enough  to  make  the  use  of  motors  with  rheostatic  control 
commercially  impossible  for  90  per  cent,  of  shop  work. 

Mr.  Layman  has  made  a  strong  argument  for  motor  systems 
described  under  B  2.  His  argument  points  out  that  mechanical 
devices  exist  by  the  use  of  which  the  machine  speed  can  be  adjusted 
as  easily  and  effectively  as  by  electric  control  of  motor,  and  that 
the  size  and  first  cost  of  motor  is  much  smaller. 

In  answer  to  this  argument,  I  desire  to  state  that  I  have  seen 
many  mechanical  speed-changing  devices  in  the  last  fifteen  years, 
but  so  far  none  has  stood  the  test  of  time.     Many  of  these  devices 
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are  very  ingenious,  but  low  efficiency  or  complicated  construction 
have  invariably  cut  short  the  life  of  all. 

The  handling  of  the  best  of  the  mechanical  speed  changers 
that  I  have  had  experience  with  does  not  compare  with  the  ease  of 
best  electric  controllers.  The  particular  device  described  by  Mr. 
Layman  is,  I  believe,  only  intended  for  very  small  amounts  of 
power. 

The  argument  of  the  lower  first  cost  should  not  be  given  too 
much  weight,  as  for  shop  work  efficiency  of  output  and  ease  of 
handling  far  outweigh  first  cost. 

For  all  the  various  reasons  given,  I  point  to  system  described 
under  B  3  as  the  most  satisfactory  for  the  greater  percentage  of 
shop  work.  Mr.  Cooper  has  talked  very  interestingly  on  the  vari- 
ous ways  of  multiple  voltage  control.  I  think  that,  after  all,  the 
number  of  wires  and  voltages  are  steps  of  refinement  which  need 
not  be  considered  here. 

The  advantages  of  any  kind  of  multiple  voltage  control  (B  3) 
have  been  pointed  out  sufficiently  by  Messrs.  Layman  and  Cooper, 
and  I  will  refer  to  some  of  these  advantages  only  in  comparison 
between  B  3  and  C. 

Alternating  current  is  for  various  reasons  installed  in  most 
modern  central  stations. 

Almost  all  work  that  can  be  done  by  continuous  current  can  be 
done  as  well,  or  better,  by  alternating  current.  The  one  great 
exception  is  variable  speed  motor  service. 

Even  in  this  direction  I  saw  some  very  interesting  things 
during  my  trip  through  Europe  last  summer.  Ganz  &  Co.,  in 
Budapest,  which  firm  has  done  so  much  pioneer  work  in  the  appli- 
cation of  alternating  current',  are  running  their  w^hole  shop  with 
two-speed  alternating  current  motors.  The  motors  used  are  their 
standard  two  or  three-phase  machines.  Wires  from  two  generators 
furnishing  fifty  and  twenty-five  cycles  respectively  are  taken  to 
each  motor.  On  the  higher  frequency  the  motor  runs  without 
transformer.  On  the  low  frequency  a  transformer  is  inserted,  re- 
ducing the  voltage  to  a  point  where  the  best  efficiency  and  magnetic 
density  is  obtained  in  the  motor.  We  have,  therefore,  in  this  sys- 
tem all  the  advantages  of  a  two-circuit  multiple  voltage  control 
system. 

At  the  shop  of  the  Oerlikon  Company,  in  Switzerland,  I  saw 
the  same  result  obtained  with  alternating  current  in  a  dififerent  way. 

Only  one  set  of  wires  from  one  generator  was  taken  to  the 
alternating  motors.  The  motors  had  short-circuited  armatures  and 
two  sets  of  field  winding,  one  with  double  the  number  of  poles  of 
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the  other.  Nearly  the  whole  Oerlikon  shop  is  driven  with  this 
system. 

It  can  be  seen  plainly  that  a  combination  of  the  two  systems 
of  Ganz  and  Oerlikon  might  give  all  the  advantages  of  the  best 
multiple  voltage  control  system,  and  the  question  which  is  best 
would  depend  on  cost  and  electric  efficiency. 

It  is  my  opinion  that  in  a  short  period  we  will  see  variable 
speed  alternating  current  shop  drive  system  equal  in  every  way 
to  the  best  direct  current  multiple  voltage  control  system. 
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I>ETROIT  SEWER  SYSTEM. 


By  W.  C.  King.  Member  Detroit  Engineering  Society. 


[Read  before  the  Society,  December  26,  1902.*] 

The  problems  that  have  entered  into  the  construction  of  the 
sewer  system  of  this  city  are  in  no  way  pecuHar  or  difficult,  inas- 
much as  the  greater  part  of  the  surface  has  a  gentle  slope  as  we 
pass  toward  the  drainage  district,  from  the  river,  where  the  sewers 
empty,  giving  quite  uniform  depths  for  the  main  sewers  and 
enough,  except  near  the  outlets,  to  meet  every  requirement. 

In  the  near  future,  however,  when  the  limits  of  the  city  are 
extended  to  take  in  flat  territory  to  the  east  or  west,  new  problems 
will  present  themselves,  and  we  shall  probably  have  to  abandon 
the  present  gravity  system. 

But,  if  the  drainage  is  not  as  perfect  as  the  natural  conditions, 
I  think  we  can  justly  lay  the  error  upon  those  who  have  gone 
before.  Our  fathers  did  not  dream  of  a  city  like  the  Detroit  of 
to-day  when  they  built  those  old  sewers  in  the  streets  of  "Gov- 
ernors and  Judges  Plan"  fifty  or  sixty  years  ago,  and,  perhaps, 
if  they  had  dreamed  of  it,  they  would  not  have  cared  to  assume 
the  great  expense  of  a  construction  deep  enough  and  large  enough 
to  drain  the  great  stretches  now  included  within  the  city. 

It  has  been  necessary,  however,  to  utilize  this  old  construction, 
money  for  sewer  purposes  being  always  grudgingly  given,  and 
now  this  down-town  district  looks  like  a  patch  on  a  new  garment. 

The  sewer  system  of  this  city  is  designed  to  carry  storm  water, 
as  well  as  sewage  proper.  The  main  sewers  are  generally  laid  in 
each  alternate  north-and-south  street,  so  that  each  shall  carry  the 
drainage  from  a  row  of  blocks  on  each  side.  These  main  sewers 
are  built  of  brick,  with  two  or  three  rings,  depending  upon  the 
diameter  of  the  section.  The  form  of  section  is  usually  circular, 
unless  the  conditions  call  for  an  area  of  section  less  than  that 
of  a  five-foot  cylinder,  when  it  is  changed  to  an  egg  form,  be- 
lieving that  the  narrow  bottom  of  such  a  form  will  cleanse  itself 
better  with  a  light  flow  than  the  broader  invert  of  the  cylindrical 
shape. 

The  grades  used  depend  upon  the  available  total  fall,  and 
range  from  0.05  to  0.25  per  100  feet.  A  grade  of  at  least  o.io 
per  100  feet  is  considered  desirable,  and  a  flatter  grade  is  never 
used  if  it  can  be  avoided. 

*Manuscript  received  February  13,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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The  area  of  the  section  is  then  computed  by  the  well-known 
formula  r  ''The  quantity  in  cubic  .feet  per  second  per  acre  reaching 
the  sewer  equals  a  coefficient  according  to  judgment  multiplied 
by  the  average  cubic  feet  of  rainfall  per  second  per  acre  during 

heaviest  fall  multiplied  by  -^^  ;  where  S  is  the  average  ground 
slope  in  feet  per  looo  feet  and  A  is  the  number  of  acres  drained.'' 

The  maximum  rate  of  rainfall  taken  into  account  in  this  city 
is  2  inches  per  hour,  and  the  factor  representing  the  part  of  the 
total  rainfall  that  will  reach  the  sewer  on  unpaved  streets  is  usually 
taken  at  0.5,  and  on  paved  streets,  0.75.  The  slope  of  the  surface 
is  very  liberally  taken  at  2  feet  per  1000  feet. 

The  largest  sewer  we  have  in  the  city  is  a  9-foot  cylinder  in 
Woodward  Avenue.  This  sewer  will  have  to  carry  the  drainage 
of  a  section  approximately  from  the  railroad  crossing  to  the  six- 
mile  road,  one-half  mile  wide  on  each  side  of  the  avenue. 

These  main  sewers  are  usually  constructed  in  tunnel,  if  the 
earth  materials  and  depth  will  allow.  Shafts  are  excavated  8  to 
12  feet  square  at  intervals  of  from  300  to  500  feet,  and  securely 
timbered  to  prevent  caving.  The  tunnel  is  then  extended  in  both 
directions  until  these  shafts  are  connected,  the  earth  being  taken 
out  during  the  day  and  brick  laid  at  night. 

The  outlets  of  these  sewers  at  the  river  were  formerly  sub- 
merged, but  this  is  believed  to  have  been  a  mistake,  for  the  river 
water,  which  extends  in  such  cases  far  up  into  the  sewer,  retards 
the  current  and  causes  a  deposit  which  in  time  becomes  a  serious 
matter.  To  avoid  this  and,  at  the  same  time,  to  give  all  the 
advantages  obtained  from  a  submerged  outlet,  more  recent  sewers 
have  been  kept  above  the  river  water  till  near  the  outfall,  when  a 
steeper  fall  is  given,  submerging  the  end  only. 

Such  an  outlet  was  constructed  recently  near  the  water  works 
pumping  station,  and,  although  many  submerged  sewers  were 
working  in  the  city,  as  soon  as  a  complaint  that  bad  ©dors  were 
coming  from  the  manholes  of  this  sewer  came  to  the  department', 
an  order  was  given  to  have  the  outlet  opened  to  the  air.  This 
was  done  at  considerable  expense,  but  no  relief  came  from  the 
change,  and  it  is  now  known  that  the  odors  were  not  caused  by  a 
lack  of  air  from  the  river,  but  from  decaying  vegetable  matter 
carried  into  the  sewer  far  up  the  line,  where  there  was  not  enough 
dry  weather  flow  to  absorb  the  gases. 

These  outlets  are  built  on  a  floor  supported  on  piles  driven 
about  8  feet  apart,  capped  with  12  x  12-inch  timbers  laid  longi- 
tudinally. On  these  timbers  are  laid  two  layers  of  3-inch  plank, 
*Trautwine,  i8th  edition,  p.  575. 
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which  carry  the  brick  work  and  concrete  fiUing.  A  permanent 
dam  is  constructed  around  this  work,  and,  after  pumping  out  the 
water,  the  sewer  is  extended  to  any  desired  point,  which  is  now 
the  new  harbor  hne. 

Up  to  tne  year  1892  the  lateral  sewers  w^ere  built  of  brick, 
one  ring,  15  x  20  inches,  egg-shaped.  Since  that  year  they  have 
been  built  of  vitrified  crock,  with  Y  branches  for  house  connections. 

The  sizes  of  these  sewers,  as  well  as  of  the  main  sewers,  are 
computed  by  Kutter's  formula,  placing  "n"  at  0.012  for  crock 
and  0.015  for  brick.  Wherever  it  is  possible  to  get  a  one  per  cent, 
grade  it  is  used,  but  we  have  to  resort  sometimes  to  as  low  as 
four-tenths  of  one  per  cent. 

The  crock  sewers  have  given  very  little  trouble,  and  we  have 
good  reason  to  believe  that  they  are  much  superior  to  the  brick  ones. 
It  is  only  fair,  however,  in  making  the  comparison,  to  remember 
that  the  brick  construction  is  older  and  was  not  laid  with  so  much 
care  and  under  as  good  inspection  as  is  now  used  on  this  con- 
struction. 

The  brick  manholes,  which  are  now  built  at  nearly  all  ends 
and  angles  of  the  crock  sewers,  and  lamp  holes  of  8-inch  pipe 
at  intermediate  points,  provide  for  inspection  when  the  sewer 
is  completed  and  for  flushing  and  locating  obstructions  in  the 
future. 

The  grades  of  these  sewers  are  very  carefully-  given,  so  that 
no  low  places  for  sediment  will  occur.  The  crock  is  frequently 
tested  with  the  instrument  and  continuously  laid  on  a  grade  given 
by  range  bars  in  the  hands  of  the  inspector. 

The  sewer  work  here  is  practically  all  done  by  contract,  the 
bids  being  based  upon  plans  and  sections  furnished  by  the  Depart- 
ment of  Public  Works.  There  is  no  attempt  to  show  the  kinds 
of  earth  material  and  no  allowance  is  made  for  mistakes  of  con- 
tractors. But  there  is  little  trouble  here  with  earth  material,  the 
most  of  it  being  blue  clay,  with  some  quicksand  in  known  localities. 

The  main  sewers  are  built  out  of  a  fund  appropriated  each 
year  by  the  Common  Council  for  that  purpose,  but  the  lateral 
sewers  are  petitioned  for  by  owners  and  paid  for  by  a  local  assess- 
ment on  the  abutting  property.  The  law  says  that  this  tax  shall 
be  apportioned  according  to  the  benefits.  This  subject  of  benefits 
is  one  that  is  very  interesting,  especially  to  one  who  has  some  of 
these  special  assessments  to  pay,  and  usually  each  interested  party 
has  a  method  of  his  own  of  getting  at  just  what  the  benefits  in 
his  case  are,  and  two  seldom  agree. 
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But  what  are  the  benefits  derived  from  a  lateral  sewer?  First 
and  apparently  most  important,  all  the  water  taken  into  the  house 
from  the  water  supply  of  the  city  goes  out  again  and  is  carried 
away  by  the  sewer;  second,  the  roof  and  cellar  drainage  must  be 
taken  care  of,  and,  third,  the  drainage  of  the  lot  on  which  the  house 
stands. 

It  can  easily  be  seen  that  any  system  of  assessing  that  would 
cover  these  three  benefits  would  be  complicated  and  impracticable. 
The  city  does  not  want  to  be  bonded  and  overburdened  for  purely 
local  things,  and  it  is  evidently  wrong  to  exempt  vacant  property 
at  the  expense  of  the  occupied  property. 

The  plan  used  in  this  city  is  simple  and  gets  about  as  near  to 
justice  as  it  is  possible  to  get.  The  assessment  is  based  entirely 
upon  one  benefit,  that  of  the  drainage  of  the  lot,  which  at  the  time 
of  the  construction  of  sewers  is  the  only  benefit  existing  and  upon 
which  a  roll  could  possibly  be  computed. 

Being  consistent  in  this  matter  of  assessing  the  abutting  prop- 
erty, the  city  comes  in  for  its  share,  for  it  owns  the  street  through 
which  the  sewer  reaches  the  main.  The  area  of  street  drained  into 
such  an  arm  is  variable  and  quite  indeterminate,  and  it  was  decided 
to  let  the  city  pay  for  that  part  of  the  sewer  represented  by  the  ratio 
of  the  length  of  the  arm  to  the  length  of  the  whole  sewer.  This 
share  is  then  taken  out  of  the  total  cost  and  the  balance  distributed 
on  the  lots. 

The  city  furnishes  the  manhole  covers  and  cement,  to  insure 
uniform  material  and  a  liberal  use  of  cement,  and  these  items  are 
apportioned  to  and  paid  for  by  the  city  and  lots  as  detailed  above. 
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ABATEMEIS^T  OF  THE  SMOKE  NUISANCE. 


Report  by  Committee,  Engineers'  Society  of  Western  New  York. 


[Read  before  the  Club,  January  6,  1903.*] 

At  the  regular  meeting  of  the  Engineers'  Society  of  Western 
New  York,  held  January  6,  1903,  at  their  rooms,  533  Ellicott 
Square,  the  following  report  of  the  committee  appointed  April  3, 
1902,  by  the  President  of  the  Society  to  consider  the  subject  of  the 
"Abatement  of  the  Smoke  Nuisance  in  the  City  of  Buffalo,  N.  Y.," 
was  read  by  Mr.  Louis  H.  Knapp,  chairman. 

Buffalo,  N.  Y.,  January  6,  1903. 
Mr.  President  and  Members  of  the  Engineers'  Society  of  Western 

New  York: 

Your  committee,  appointed  to  consider  and  advise  regarding 
the  "Abatement  of  the  Smoke  Nuisance  in  Buffalo,'"'  reports  as 
follows : 

The  problem  of  the  prevention  of  the  formation  of  smoke  is 
an  old  one,  and  has  been  successfully  solved  in  several  of  the 
modern  furnaces  and  stokers.  In  fact,  when  there  is  an  united 
co-operation  between  the  users  and  the  engineer  the  volume  of 
smoke  produced  is  so  small  as  to  be  hardly  appreciable. 

"Absence  of  smoke  in  chimneys"  means  perfect  combustion  in 
the  furnace,  and  it  is  to  the  advantage  of  the  manufacturers  to 
accomplish  perfect  combustion ;  to  insist  on  having  smoke  abated 
does  not  mean  the  driving  away  of  manufactures.  It  means  that 
the  consumption  of  fuel  must  be  accomplished  properly,  and  to  do 
it  properly  is  to  do  it  economically.  The  manufacturers  should 
want  to  do  it,  and,  as  a  rule,  they  do. 

Buffalo,  on  account  of  its  location,  is  comparatively  a  clean 
city.  This  is  largely  due  to  natural  causes.  The  location  of  Buf- 
falo at  the  eastern  end  of  Lake  Erie  and  directly  in  the  path  of 
a  nearly  constant  wind  blowing  down  the  lake  and  bringing  a 
constant  supply  of  clear  and  practically  sterile  air  is  the  cause  of 
this  fact. 

Comparatively  few  factories,  railroads  or  docks  are  located 
between  the  lake  or  river  and  the  residence  portion  of  the  city. 

The  water  front  from  Genesee  Street  to  Black  Rock  is  now 
comparatively  free  from  smoke  producers.  The  westerly  wind, 
which  is  our  prevailing  wind,  blows  in  a  direction  almost  parallel 
to  Genesee  Street. 

*Manuscript  received  January  16,  1903. — Secretary,  Ass'n  of  Eng.  Sees. 
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We  suggest  that  efforts  be  made  to  keep  the  water  front  north 
from  Genesee  Street  to  Scajaquada  Creek  at  Black  Rock  as  free 
as  possible  from  smoke  producers,  and  also  to  reduce  the  amount 
of  smoke  production  to  a  minimum  in  the  large  residence  section 
of  the  city  located  north  of  Genesee  Street  and  south  of  the  line, 
A-B,  parallel  to  Genesee  Street  extending  northeasterly  from 
Scajaquada  Creek  at  Black  Rock  to  the  city  line.  This  section 
of  the  city  one  would  call  the  residence  section,  and  its  beauty  and 
freedom  from  smoke  should  be  most  jealously  preserved. 

The  business,  manufacturing,  railroad  and  dock  section  of  the 
city  is  now  located  very  largely  south  of  Genesee  Street,  and  in 
small  part  at  Black  Rock. 

We  suggest  that  greater  latitude  as  to  the  amount  of  smoke 
produced  be  allowed  in  the  northerly  and  southerly  manufacturing 
sections  of  the  city  than  in  the  central  or  residence  section. 

We  wish  in  every  way  to  encourage  the  manufacturing  and 
transportation  interests  of  our  city,  and  at  the  same  time  maintain 
the  beauty  and  healthfulness  of  its  residence  section. 

We  therefore  suggest,  as  the  most  practical  way  of  doing  this, 
the  division  of  the  city  into  separate  sections  as  regards  the  smoke 
nuisance. 

In  Cleveland  over  five  per  cent,  of  smoke  in  the  residence  and 
business  sections  is  considered  objectionable,  while  up  to  ten  per 
cent,  of  smoke  is  considered  allowable  in  the  manufacturing  dis- 
tricts, dense  black  smoke  being  taken  as  one  hundred  per  cent. 

In  this  city  very  little  smoke  is  produced  by  domestic  or  other 
fires  not  used  to  produce  steam.  We  will  therefore  leave  them  out 
of  consideration  and  confine  our  suggestions  to  fires  used  under 
boilers. 

Three  elements  are  to  be  considered  in  the  production  of 
smoke — fuel,  apparatus  and  labor.  Of  the  fuels  in  common  use, 
gas,  anthracite  or  hard  coal  and  coke  produce  little,  if  any,  smoke, 
even  if  used  with  poor  apparatus  operated  by  careless  and  unskilled 
labor.  Where  the  use  of  such  fuel  is  insisted  upon,  as  in  the  City 
of  Washington,  there  is  no  smoke  nuisance. 

Soft,  or  bituminous,  coal  can  be  had  in  Buffalo  at  a  much  lower 
cost  than  any  other  fuel,  and  the  smoke  nuisance  is  almost  entirely 
due  to  its  use  in  unsuitable  apparatus  carelessly  handled.  If  skill- 
fully and  carefully  handled,  apparatus  may  be  had  that  will  burn 
soft  coal  under  boilers  with  very  little  smoke. 

The  arrangement  of  the  apparatus  for  burning  soft  coal 
should  be  subject  to  the  approval  of  an  expert  engineer.     In  Cleve- 
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land  a  supervising  engineer  is  employed  by  the  city  for  this  purpose, 
and  we  recommend  that  such  an  engineer  be  employed  in  Buffalo. 

Careful  and  skillful  firing  alone  will  greatly  reduce  the  smoke 
nuisance. 

In  Cleveland  Prof.  C.  H.  Benjamin,  the  supervising  engineer, 
reports  cases  where  the  amount  of  smoke  has  been  reduced  to  one- 
quarter  of  the  former  amount,  and  the  coal  bills  reduced  from 
fifteen  to  twenty-five  per  cent,  by  suitable  apparatus  and  careful 
attention  to  firing. 

It  has  been  suggested  that  an  arrangement  of  granting  a  cer- 
tificate to  a  fireman  who  keeps  the  smoke  from  his  boilers  below 
a  certain  percentage  might  secure  his  co-operation.  The  possession 
of  such  a  certificate  would  be  of  value  to  him,  as  it  would  show 
him  to  be  a  careful  and  economical  fireman  and  entitled  to  more 
pay  than  one  who  could  not  show  such  a  certificate. 

As  an  aid  in  the  abatement  of  the  smoke  nuisance,  we  suggest 
that  a  set  of  rules  and  suggestions  as  to  the  most  approved  methods 
of  firing  boilers  be  printed  and  tacked  up  in  every  boiler  room 
in  the  city.  Such  information  would  help  educate  the  owners  and 
firemen  of  steam  plants  as  to  the  most  economical,  as  well  as  smoke- 
less, methods  of  firing. 

Similar  suitable  printed  rules  and  suggestions,  especially 
adapted  to  locomotive  firing,  could  also  be  placed  in  each  loco- 
motive. 

We  do  not  wish  to  recommend  any  particular  boiler  setting 
or  smoke  consumer  for  burning  soft  coal. 

For  the  benefit  of  those  who  wish  to  consider  the  subject  more 
in  detail  we  give  below  a  list  of  articles  in  the  technical  press 
referring  to  this  subject.     (See  Appendix.) 

Respectfully, 
(Signed)     Louis  H.  Knapp, 
(Signed)     George  B.  Bassett^ 
(Signed)     H.  J.  March. 

Accompanying  the  report  are  the  following  documents : 

I.  Statement  of  U.  S.  Weather  Bureau  relative  to  direction  of  wind  in 
Buffalo  for  last  ten  years. 

II.  Map  of  city  of  Buffalo,  showing  location  of  resident  district. 

III.  Smoke  Ordinance,  Philadelphia,  Pa. 

IV.  Smoke   Abatement   in   Cleveland,    Prof.    C.    H.   Benjamin,   Amer. 
Mchst. 

V.  Report  of  Wm.  H.  Bryan,  St.  Louis,  to  Board  of  Education,  Feb- 
ruary 3,  1902. 

VI.  Report  of  Prof.  C.  H.  Benjamin  to  City  Counsel  of  Cleveland. 
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VII.  The  Smoke  Nuisance,  by  John  M.  Hartman,  read  at  Franklin  In- 
stitute, September  3,  1902. 

VIII.  About  Smoke  Consumers,  by  D.  B.  Dixon,  American  Manufac- 
turer. 

IX.  Smoke  Consumption  at  the  University  of  Chicago,  by  M.  W.  Lee, 
from  "Shop  Talk." 

APPENDIX. 

"Report  on  Smoke  Prevention,"  by  C.  A.  Landreth,  Nashville.  (No 
publisher  given),  1893.     (Supplement  to  the  State  Board  of  Health  Bulletin.) 

"Smoke  Prevention:  A  paper  read  before  the  St.  Louis  Commercial 
Club,  October  20,  1888,"  by  Robert  Moore,  St.  Louis,  R.  P.  Studley  &  Co., 
1888.' 

"Report  of  the  St.  Louis  Special  Committee  on  Smoke  Prevention," 
St.  Louis,  W.  H.  O'Brien  &  Co.,  1892. 

"Annual  Report  of  the  Boston  Street  Department,"  1893-4.  Boston 
1893-4.  (Contains  report  on  "Smoke  Nuisance."  Annual  report  1893,  p. 
151;  1894  p.  103.) 

"Smoke  Abatement  in  St.  Louis,"  by  W.  H.  Bryan,  Journal  of  the 
Association  of  Engineering  Societies,  December,  1901. 

"About  Smoke  Consumers,"  by  D.  B.  Dixon,  American  Manufacturer 
and  Iron  World,  Dec.  19,  1901. 

"Abatement  of  the  Smoke  Nuisance,"  by  C.  H.  Benjamin,  C.E.,  Ameri- 
can Machinist,  Jan.  23,  1902. 

"Smoke  Consumers,"  by  W.  H.  Bryan,  Cassier's  Magazine,  Nov.  1900. 

"Smoke  Consumption  at  the  University  of  Chicago,"  by  M.  W.  Lee. 

"Reports  of  John  M.  Hartman,  Phil'a,  Pa."  Read  at  Franklin  Institute, 
September  3,  1902. 

AT  BUFFALO  LIBRARY,    BUFFALO,    N.    Y. 

Barr,  William. 

Catechism  on  the  combustion  of  coal  and  the  prevention  of  smoke,  N.  Y. 

1900.     621.2,  91. 
Report    of    the    Smoke    Abatement    Committee,    1882.     London,    1883. 
967  B-3. 
Robinson,  C.  M. 

Injury  of  smoke   (In  his  Improvement  of  Towns  and  Cities).     1901.  p. 

60-3.     710,  15. 
Suppression  of  Smoke  (In  his  Improvement  of  Towns  and  Cities)   1901, 
p.  57-60,  260.     710,  15. 
Van  Home,  Robert  M. 

Report  of  the  supervising  engineer  (of  Cincinnati)  on  the  abatement 
of  smoke  for  the  year  ending  December  31,  1893.  Cincinnati,  1894. 
31  pp.     697,  pamp.  6. 

magazine    ARTICLES. 

Apparatus  for  consuming  smoke.     Sci.  Am.  Supp.     47:19367.     (99) 
Apparatus  for  consuming  smoke.     Sci.  Am.  Supp.     47:19419.     (99) 
Apparatus  for  filtering  air  and  smoke.     Sci.  Am.  Supp.  49:20371  (1900) 
Note  on  progress  of  smoke  abatement  in  Glasgow.     Am.  Mach.  23:1:21 
(1900) 

Possibilities  of  electrical  smoke  dispersion  (J.  Wright).  Pub.  Opinion 
29:784  (7900) 
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Practical  experience  with  preventive  measures.  (C.  H.  Benjamin.)  Gas- 
sier, 20:129  (1901) 

Practical  lesson  in  smokelessness.    American  Mach.  24:part  4:1325  (01) 
Pratt  pressure  transformer.     Sci.  Am.  Supp.  52:21618.     (1901) 
Prevention  of  smoke  by  the  use  of  pulverized  fuel.     Eng.  ]\Iag.   18:125. 

(1899) 

Pure  air  and  clear  skies.     Outlook  61  :io6  (1899) 

Russell's  smoke  preventer.     Sci.  Am.  Supp.  48:19811    (1899) 

Smoke  abatement   (W.  H.  Bryan)   Gassier.  19:17  (.1900) 

Smoke  abatement.     Engineering,     Aug.  7,  1896. 

Smoke  abatement.     Eng.  Mag.  22  :924,  Mar.  1902. 

Smoke  abatement  in  Gleveland  (G.  H.  Benjamin)  Am,  Mach.  25:130 
(1902) 

Smoke  abatement  in  St.  Louis  (W.  H.  Bryan)  Jo.  Assn.  Eng.  Socs.  27: 
215-31    (1901)   Includes  test  of  ordinance. 

Smoke  Gonsumption  and  economy  of  fuel  (F.  H.  jNIason)  Sci.  Am. 
Supp.  48:19752  Aug.  '99. 

Smoke  consumption  and  smoke  prevention  (Tecumseh  Swift)  Am. 
Mach.  23:  part  2:1093  (00)  L. 

Smoke  Nuisance.     Jo.  Franklin  Inst.  144:401   (97) 

Smoke  Nuisance  and  its  regulation.  Jo.  Franklin  Inst.  (Ja.  98) — 145:107 
(Feb.  98) 

Smoke  nuisance  600  years  ago.     Gassier.     16:86  (May,  1899) 

Smoke  nuisance  and  its  regulation.  Jo.  Franklin  Inst.  143:393,  144:17 
(1897) 

Smoke  Prevention.     W.  H.  Booth  Am.  ^lach.  Sept.  8,  1898. 

Smoke  Prevention.     Sir  F.  Pollock  19th  Gent.  9:478  (March  1991) 

Smoke  prevention  and  smokeless  furnaces.     Eng.  News  Jan.  2,  1896. 

Soft  fuel  and  smoke  consumption   (F.  H.  Mason)    Pub.  Opinion  2:783 

(99) 

Suppression  of  smoke  (R.  H.  Thurston)  Sci.  Am.  Supp.  47:19367  (99) 
Science  n.  s.  9:55-7   (99) 

Suppression  of  smoke  (F.  H.  ]\Iason)  xA.m.  Architect  65:36  (99) 

Wooden  smelter  stack.     Sci.  Am.  (1901  Illus.) 

IN  "engineering  news." 

Berlin.     Patented  invention.     99:2:33. 

Butte  Gity.  Schemes  proposed  for  getting  rid  of  sulphur  fumes.  93:1  :g 
62,  207. 

Ghicago.  Furnaces,  Manhattan,  Thomas,  Perfect,  Barclay,  Dorrance. 
96:1:6111. 

Gleveland.     Playburg  chain  grate,  stoke,  Tests  and  results.     96:1:5.     111. 

Devices  tested  on  Ghicago  tugboat.  Western  smoke  preventer.  Triumph 
smoke  preventer.     92  :2  :64. 

Discussion  by  O.  A.  Landreth.     93:1 :547,  93:2:73,  96:1  -.4  (111.)  9,  10,  92 

Kansas  Gity  specifications  and  bids,     94:1:540, 

Provisions  of  Massachusetts  Law.     93:1 :540. 

Omaha  ordinance  of  1893,  Revnolds  furnace  tested  by  Mr.  Bryan.  96:1: 
5  (111.) 

Ordinances  of  various  cities.     97:2:111. 

Philadelphia.  Board  of  Health  requested  Franklin  Institute  to  investi- 
gate question  of  smoke  prevention.     97:2:111. 


46  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

Tests  of  Hawley  down  draft  furnace  at  St.  Louis  and  Toronto.     96:1:5 

(111.) 

Test  of  Sargent  apparatus.     92  :2  1436. 

Scranton  city  ordinance.     98:2:200. 

Steam  jet  apparatus  for  boiler  furnaces.  Hutchinson  apparatus.  Bu- 
chanon  system.     91,  1:314-     (HI-) 

For  smokeless  furnaces,  see  also  92:1:149,  96:1:6,  96:1:93,  92:1:98, 
96:1:5,  97:2:408,  426. 

There  are  also  numerous  references  under  Stokers,  Mechanical,  espe- 
cially to  96:1. 

Note  1901  :i  :47i- 

Boston  circular  1901:1:441.  (Report  of  investigation  by  Mutual  Boiler 
Insurance  Co.)     Also  1901:2:136. 

Smoke  prevention  at  Cleveland   (including  test  of  ordinance).     1900:2: 

415- 

St.  Louis  ordinance  1901:2:249. 
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Articles  of  Association. 


The  following  Articles  of  Association  were  adopted  at  a  meeting  held 
in  Chicago,  December  4,  1880.  At  this  meeting  there  were  present  repre- 
sentatives of  the 

Western  Society  of  Engineers, 
Civil  Engineers'  Club  of  Cleveland, 
Engineers'  Club  of  St.  Louis, 
and  the 

Boston  Society  of  Civil  Engineers 
was  represented  by  letter.  ■[ 


For  the  purpose  of  securing  the  benefits  of  closer  union  and  the 
advancement  of  mutual  interests,  the  engineering  societies  and  clubs 
hereunto  subscribing  have  agreed  to  the  following 

ARTICLES  OF  ASSOCIATION. 
ARTICLE  L 

NAME  AND   OBJECT. 

The  name  of  this  Association  shall  be  "The  Association  of  Engi- 
neering Societies."  Its  primary  object  shall  be  to  secure  a  joint  publi- 
cation of  the  papers  and  the  transactions  of  the  participating  Societies. 

ARTICLE  II. 
organization. 

Section  i.  The  affairs  of  the  Association  shall  be  conducted  by  a 
Board  of  Managers  under  such  rules  and  by-laws  as  they  may  determine, 
subject  to  the  specific  conditions  of  these  articles.  The  Board  shall  con- 
sist of  one  representative  from  each  Society  of  one  hundred  members  or 
less,  with  one  additional  representative  for  each  additional  one  hundred 
members,  or  fraction  thereof  over  fifty.  The  members  of  the  Board  shall 
be  appointed  as  each  Society  shall  decide,  and  shall  hold  office  until  their 
successors  are  chosen. 

Sec.  2.  The  officers  of  the  Board  shall  be  a  Chairman  and  Secretary, 
the  latter  of  whom  may  or  may  not  be  himself  a  member  of  the  Board. 

ARTICLE  III. 

DUTIES    OF    OFFICERS. 

Section  i.  The  Chairman,  in  addition  to  his  ordinary  duties,  shall 
countersign  all  bills  and  vouchers  before  payment  and  present  an  annual 
report   of   the   transactions   of   the    Board;    which    report,    together    with    a 
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synopsis    of   the    other    general    transactions    of    the    Board    of    interest    to 
members,  shall  be  published  in  the  Journal  of  the  Association. 

Sec.  2.  The  Secretary  shall  be  the  active  business  agent  of  the  Board 
and  shall  be  appointed  and  removed  at  its  pleasure.  He  shall  receive  a 
compensation  for  his  services  to  be  fixed  from  time  to  time  by  a  two- 
thirds  vote.  He  shall  receive  and  take  care  of  all  manuscript  copy  and 
prepare  it  for  the  press,  and  attend  to  the  forwarding  of  proof  sheets 
and  the  proper  printing  and  mailing  of  the  publications.  He  shall  have 
power,  with  the  approval  of  any  one  member  of  the  Board,  to  return 
manuscript  to  the  author  for  correction  if  in  bad  condition,  illegible  or 
otherwise  conspicuously  deficient  or  unfit  for  publication.  He  shall  certify 
to  the  correctness  of  all  bills  before  transmitting  them  to  the  Chairman 
for  counter-signature.  He  shall  receive  all  fees  and  moneys  paid  to  the 
Association  and  hold  the  same  under  such  rules  as  the  Board  shall  pre- 
scribe. 

ARTICLE  IV. 

PUBLICATIONS. 

Section  i.  Each  Society  shall  decide  for  itself  what  papers  and  transac- 
tions of  its  own  it  desires  to  have  published,  and  shall  forward  the  same  to 
*he  Secretary. 

Sec.  2.  Each  Society  shall  notify  the  Secretary  of  the  minimum 
number  of  copies  of  the  joint  publications  which  it  desires  to  receive,  and 
shall  furnish  a  mailing-list  for  the  same  from  time  to  time.  Copies  ordered 
by  any  Society  may  be  used  as  it  shall  see  fit.  Payments  by  each  Society 
shall  in  general  be  in  proportion  to  the  number  of  copies  ordered,  subject 
to  such  modification  of  the  same  as  the  Board  of  Managers  may  decide,  by 
a  two-thirds  vote,  to  be  more  equitable.  Assessments  shall  be  quarterly  in 
advance,  or  otherwise,  as  directed  by  the  Board. 

Sec.  3.  The  publications  of  the  Association  shall  be  open  to  public 
subscription  and  sale,  and  advertisements  of  an  appropriate  character  shall 
be  received,  under  regulations  to  be  fixed  by  the  Board. 

Sec.  4.  The  Board  shall  have  authority  to  print  with  the  joint  publi- 
cations such  abstracts  and  translations  from  scientific  and  professional  jour- 
nals and  society  transactions  as  may  be  deemed  of  general  interet  and  value. 

ARTICLE  V. 

CONDITIONS    OF    PARTICIPATION. 

Section  i.  Any  Society  of  Engineers  may  become  a  member  of  this 
Association  by  a  majority  vote  of  the  Board  of  Managers,  upon  payment 
to  the  Secretary  of  an  entrance  fee  of  fifty  cents  for  each  active  member, 
and  certifying  that  these  Articles  of  Association  have  been  duly  accepted 
by  it.  Other  technical  organizations  may  be  admitted  by  a  two-thirds  vote 
of  the  Board,  and  payment  and  subscription  as  above. 

Sec.  2.  Any  Society  may  withdraw  from  this  Association  at  the  end 
of  any  fiscal  year  by  giving  three  months'  notice  of  such  intention,  and 
shall  then  be  entitled  to  its  fair  proportion  of  any  surplus  in  the  treasury,  or 
be  responsible  for  its  fair  proportion  of  any  deficit. 

Sec.  3.  Any  Society  may,  at  the  pleasure  of  the  Board,  be  excluded 
from  this  Association  for  non-payment  of  dues  after  thirty  days'  notice 
from  the  Secretary  that  such  payment  is  due. 
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ARTICLE  VI. 

AMENDMENTS. 

These  articles  may  be  amended  by  a  majority  vote  of  the  Board  of 
Managers,  and  subsequent  approval  by  two-thirds  of  the  participating  So- 
cieties. 

ARTICLE   VII. 

TIME  OF  GOING  INTO  EFFECT. 

These  articles  shall  go  into  effect  whenever  they  shall  have  been  ratified 
by  three  Societies,  and  members  of  the  Board  of  Managers  appointed.  The 
Board  shall  then  proceed  to  organize,  and  the  entrance  fee  of  fifty  cents 
per  member  shall  then  become  payable. 

These  articles  were  adopted  by  the  several  Societies  upon  the  following 

dates : 

Engineers'  Club  of  St.  Louis,  January  5,  1881. 
Civil  Engineers'  Club  of  Cleveland,  January  8,  1881. 
Boston  Society  of  Civil  Engineers,  January  19,  1881. 
Western  Society  of  Engineers,  April  5,  1881. 
The  Board  of  Managers  was  organized  at  Cleveland,  January  11,  1881. 
The    following   Societies   have   since   certified   their   acceptance   of   the 
articles,  and  have  become  members  of  the  Association  of  Engineering  So- 
cieties : 

Engineers'  Club  of  Minneapolis,  July,  1884. 
Civil  Engineers'  Society  of  St.  Paul,  December,  1884. 
Engineers'  Club  of  Kansas  City,  January,  1887. 
Montana  Society  of  Civil  Engineers,  April,  1888. 
Wisconsin  Polytechnic  Society,  June,  1892. 
Denver  Society  of  Civil  Engineers,  January  24,  1895. 
Association  of  Engineers  of  Virginia,  February  i,  1895. 
Technical  Society  of  the  Pacific  Coast,  March  i,  1895. 
Detroit  Engineering  Society,  January,  1897. 
Engineers'  Society  of  Western  New  York,  January,  1898. 
Louisiana  Engineering  Society,  September  15,  1898. 
Engineers'  Club  of  Cincinnati,  January,  1899. 
The  Wisconsin  Polytechnic  Society  withdrew  from  the  Association  in 
March,  1894. 

The  Western  Society  of  Engineers  withdrew  in  December,  1895. 
The  Engineers'  Club  of  Kansas  City  disbanded  at  the  close  of  1896. 
The  Denver  Society  of  Civil  Engineers  and  the  Association  of  Engi 
neers  of  Virginia  disbanded  in  1898. 

For  the  Engineers'  Club  of  Cincinnati  see  footnote  to  Appendix  F, 
Secretary's  Annual  Report  for  1902,  page  57. 
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Annual  Report  of  the  Chairman  of  the  Board  of  Managers. 


To  the  Board  of  Managers  Association  of  Engineering  Societies. 

Gentlemen  : — I  have  the  honor  to  present  to  you  my  report 
for  the  year  1902,  and  to  transmit  therewith  the  report  of  the 
Secretary  for  the  same  period. 

The  Secretary's  report  shows  the  gratifying  result  that  the 
cost  of  the  Journal  per  member  has  decreased  19  per  cent,  and 
that  the  net  assets  are  thereby  increased  21  per  cent.  There  has, 
however,  been  a  slight  decrease  in  the  membership  and  in  the 
amount  of  matter  sent  in  for  publication.  The  latter  decrease  the 
Secretary  accounts  for  from  the  fact  that  the  members  are  too 
busy  in  their  several  lines  to  take  the  time  to  write  papers,  and  if 
such  is  the  case  it  is  as  gratifying  to  the  members  probably  as 
would  be  the  appearance  of  their  papers  in  the  Journal.  Still  I 
hope  that  the  members  will  be  able  to  contribute  more  largely  this 
year  to  the  Journal,  without  in  any  way  decreasing  their  present 
activity  in  the  lines  of  business. 

I  call  your  attention  to  the  Secretary's  reference  to  the  ar- 
rangement, by  which  90  per  cent,  of  the  gross  receipts  for  advertis- 
ing is  refunded  to  the  Society  securing  advertisements,  and  urge  the 
members  of  the  Board  to  present  this  matter  to  the  various  Socie- 
ties, so  that  the  advertising  matter  may  eventually  make  the 
Journal  self-sustaining. 

In  concluding  I  desire  to  call  your  attention  to  the  fact,  as 
I  have  also  done  in  former  reports,  that  the  satisfactory  results 
obtained  in  the  publication  of  our  Journal,  and  the  increased 
circulation  of  the  same,  are  entirely  due  to  the  work  of  the  Secre- 
tary, and  that  it  is  the  duty  of  the  members  and  of  the  Societies 
that  are  represented  by  them,  to  render  him  every  assistance  in 
their  power,  and  to  supplement  his  work  by  such  efforts  as  will 
make  the  Journal  more  desired  by  outsiders  and  thus  bring  in 
an  increased  membership. 

Thanking  you  for  the  honor  you  have  conferred  upon  me  in 
the  last  year,  I  remain, 

Very  respectfully, 

James  Ritchie,  Chairman. 
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Annual  Report  of  ttie  Secretary  of  the  Board  of  Managers. 


Philadelphia,  December  31,  1902. 
Mr.  James  Ritchie,  Chairman, 

413  Chamber  of  Commerce,  Cleveland,  Ohio. 

Dear  Sir: — I  have  the  honor  to  present  the  following  report  upon  the 
operations  of  the  Secretary's  office  during  the  year  1902,  and  of  the  condition 
of  the  afifairs  of  the  Association  at  the  present  time. 

These  data  are  concisely  stated  in  the  following  statistical  appendixes : 

A.  Statement  of  receipts  and  expenditures  during  1902. 

B.  Estimate  of  assets  and  liabilities  at  the  close  of  1902. 

C.  Detailed  statement  of  cost  of  Journal  during  1902,  by  months. 

D.  Net  cost  of  Journal  during  1902. 

E.  Statement  of  material  in  Journal  during  1902,  by  pages. 

F.  Comparison  of  mailing  lists  of  the  Journal  at  the  close  of  1901  and 
of  1902,  respectively. 

G.  Comparison  of  conditions,  1894  to  1902,  inclusive. 
H.     Comparison  of  conditions,   1900,   1901,   1902. 

Appendix  H,  deduced  from  appendixes  C  and  F,  shows  a  small  decrease 
(say  from  3  to  4  per  cent.)  in  the  aggregate  membership  and  in  the  amount 
of  matter  published,  but  also  a  large  decrease  (22  per  cent.)  in  the  net  cost 
of  the  Journal. 

This  involves  a  decrease  of  19  per  cent,  in  the  cost  per  member  for  the 
year,  bringing  this  item  to  $1.68,  instead  of  $2.07,  as  in  1901.  This  decrease 
accounts  for  the  gratifying  increase  of  21  per  cent,  in  the  net  assets,  which 
have  increased  from  $2062.72,  at  the  close  of  1901,  to  $2601.19  at  the  close  of 
1902,  the  assessment  having  been  maintained  at  $2,  as  in  recent  years. 

The  decrease  in  cost  of  Journal  is  due  partly  to  the  slight  decrease  in 
amount  of  matter  published,  and  partly  to  the  reduction  of  62  per  cent,  in 
the  cost  of  illustrations.  Notwithstanding  the  advance  in  printers'  charges, 
which  went  into  effect  during  1900,  the  gross  cost  of  the  Journal  per 
member  per  1000  pages,  for  1902  ($2.36),  is  almost  as  low  as  it  has  been 
for  any  year  since  1893 ;  it  having  been  less  only  in  1898  and  1899,  when  it 
was  $2.28  and  $2.29,  respectively. 

Appendix  G  shows  a  slight  falling  off  (5.6  per  cent.)  in  the  volume  of 
papers  published.  The  number  of  pages  of  papers  (610)  published  in  1902 
is  32  less  than  the  average  number  for  each  year  from  1894  to  1902,  inclusive. 

In  my  report  for  1901  I  again  called  the  attention  of  the  Societies  to  the 
arrangement  by  which  the  Association  refunds,  to  any  Society,  90  per  cent, 
of  the  gross  receipts  from  advertisements  secured  by  such  Society  for  the 
Journal  of  the  Association.  This  large  percentage  practically  amounts  to 
the  net  receipts  from  the  advertisement,  the  10  per  cent,  retained  by  the 
Association,  being  approximately  equal  to  the  cost  of  publishing  the  adver- 
tisement. In  other  words,  the  Association  places  the  advertising  space  of 
the  Journal  at  the  disposal  of  the  Societies,  practically  without  charge,  and 
it  remains  simply  for  the  Societies  to  profit  by  the  opportunity. 

This  reminder  has  resulted  in  some  increase  of  activity  in  this  direction. 
The  Engineers'  Society  of  Western  New  York  has  secured,  for  the  Journal 
advertisements  on  which  the  Society's  commissions  amounted  to  $115.20, 
which  nearly  equaled  the  assessments  charged  against  the  Society  for  the 
year. 
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The  Cleveland  and  St.  Louis  societies  continue  active  in  this  field,  and 
the  Boston  Society  has  also  begun  taking  advantage  of  this  opportunity,  but 
its  operations  in  this  direction  will  not  show  until  the  accounts  for  1903  are 
published. 

Much  greater  use  might,  however,  be  made  of  this  feature,  to  the  decided 
advantage,  not  only  of  the  Association,  but  also  of  the  Societies  themselves. 
The  Journal  has  a  much  larger  circulation  than  that  of  any  of  the  outstand- 
ing societies,  and  it  should  therefore  be  easy  for  each  of  our  Societies  to 
earn,  in  this  way,  an  amount  at  least  equal  to  its  assessments. 

In  my  report  for  1901,  I  mentioned  that  arrangements  had  been  made 
for  exchange  of  advertisements  with  a  number  of  leading  engineering 
periodicals,  under  which  arrangement  notices  were  inserted  in  such  periodi- 
cals, announcing  the  papers  published  monthly  in  our  Journal,  and  that, 
under  this  arrangement,  our  sales  of  Journals  had  increased,  during  1901, 
from  $182  to  $222.  A  comparison  of  1901  with  1902  shows  a  further  in- 
crease from  $222  to  $274,  an  increase  of  19  per  cent. 

Apart  from  the  direct  pecuniary  gain  arising  from  this  increase,  there  is 
of  course  the  indirect  gain  due  to  increased  acquaintance  with  our  Journal 
on  the  part  of  the  engineering  profession. 

It  may  be  that  the  slight  falling  off  in  the  volume  of  matter,  contributed 
to  the  Journal  by  the  Societies,  during  the  last  two  or  three  years,  may  be 
due  to  the  prevailing  activity  in  engineering  matters,  which  leaves  the  mem- 
bers of  our  Societies  but  little  time  for  literary  effort,  but  it  is  to  be  hoped 
that  the  current  year  may  show  an  increase  in  this  respect. 

Respectfully  submitted, 

John  C.  Trautwine,  Jr.,  Secretary. 
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APPENDIX  A. 

Statement  of  Receipts  and  Expenditures  during  1902. 

CASH,  1902. 

Dr. 

To  Cash  Balance,  January  i,  1902 $1,368.48 

"    Assessments,  at  $2.00  per  member : 

Boston   Society  of   Civil   Engineers....  $1,011.50 
Civil  Engineers'  Club  of  Cleveland  ....        230.00 

Engineers'  Club  of  St.  Louis 428.50 

Civil  Engineers'  Society  of  St.  Paul ....         26.00 

Engineers'  Club  of  Minneapolis 84.50 

Montana  Society  of  Engineers  193.00 

Technical  Society  of  the  Pacific  Coast  .  .        291.50 

Detroit  Engineering  Society   222.50 

Engineers'  Soc.  of  Western  New  York       234.50 
Louisiana  Engineering  Society  93-50 

2,815.50 

To  Subscriptions  $613.09 

Less  amount  overpaid,  refunded   1.85 

611.24 

"    Sales  of  Journals   275.76 

Less    amount   overpaid,    refunded    2.00 

27Z-7^ 

"     Sales  of  Descriptive  Index    115.00 

"        "        "     Reprints    208. 10 

Less  amount  overpaid,  refunded  i.oo 

207.10 

"        "     Periodicals   30.60 

"     Electrotypes    20.32 

"    Advertisements 474.00 

"     Letter-heads,  Engineers'  Society  of  Western  • 

New    York    2.75 

"     Interest  on  deposits   25.60 


Cr. 

By  Patterson  &  White  Co.  (Printers) $3,022.07 

•'    Illustrations   337-59 

"     Secretary's  salary    600.00 

"    Expenses  of  chairman  (stationery)    3-i8 

"    Secretary's  trip  to  Boston   23.18 

"     Commission  on  subscriptions 39- 10 

"  "  "     sales    23.84 

"  "  "     advertisements : 

Civil   Engineers'    Club   of   Cleveland    ....        $61.20 

Engineers'  Club  of  St.  Louis 36.00 

Engineers'  Society  of  Western  New  York       ii5-20 

N.  W.  Ayer  &  Son i.oo 

213-40 

"   Binding  Vol.  XXVII  of  Journal  i.oo 

"    Messenger  service   2.52 

Forward    $4,265.88 


$5,94435 
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Brought  forward   $4,265.88 

By  Telegrams  3-o6 

"    Express  charges  i.QO 

"    Postage  stamps 40-92 

"    Stationery   ; 21.51 

"    Back  numbers  bought  of  Boston  Society  of  Civil  En- 
gineers    1.70 

"    Allowance.     Engineers'     Society     of     Western     New 

York .70 

''    Cash  balance,  December  31,  1902  :  $4,335-07 

Provident  Life  and  Trust  Company $1,523.90 

Cash  on   hand    84.78 

1,608.68 


$5,944-35 


APPENDIX  B.  : 

Estimate  of  Assets  and  Liabilities  at  the  Close  of  1902. 
available  assets. 

Cash  balance,  December  31,  1902  $1,608.68 

Less  subscriptions  for  1903,  paid  during  1902 59-50 

$1,649.18 

Amounts  receivable  from  Societies  (for  assessments,  etc.)  : 

Civil  Engineers'  Club  of  Cleveland $231.00 

Civil  Engineers'  Society  of  St.  Paul 25.50 

Engineers'   Club  of  Minneapolis 30.00 

Montana  Society  of  Engineers  67.50 

Technical  Society  of  the  Pacific  Coast.  . .  .  10.00 

Engineers'  Society  of  Western  New  York         29.00 

Louisiana  Engineering  Society 33.00 

]  $426.00 

Subscriptions  due : 

For  1902 $72.00 

"     1901   42.00 

1900  and  earlier   309.00 

$423.00 

For  reprnits 110.60 

Advertisements   355.83 

"     Sales  of  Journal  15.90 

Index   5.00 

—  P,336.33 

LIABILITIES.  $2,985.51 

Patterson  &  White  Co.  (Printers)  : 

For  December  Journal   $162.70 

Commissions  on  advertisements: 

Boston  Society  of  Civil  Engineers 90.00 

Civil  Engineers'  Club  of  Cleveland 11.25 

Engineers'  Club  of  St.  Louis   36.00 

Engineers'  Society  of  Western  New  York 18.00 

Illustrations   66.37 

$384.32 

Net  assets    $2,601.19 
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APPENDIX  D. 

Net  Cost  of  Journal,  1902. 

Gross  cost,  as  per  Appendix  C $3.9-7-01 

Deduct  receipts  from  subscriptions   $611.24 

Less  commissions   39- 10 

$572.14 

Sales  of  Journals %VZ-7^ 

"      "    Index  115.00 

$388.76 

Less  commissions 23.84 

364.92 

Sales  of  reprints  $207.10 

Less  cost   142.85 

64.25 

Sales  of  periodicals   30.60 

"       "     electrotypes   20.32 

Advertisements   $474.00 

Less  commissions    213.40 

260.60 

Interest  on  deposits   25.60 

1,338.43 

Net  cost  of  Journal,  1902  $2,588.58 


APPENDIX  E. 


Statement  of  Material  in  Journal  during  1902,  by  Pages. 


January 

February  ... 

March 

April 

May 

June 

July 

August 

September. 

October 

November. 
December.. 


Totals. 


Papers. 


610 


Covers .... 
Total 


Pro- 
ceed- 
ings. 


Chair- 
man's 
Report, 
etc. 


Adver- 
tise- 
ments. 


176 


Indexes 
to  Vols. 


List  of 

Mem-     Totals      Cuts. 

bers. 


92 


176 
68 

128 
72 
76 

112 
44 
86 
60 
34 
66 
60 


982 


1030 


Plates 
and 
Full- 
Page 
Cuts. 
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In- 

De- 

1902. 

crease. 

crease. 

513 

8 

233 

2 

215 

3 

25 

2 

61 

32 

118 

4 

150 

9 

106 

12 

65 

13 

58 

* 

78 

APPENDIX  F. 

Comparison  of  the  mailing  lists  of  the  Journal,  at  the  close  of  1901  and 
1902,  respectively: 

1901. 

Boston  Society  of  Civil  Engineers 505 

Civil  Engineers'  Club  of  Cleveland  231 

Engineers'  Club  of  St.  Louis 218 

Civil  Engineers'  Society  of  St.  Paul  27 

Engineers'  Club  of  Minneapolis  29 

Montana  Society  of  Engineers  114 

Technical  Society  of  the  Pacific  Coast 141 

Detroit  Engineering  Society 118 

Engineers'  Society  of  Western  New  York  ...     78 

Louisiana  Engineering  Society   58 

Engineers'  Club  of  Cincinnati  78 

In  the  Societies  composing  the  Association.  .1597  1544  55  108 

Net  Decrease 53 

Extra  copies  to  Societies  47 

Advertisers 14 

Exchanges    120 

Subscribers 224 

Complimentary  copies    i 

2003  1970  79  112 

Besides  this,  many  copies  have  been  sold  and  specimen  pages  sent  out. 
and  authors  of  papers  have  each  received  five  copies  of  the  Journal  contain- 
ing them.  Two  thousand  two  hundred  and  fifty  copies  of  each  number  have 
been  printed. 

*On  December  20,  1901,  the  Secretary  of  the  Engineers'  Club  of  Cincinnati  wrote  that  the 
Club  had  decided  to  withdraw  from  the  Association  at  the  close  of  1902;  but,  inasmuch  as  this 
notice  failed  to  comply  with  the  requirement  of  the  Articles  of  Association  that  three 
months'  notice  of  such  withdrawal  be  given,  the  Cincinnati  Club  is  regarded  as  not 
having  formally  withdrawn  from  the  Association.  Pending  such  action,  however,  the 
Secretary  of  the  Association  is  without  revised  mail  lists  for  the  Cincinnati  Club. 
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20 

6 

133 

13 

220 

I 
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Net  Assets,  Dec.  31. 


Cost. 


vS         vg 


% 


\B        a\ 


Plates  and  Full- 
Page  Cuts. 


Small  Cuts. 


Aiinual  Assessment  per 
Member. 


Per  Member  per 
1000  Pages. 


Per  Member. 


Per  Page. 


Total. 


^     « 


8     S     8 


P)  P<  CS  (S 


10  10  >-■  00 

fS  M  C)  (N 


CO  «^  rO 


fo  CO 


Per  1000  Members 
on  Mail  List. 


Total. 


Total  Number  of  Pages 
in  Journal. 


10       fo 
in       m 


2      ^     S' 

it;        10        ro 


00  00  rj-         vO 


Net  Receipts  from  Ad- 
vertisements. 


8      8^ 


Exchanges,  Dec.  31. 


Subscribers,  Dec.  31. 


10       vo         10 


rO         >0  On         'O 


Number  of  Names  on 
Mail  Lists  of  Socie- 
ties, Dec.  31. 


Number  of  Societies  in 
Association,  Dec.  31. 


Year. 


<g^ 
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a      a 
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■>-'  a, 

^8 

Jo 

8^ 
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Net  Assets. 

§1 

i 

1 

1    "" 

?; 

1 

Per  Member  per  looo 
Pages. 

:         :         :         :        •*•         ;        ov       m       ro 

•     •     •     •    4i     =    4         4 

< 
z 

oi 
o 

o 

a 
1 

Per  Member. 

:     ;     •:     i    s-     i    %    2^   s 
•     =     =     =    4     =    &         ^ 

Per  Page. 

:     ;     i     :    ^     :    {;?    ^    5^ 

Total. 

i 

:         :         i         :       "^         :        o        S       * 

^     '     '     '    1    '    *        1 

< 

a 
o 

? 

i 
1 

Per  Member  per 
looo  Pages. 

2  0 

•s  §: 

5,    s     :     :?    cZ'     :     ij    ir    ^ 
41    °      =          4=4         4 

Per  Member. 

si 

-    -.     ;    ^    q     ;    ?.   "S    ;s 
^    °     =         s     =    4         4 

Per  Page. 

o  6 

^   ^     I    ^    ^     ■:    ;^   -e    ^ 
4    °     =         4=4         4 

Total. 

<>6 

51 

^    o,     '•         ^     =     ^         ?r 
S    -              S         -         S 

Manufacture. 

r^u    :     4    frj     I     ^     o      :     ?;.    S^    g" 

Cost  of  Illustrations. 

^*6        ^'g      :^a:^v2 

i 

1 

Printers'  Bills. 

Si 

I^            :            rO          lO          Ti-            •           i-H          vo           ro 

r^         .         O         -:         r^          :        vo           •         i-i 

i  -'  s  "  i  '■  &  "  ^ 

I                £       ~       I 

Total  Pages  in  Journal.     |     -•  a 

§    i    ^    a    1    ;    ?    5    1 

Members  on  Mail  List. 

N    6 

5| 

?   ^" 

:       VO       t^        :        fo       »o       .<*• 
:       ^       g        :        -^       CO      J 
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Editors   reprinting  articles   from   this  journal   are  requested   to   credit  not  only  the 
Journal,  but  also  the  Society  before  which  such  articles  were  read. 
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This  Association  is  not  responsible  for  the  subject-matter  contributed  by  any  Society  or  for 
the  statements  or  opinions  of  members  of  the  Societies. 


THE  THEORY  OF  OPERATION  OF  THE  GASOI.IXE 

EXGIXE. 


By  E.  C.  Oliver,  M.E. 


[Read  before  the  Engineers'  Club  of  Alinneapolis,  December  18,  1902.*] 

In  the  discussion  of  a  subject  of  this  kind  it  is  a  Httle  difficult 
to  choose  just  what  to  say,  unless  one  is  acquainted  with  the 
interests  of  those  to  whom  he  addresses  himself.  While  the  first 
attempts  at  building  an  explosive  engine  date  back  about  one 
hundred  years,  yet  it  has  been  within  comparatively  recent  years 
that  the  really  important  part  of  the  work  of  perfecting  this  type 
of  motor  has  been  done. 

-Within  the  last  fifteen  or  twenty  years  there  has  been  activity 
among  engineers  and  scientists  with  regard  to  this  style  of  heat 
engine,  the  one  perfecting  the  mechanical  details,  the  other  supply- 
ing the  theory  adapted  to  the  new  requirements,  and  still  at  this 
day  we  see  and  realize  the  comparative  meagerness  of  the  data 
available  for  the  gas  engineer. 

The  gas  or  gasoline  engine  is  primarily  a  heat  engine ;  and  the 
heat-engine  laws,  or,  in  other  words,  the  laws  of  thermodynamics, 
are  the  ones  on  which  we  must  base  our  theory.  We  might  make 
the  general  statement  that  anyone  who  has  to  do  with  the  design 
of  gas  or  gasoline  engines  must  base  his  design  on  these  thermo- 
dynamic principles  or  on  someone  else's  design,  which  was  in  turn 
based  on  the  proper  laws. 

It  will  be  necessary,  then,  to  treat  the  subject  from  this  stand- 
point ;  yet  we  will  endeavor  to  confine  ourselves  to  the  elementary 
principles  of  thermodynamics  only  and  not  indulge  in  the  more 
complex  considerations,  without  which,  I  think,  a  fair  under- 
standing of  the  subject  may  be  had. 

♦Manuscript- received  February  23,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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We  know  that  in  a  pound  of  fuel,  be  it  coal,  wood,  kerosene, 
gasoline  or  .g^as,  there  is  a  definite  amount  of  latent  energy  which, 
when  the  substance  is  burned,  is  liberated  and  takes  the  form  of 
heat.  Thus  we  say  that  a  pound  of  coal  contains  a  given  num- 
ber of  heat  units,  which  means  that,  when  the  fuel  is  burned, 
the  heat  evolved  can  be  measured  by  some  definite  scale.  The 
unit  which  has  been  agreed  upon  is  that  amount  of  heat  which 
will  raise  the  temperature  of  one  pound  of  water  one  degree 
Fahrenheit,  and  if  you  think  of  that  for  a  moment  you  will  see 
that  it  is  quite  a  sensible  amount,  and  not  one  of  the  infinitesimal 
quantities  with  which  we  sometimes  deal  in  theory.  This  amount 
of  heat  is  called  a  British  thermal  unit,  or,  as  if  is  generally  desig- 
nated, a  B.  T.  U. 

It  has  also  been  determined  that  this  amount  of  heat  may  be 
represented  by  a  definite  amount  of  useful  work;  that  is,  by  very 
careful  and  exact  experiments  it  is  found  that,  if  778  foot-pounds 
of  work  are  performed  on  i  pound  of  water,  its  temperature  is 
raised  i  degree,  the  same  effect  that  the  addition  of  i  B.  T.  U. 
would  have  on  the  water.  Then  we  say  that  i  B.  T.  U.  is  equal  to 
778  foot-pounds  of  work. 

However  true  this  statement  is,  the  converse  has  never  been 
attained ;  that  is,  778  foot-pounds  of  useful  work  have  never  been 
obtained  by  the  expenditure  of  i  B.  T.  U.,  and  the  great  heat- 
engine  problem,  which  has  been  confronting  engineers  from  the 
time  when  we  first  obtained  power  from  fuel,  is,  how  to  convert 
heat  units  into  mechanical  energ}'  with  the  greatest  possible  ef^ci- 
ency ;  that  is,  how  to  make  the  number  of  foot-pounds  of  work 
derived  from  each  B.  T.  U.  approach  778  as  nearly  as  possible. 
There  seems  to  be  some  sort  of  a  ratchet  arrangement  in  the  system 
which  hinders  the   rule   from  operating  equally  w^ell  both  ways. 

The  most  common  method  of  accomplishing  the  conversion  of 
heat  into  work,  and  the  one  with  which  we  are  most  familiar,  is 
to  burn  the  fuel  in  a  furnace  under  a  boiler  partially  filled  with 
water.  The  water  absorbs  part  of  the  heat  and  changes  into  steam 
inider  pressure.  This  steam  is  then  used  in  an  engine  to  move  a 
piston  back  and  forth,  which  piston  is  connected  by  means  of  suita- 
ble mechanisms  to  the  work  to  be  done.  In  the  steam  engine  the 
whole  operation  is  a  series  of  losses.  First,  the  entire  heat  of  the 
fuel  is  not  absorbed  by  the  water  in  the  boiler.  Second,  the  greater 
amount  of  the  heaf  absorbed  by  the  water  is  used  in  supplying 
the  latent  heat  of  evaporation,  and  this  is  still  in  the  steam  when 
it  is  exhausted ;  hence  is  not  available  for  doing  work.  There  are 
also  losses  due  to  radiation,  condensation,  leakage,  etc.,  all  of  which 
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tend  to  bring  the  efficiency  of  a  steam  engine,  as  a  heat  engine, 
down  to  a  surprisingly  low  figure. 

The  best  steam  plants,  when  taken  as  a  whole,  and  including 
furnace,  boiler  and  engine,  as  machines  .for  converting  heat  into 
mechanical  energ}- ,  have  an  efficiency  less  than  10  per  cent. ;  and 
this  refers  to  engines  which  use  but  11  pounds  of  water  per  indi- 
cated horse  power  per  hour,  the  lowest  rate  which  has  been  at- 
tained up  to  the  present  time.  When  it  is  considered  that  engines 
of  ordinary  size,  100  to  200  horse  power,  working  under  ordinary 
conditions,  use  20  to  25  pounds  of  water  per  indicated  horse  power 
per  hour,  and  that  common  engines  use  as  high  as  70  to  100  pounds 
of  water  per  indicated  horse  power  per  hour,  we  see  something 
of  the  desirability  of  improving  on  this  efficiency. 

A  great  number  of  devices  have  been  suggested  and  put  into 
operation  to  increase  this  efficiency,  and  with  more  or  less  success ; 
but  by  far  the  most  important  device  which  has  been  used  or 
suggested  for  raising  the  efficiency  of  heat  engines  is  to  employ 
an  entirely  different  system;  to  do  away  with  all  accessories  and 
to  use  the  fuel  right  behind  the  point  of  application  of  the  load ; 
and  this  method,  though  still  imperfect,  is,  under  certain  condi- 
tions, very  much  superior  to  that  of  the  steam  engine. 

This  method  can  be  used  to  greatest  advantage  where  we  have 
a  supply  of  the  more  inflammable  fuels,  such  as  kerosene,  gasoline 
or  gas.  Outside  apparatus  is  necessary  to  make  use  of  the  heavier 
oils  and  the  solid  fuels,  as  any  of  these  must  first  be  converted 
into  one  of  the  three  mentioned  before  it  can  be  made  available, 
and  the  engines  which  use  this  form  of  fuel  are  known  as  oil, 
gasoline  or  gas  engines.  The  methods  employed  in  each  are  some- 
what similar. 

This  manner  of  converting  the  latent  heat  energy  of  fuel  into 
useful  work  through  the  medium  of  the  gas  engine  has  brought 
out  many  various  forms  of  engines,  much  the  same  in  general  prin- 
ciples, yet  varying  in  many  details. 

The  detail  of  greatest  importance  is  that  concerning  the  cycle 
of  operation,  and  this  detail  divides  the  engines  into  two  general 
classes,  (i)  those  operating  with  the  two-stroke  cycle  and  (2) 
those  operating  with  the  four-stroke  cycle.  There  have  been  soriie 
other  styles,  but  these  two  are  the  most  important,  and  nearly  all  of 
the  present-day  engines  follow  one  or  the  other  of  these  styles. 

Regarding  the  adaptability  of  the  gasoline  engine  to  various 
purposes,  it  is  useless  to  make  any  statement,  because  I  have  not 
m  mind  any  use  to  which  a  steam  engine  of  moderate  size  may  be 
put  for  which  a  gas  engine  may  not  also  be  equally  well  employed. 
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and,  indeed,  sometimes  with  considerable  advantage.  Most  of  us 
are  familiar  now  with  seeing  gasoline  engines  used  for  all  stationary 
purposes,  and  in  automobiles  and  pleasure  launches,  but  other  uses 
probably  not  so  familiar  are  powerful  harbor  tugs,  such  as  are 
used, on  the  Pacific  coast,  equipped  with  gasoline  engines;  their  use 
also  in  all  manner  of  contractors'  sets,  such  as  cement  mixers, 
hoisting  machines  and  air  compressors,  such  as  are  used  for  oper- 
ating pneumatic  tools  when  erecting  bridges,  tanks  and  other 
structural  iron  work  in  the  field.  Traction  and  threshing  engines 
are  now  operated  bv  gasoline,  and  even  the  festive  flying  machine. 
The  great  amount  of  fuel,  with  reference  to  work  done,  which  can  be 
stored  in  a  small  space  and  the  ease  with  which  the  whole  machine 
mav  he  handled  and  transported  are  some  of  the  important  con- 
siderations in  the  cases  above  named. 

It  is  true  that  at  one  time  the  gas  engine  had  an  undesirable 
reputation  as  to  reliability.  It  was  generally  thought  that  the 
engine  would  go  sometimes,  but  if  you  wanted  your  machine  or 
shop  to  run,  it  was  well  to  have  some  other  source  of  power 
available  to  take  the  place  of  the  gas  engine  when  it  had  a  "fit." 
There  may  have  been  some  ground  for  this  reputation,  but  proba- 
bly the  trouble  was  due  more  to  the  operator  than  to  the  engine. 
With  the  present  engine  this  idea  has  almost  entirely  disappeared ; 
people  are  getting  educated  to  the  use  of  the  engines ;  there  is  less 
mystery  about  them,  and  the  people  who  are  building  them  also 
understand  the  engine  better,  so  that  good  design  and  workman- 
ship have  done  much  to  improve  the  impaired  reputation. 

Indeed,  in  many  towns  gasoline  engines  are  depended  on  for 
the  water  supply,  and  are  used  as  a  reserve  in  case  of  fire,  because 
of  their  prompt  starting  qualities. 

We  have  said  that  there  are  two  general  styles  of  gas  and 
gasoline  engines,  the  two-stroke  cycle  engine  and  the  four-stroke 
cycle  or  Beau  de  Rochas  cycle,  commonly,  though  improperly, 
called  the  "Otto"  cycle  engine. 

Until  a  short  time  ago,  the  two-cycle  engine  was  used  almost 
entirely  for  small  engines  for  marine  purposes,  in  sizes  up  to  6  or 
8  horse  power  per  cylinder. 

In  the  last  few  years,  however,  a  number  of  exceptionally 
large  engines  have  been  built  to  use  blast-furnace  gas  for  fuel  and 
to  operate  .blowing  engines.  Engines  of  this  kind  have  been  built 
which  generate  2000  horse  power.  They  usually  have  two  or  four 
cylinders,  and  are  double-acting  two-cycle  engines,  yet  working 
on  a  system  somewhat  different  from  that  of  the  ordinary  two- 
cycle  engine. 
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These  engines  are  provided  with  separate  pumping  cyUnders, 
in  which  the  charge  is  previously  compressed  and  fed  to  the  large 
cylinders  at  the  proper  time  and  in  the  proper  proportions. 

We  will  confine  ourselves,  however,  to  the  type  of  two-cycle 
engines  with  which  we  are  most  familiar,  that  type  in  which  the 
charge  is  previously  compressed  in  the  crank  case. 

The  principles  of  operation  of  a  two-cycle  engine  may  be 
shown  by  reference  to  Fig.  i.     This  engine  consists  of  a  cylinder, 


Fig.  2. 


piston,  connecting  rod  and  crank  case,  with  the  necessary  passages, 
valves,  etc. 

The  various  phases  in  the  operation  of  this  cycle  take  place 
partly  on  one  side  of  the  piston  and  partly  on  the  other.  Let  us 
first  follow  through  what  happens  below  the  piston  in  the  crank 
case. 
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This  crank  case  is  made  as  nearly  air-tight  as  possible,  and 
has,  at  A,  a  check  valve  opening  inward.  Now,  with  the  piston 
at  the  bottom  of  the  stroke  and  starting  upward,  it  is  obvious  that 
the  volume  in  the  crank  case  is  increasing,  and  that  air,  or  air  and 
gasoline,  as  the  case  may  be,  will  be  drawn  in  through  the  check 
valve  to  keep  the  pressure  up  to  atmospheric,  and  that,  as  the 
piston  reaches  the  top  of  the  stroke  and  returns,  the  check  valve 
will  close  and  the  gases  which  are  contained  in  the  crank  case  will 
be  compressed,  the  amount  of  this  compression  depending  on  the 
relation  of  the  volume  of  the  crank  case  to  the  piston  displacement. 

When  the  piston  is  at  or  near  the  bottom  of  the  stroke,  a  part 
of  the  charge  of  gas  below  the  piston  is  transferred  to  the  space 
above  the  piston,  which  has  been  emptied  of  the  exhaust  gas ;  and 
on  the  next  up-stroke  this  charge  is  compressed  a  second  time  and 
to  a  much  greater  extent  than  before,  the  upward  motion  of  the 
piston  at  the  same  time  drawing  a  fresh  supply  into  the  crank 
chamber.  A  little  before  the  piston  has  reached  the  top  center, 
the  charge  is  ignited  by  means  of  an  electric  spark  or  other  means, 
and  through  this  ignition  the  heat  of  combustion  of  the  fuel  is 
liberated  and  the  gas  within  the  cylinder  is  greatly  expanded ;  or, 
if  the  expansion  cannot  take  place,  that  is,  if  the  combustion  is  at 
constant  volume,  the  pressure  is  increased. 

This  increase  of  pressure  acts  on  the  piston  and  forces  it 
down  and,  by  means  of  the  connecting  rod,  causes  the  crank  to 
revolve  and  work  to  be  done.  As  the  crank  nears  the  bottom  center, 
we  evidently  cannot  get  much  more  work  out  of  the  heated  gas, 
so  we  have  an  opening,  B,  through  the  cylinder  wall,  which  is 
uncovered  by  the  downward  motion  of  the  piston,  and  the  heated 
gases  imme(;liately  rush  out  through  this  opening,  relieving  the 
pressure  on  the  piston.  A  slightly  greater  advance  of  the  piston 
uncovers  another  port,  C,  on  the  opposite  side  of  the  cylinder, 
which  communicates  with  the  crank  case,  and  the  charge  of  fresh 
gas,  which  we  have  seen  already  compressed  at  each  descent  of  the 
piston,  rushes  into  the  space  previously  occupied  by  the  burned 
gas.  The  piston  has  a  sort  of  fence  or  deflector,  D,  immediately  in 
front  of  the  induction  port,  to  prevent  the  fresh  gas  from  rushing 
over  the  piston  and  out  of  the  exhaust  port.  Instead,  it  is  thrown 
upward  and  displaces  more  of  the  burned  gas,  and  this  part  finds 
its  way  out  of  the  exhaust,  leaving  the  space  above  the  cylinder 
filled  with  fresh  gas,  to  be  compressed  and  ignited  on  the  return 
to  the  piston.  To  what  extent  the  old  gas  is  forced  out  and  the 
new  gas  retained  depends  to  a  great  extent  on  the  design  of  the 
engine. 
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Thus  the  operation  of  the  two-cycle  engine  proceeds,  drawing 
in  its  supply  of  carburetted  air  to  the  crank  chamber,  compressing 
it  slightly,  transferring  it  to  the  upper  part  of  the  cylinder,  com- 
pressing again,  igniting,  expanding  and  exhausting. 

The  great  difference  between  this  and  the  action  of  the  four- 
cycle engine  is  that,  in  the  latter,  all  the  operations  or  phases  of 
the  cycle  take  place  on  one  side  of  the  piston  and  each  phase 
occupies  one  stroke  of  the  piston. 

Fig.  2  illustrates  a  four-cycle  engine.  Its  operation  is  as 
follows,  commencing  with  the  suction  stroke : 

Here  the  piston  is  at  the  upper  end  of  the  cylinder,  moving 
downward.  A  partial  vacuum  is  formed  in  the  cylinder,  and  air 
charged  with  gas  or  vaporized  gasoline  enters  through  valve  A. 
This  continues  till  the  end  of  the  stroke,  called  the  induction  stroke, 
when  the  valve  closes  and  the  charge  is  compressed  by  the  return 
to  the  piston.  This  is  called  the  compression  stroke.  When  the 
piston  is  about  to  pass  the  upper  center,  the  charge  is  ignited, 
the  pressure  increases  and  the  piston  is  forced  downward.  This 
stroke  is  called  the  expansion  or  power  stroke.  When  the  piston 
is  near  the  end  of  the  cylinder,  valve  B  opens  and  the  gas  rushes 
out  or  is  forced  out  on  the  back  stroke  of  the  piston,  and  this  is 
called  the  exhaust  stroke.  Thus  we  have  the  cycle  complete  in  four 
strokes  of  the  piston. 

This  type  of  engine  is  made  in  sizes  from  the  smallest  up  to 
200  to  300  horse  power,  and  is  by  far  the  best  known  and  most 
popular  type.     It   is   used   almost   entirely   in   automobiles. 

Now,  it  will  be  noticed  that,  in  each  of  these  cycles,  the  same 
things  occur :  first  suction,  then  compression,  next  explosion  and 
expansion,  and  last,  exhaust ;  the  choice  between  the  two  systems 
being  made  by  a  comparison  of  the  cheapness  and  more  constant 
torque  of  the  two-cycle  with  the  better  economy  and,  some  would 
say,  the  greater  reliability  of  the  four-cycle. 

These  cycles  may  also  be  compared  by  means  of  their  indi- 
cator diagrams,  and,  in  fact,  this  is  the  satisfactory  manner  of 
ascertaining  what  happens  in  any  engine  cylinder,  be  it  for  gas, 
steam  or  water. 

An  indicator  diagram  is  not,  as  generally  supposed,  difficult  to 
understand.  A  diagram  is  only  a  graphical  record  of  the  pressures 
within  the  cylinder  during  a  revolution  or  a  cycle,  and  as  such  it 
is  easy  to  understand.  However,  from  this  simple  record  of  pres- 
sures may  be  drawn  many  very  interesting  deductions,  which  re- 
quire a  knowledge  of  the  laws  of  the  curves  and  some  other  data. 
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In  Fig.  3  we  have  a  representative  diagram,  or  diagrams, 
from  a  two-cycle  engine.  Since  we  have  seen  that  the  cycle  is 
performed  partly  on  each  side  of  the  piston,  we  must  have  a 
diagram  from  each  side. 

The  right-hand  diagram  is  the  diagram  from  the  crank  case. 
You  will  notice  the  lower  line  is  slightly  below  and  parallel  with 
the  atmospheric  line.  This  signifies  that  it  requires  a  slight  differ- 
ence of  pressure  to  cause  the  air  from  the  atmosphere  to  flow 
into  the  crank  case,  and  at  the  end  of  the  stroke  the  crank  chamber 
is  full  of  air  at  this  pressure.  Now,  as  the  piston  returns,  this  air 
is  entrapped  and  compressed  along  the  line  i,  2  until  the  induction 
port  is  uncovered  at  2,  when  it  rushes  to  the  top  of  the  cylinder; 
and,  as  the  piston  returns,  the  air  that  is  left  in  the  crank  case 
expands  until  the  pressure  falls  enough  to  admit  fresh  air  from 
outside,  as  indicated  at  3. 


Fig.  3. 

On  the  other  side  of  the  piston  (left-hand  diagram),  after  the 
air  has  been  transferred  it  fills  the  cylinder  at  atmospheric  pressure, 
as  indicated  at  A.  As  the  piston  advances,  the  pressure  rises  higher 
and  higher,  till  the  piston  reaches  the  end  of  its  stroke  at  B,  when 
it  is  ignited,  the  pressure  increases  to  C,  and,  as  the  piston  moves 
toward  the  crank  under  the  pressure  thus  produced,  the  gas 
expands  and  loses  pressure  until  the  exhaust  port  is  uncovered  at 
D,  when  there  is  a  rapid  drop  to  the  pressure  of  the  incoming  new 
charge. 

In  the  four-cycle  diagram,  Fig.  4,  there  are  two  divisions  of 
the  card,  but  these  are  somewhat  different  from  those  in  Fig.  3. 
Starting  with  admission,  shown  on  the  diagram  at  A,  the  pressure 
is  seen  to  drop  until  it  is  sufficiently  low  to  allow  the  air  to  flow 
into  the  cylinder.  This  continues  throughout  one  stroke.  The 
admitted  air  is  then  compressed  along  the  curve  B,  C;  ignition 
occurs,  the  pressure  rises  to  D,  and  expansion  occurs  throughout 
another  stroke.  Near  the  end  of  this  stroke,  at  E,  the  exhaust 
valve   is   opened   and   the   pressure   falls   to   slightly   above   atmo- 
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Spheric.  This  pressure  indicates  the  amount  required  to  force 
the  air  through  the  exhaust  valve  into  the  atmosphere.  Then 
commences  another  suction  stroke,  and  so  on. 

In  either  engine  the  most  important  part  of  the  cycle  is,  of 
course,  the  expansion  or  explosion  stroke ;  all  else  is  supplementary 
to  this,  and  we  will  follow  this  stroke  through  more  carefully; 
but,  before  considering  it,  I  want  to  mention  a  few  of  the  accessories 
upon  which  depend  the  proper  operation  of  the  engine,  and  which 
have  not  to  do  with  the  cycle.  These  accessories  are  the  carbu- 
rettor, the  governor  and  the  ignition  device. 

The  time  at  my  disposal  will  not  permit  of  going  into  these 
details  fully  enough  to  explain  their  operation.  It  will  be  suffi- 
cient to  say  that  three  kinds  of  carburettors  are  used,  (i)  those 
which  inject  into  the  incoming  air  a  measured  amount  of  gasoline, 
(2)  those  in  which  the  air  flows  through  or  over  the  gasoline  and  is 


Fig.  4. 

thereby  charged  with  the  fuel,  and  (3)  those  in  which  the  fuel  is 
drawn  from  a  constant  level  supply  tank  by  the  suction  of  the 
incoming  air  and,  passing  through  various  wire  screens  or  other 
devices,  is  vaporized  and  mixed  with  the  air. 

The  governor  arrangement  is  made  to  act  in  one  of  three 
different  ways,  ( i )  by  missing  explosions  when  the  speed  is  above 
normal,  (2)  by  throttling  the  mixture,  and  (3)  by  changing  the 
lead  of  the  spark.  With  the  first  method  the  explosions  are  ap- 
proximately of  the  same  intensity.  In  the  second  and  third  the 
mean  effective  pressure  of  each  stroke  is  varied.  A  greater  effici- 
ency is  claimed  for  the  ''hit-and-miss"  method,  and  better  regula- 
tion for  the  throttling  method.  The  third  method  is  of  little  value, 
because  of  its  lack  of  efficiency,  and  is  very  seldom  used. 

Ignition  also  is  accomplished  by  one  of  three  methods.  The 
method  in  use  till  a  short  time  ago  was  by  means  of  a  hot  tube  in 
communication  with   the  combustion   space  of  the   engine.     This 
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gives  good  results,  but  does  not  allow  of  changing  the  lead  as 
easily  as  others.  The  make-and-break  spark  system  employs  a 
low-tension  electric  current,  and  has  given  good  results  on  constant 
speed  engines.  The  jump  spark  or  high-tension  igniter  is  used 
now  almost  to  the  exclusion  of  others  for  variable  speed  engines. 
The  first  has  been  used  in  connection  with  the  last  method  in  some 
particular  cases. 

By  using  various  combinations  of  these  methods  we  are  able 
to  get  a  considerable  number  of  different  types  of  engines.  Each 
maker  has  his  choice  among  them,  usually  determined  by  experi- 
ence and  experiment. 

There  are,  how^ever,  very  few  "different''  engines  as  regards 
the  theory  of  operation.  Once  in  a  while  someone  brings  out 
something  promising,  but  we  have  still  to  see  anything  very  dif- 
ferent from  the  four-cycle  engine. 

Returning  now  to  the  particular  part  of  the  cycle  before  men- 
tioned, we  know  that  at  the  beginning  of  the  compression  stroke 
we  have  in  our  cylinder  an  amount  of  fresh  air,  gasoline — gas 
and  burned  gas  w^hich  are  mixed  together  and  compressed  to  a 
definite  pressure  as  shown  by  the  indicator  diagram.  The  amount 
of  this  pressure  is  a  function  of  the  compression  space ;  as  the 
space  becomes  smaller  the  pressure  is  higher,  and  this  rise  of  pres- 
sure is  accompanied  by  a  corresponding  rise  of  temperature. 

Upon  the  relation  of  these  various  quantities,  viz  :  the  tempera- 
ture, the  pressure  and  the  volume  of  the  mixture  at  the  point  of 
ignition,  depends  to  a  groat  extent  the  ultimate  efficiency  of  the 
engine. 

For  any  gas  or  for  any  mixture  of  gases  there  is  a  definite 
law  which  defines  the  relation  of  temperature,  pressure  and  vol- 
ume. This  law  takes  the  form  PV  =  RT,  in  which  P  is  the 
pressure  in  pounds  per  square  foot,  V  the  volume  in  cubic  feet, 
R  a  constant  depending  on  the  nature  of  the  gas  and  T  the  tem- 
perature in  Fahrenheit  degrees  measured  from  absolute  zero  or 
461  degrees  below  the  zero  of  the  Fahrenheit  scale.  With  these 
units  the  law  states  the  relation  for  one  pound  of  the  gas. 

This  law  holds  for  any  point  in  the  cycle  of  our  gasoline 
engine,  whether  in  the  expansion  or  compression  curve.  There- 
fore, if  we  know  the  pressure,  temperature  and  volume  of  the  gas 
at  any  point,  as  at  the  beginning  of  the  compression  stroke,  we 
may  compare  these  quantities  for  any  other  point  in  the  cycle  from 
the  data  derived  from  an  ordinary  indicator  diagram. 

On  the  other  hand,  we  are  able  to  lay  out  approximately  the 
curves   of   compression   and   expansion   as   we  will   find  them,   if 
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we  know  the  relative  volumes  and  properties  of  the  gases.  Thus, 
if  we  start  with  the  commencement  of  the  compression  stroke,  a 
place  for  which  we  may  know  the  temperature,  pressure  and  volume, 
and  from  this  point  compress  the  gases  wnthin  the  cylinder  in 
such  a  way  that  the  water  jacket  is  enabled  to  carry  away  the 
excess  of  heat  caused  by  the  compression,  so  that  the  temperature 
may  remain  constant,  our  relation  PV  ^  RT  still  holds ;  but,  since 
R  is  a  constant,  and  since,  in  this  case,  T  is  a  constant  also,  our 
relation  may  be  stated  PV  =  C,  and  this  is  known  as  the  isothermal 
expansion  (or  compression)  curve. 

If,  however,  there  is  no  transfer  of  heat  to  the  cylinder  walls, 
so  that,  at  the  end  of  the  stroke,  the  gas  contains  all  of  the  original 
heat  plus  the  amount  added  by  the  work  of  compression,  the 
compression  (or  expansion)  is  said  to  be  adiabatic,  and  the  same 
law,  connecting  pressure,  volume  and  temperature,  obtains.  This 
law  may  be  altered  in  form  to  correspond  with  the  isothermal  law 
stated  above,  and  when  so  altered  takes  the  form  PV^-^^  =:  C. 


s.      30 


\ 

\ 

\ 

\a 

X 

^,, 

^^^ 



Volume  in  cubic  feet 

Fig.  s. 

For  the  sake  of  comparison,  these  curves  are  shown  in  Fig.  5. 
The  adiabatic  is  much  steeper  than  the  isothermal,  as  is  clearly 
shown  by  the  equation. 

In  practice,  however,  we  have  neither  one  of  the  foregoing 
conditions.  There  is  some  interchange  of  heat  to  and  from  the 
cylinder  walls;  not  enough  to  make  the  operation  isothermal  and 
still  enough  to  prevent  it  from  being  purely  adiabatic.  So  the 
actual  compression  and  expansion  curves  lie  between  these  two 
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extremes,  the  effect  on  the  equation  being  to  lower  the  exponent 
from  1. 41  to  about  1.3.  Hence  a  fair  idea  of  the  relation  and 
volume  may  be  had  from  the  equation  PV^-3  =  C. 

With  this  relation  we  may  compute  the  required  clearance 
for  a  desired  pressure  of  comparison;  or,  with  a  given  clearance, 
we  may  compute  the  probable  pressure  of  compression. 

What  we  have  said  concerning  the  laws  of  compression  is  true 
for  any  mixture  of  gasoline — gas  and  air ;  but  we  know  that  any 
mixture,  at  random,  will  not  give  us  the  results  we  wish.  If 
the  proportions  of  gas  and  air  are  correct,  or  within  certain  limita- 
tions, the  combustion  will  be  complete,  but,  if  the  fuel  is  in  excess, 
there  will  be  some  unburned  products  in  the  exhaust,  and  the 
explosion  will  not  be  so  energetic ;  while,  if  the  air  is  in  excess,  the 
charge  will  give  a  weak  explosion.  In  fact,  it  is  possible  to  have 
the  gas  either  so  weak  or  so  strong  that  it  will  not  explode  at  all, 
and  these  limits  are  not  so  very  far  removed  from  those  proportions 
which  are  just  right. 

Knowing,  then,  the  amount  of  fuel  used  per  explosion,  and 
assuming  that  the  combustion  has  been  complete,  we  are  able  to 
compute  the  exact  number  of  B.  T.  U.  liberated  per  cycle. 

At  the  moment  of  explosion  there  is  a  marked  transformation 
taking  place  in  the  nature  of  the  gas  within  the  cylinder,  and  that 
amount  of  mixture  of  burned  gas,  gasoline  gas  and  fresh  air 
which  existed  just  before  ignition  is  changed  to  a  mixture  of 
nitrogen,  carbon  dioxide  and  steam  or  water  vapor  ;  and  the  proper- 
ties of  this  gas  are  somewhat  dift'erent  from  what  they  were  before. 
Also,  there  has  been  liberated  a  definite  number  of  B.  T.  U.  as 
a  consequence  of  this  combustion  or  change,  and  the  eff'ect  of  this 
liberation  of  heat  units  is  to  raise  the  temperature  of  the  burned 
gas.     All  of  this  happens  in  an  extremely  short  space  of  time. 

This  burning  takes  place  at  constant  volume,  and,  as  the  gases 
have  a  definite  specific  heat,  the  same  as  water  or  any  other  sub- 
stance, if  there  were  no  outside  influence  to  add  or  extract  heat 
the  rise  in  temperature  might  be  computed,  and  this  rise  in  tempera- 
ture would  have  its  proportional  rise  of  pressure,  by  virtue  of  which 
the  piston  would  be  pushed  forward  and  work  done. 

As  the  piston  proceeds  the  pressure  must  fall,  because  of  the 
increasing  volume.  In  fact,  conditions  are  the  very  opposite  of 
those  which  obtained  during  the  compression,  and  we  have  the 
same  law  applying.  By  means  of  our  adiabatic  equation  we  could 
compute,  with  a  fair  degree  of  accuracy,  the  path  of  the  pressure 
as  it  would  be  shown  on  the  indicator  diagram  if  there  was  no 
cooling  effect  of  the  cylinder  walls. 
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Provided  this  condition  did  obtain,  that  no  heat  were  lost  out- 
side of  the  cylinder,  if  we  computed  the  heat  units  existing  in  the 
gas  at  the  end  of  the  stroke,  we  would  find  that  we  had  as  many  as 
at  the  beginning,  less  that  number  which  has  been  transformed  into 
work  by  moving  ahead  the  piston.  This  is  another  statement  of 
the  law  of  adiabatic  expansion,  already  mentioned. 

There  are,  however,  some  conditions  which  interfere  with  this 
result.  The  exceedingly  high  temperature  of  the  burned  gas  affects 
the  cylinder  walls  to  such  an  extent  that  it  is  'necessary  to  have 
a  water  jacket  surrounding  them  in  order  to  keep  the  w^alls  cool 
enough  to  hold  the  lubricant.  The  water  flowing  through  this 
jacket  is  continually  absorbing  heat  from  the  walls,  and  the  walls 
are  absorbing  just  as  much  from  the  gases.  So,  as  the  cycle  pro- 
ceeds, we  see  our  liberated  heat  units  becoming  dissipated.  Part 
are  transformed  into  work  by  virtue  of  the  moving  piston,  and 
part  are  being  absorbed  by  the  water  jacket. 

The  eft'ect  of  the  water  jacket  is  to  lower  the  expansion  line 
of  the  diagram.  The  cooleir  the  jacket,  the  lower  the  line  and  the 
less  the  mean  effective  pressure.  But  there  is  another  and  more 
marked  effect  of  the  water  jacket,  and  this  takes  place  during  com- 
bustion, cutting  the  top  entirely  off  of  the  diagram,  and  giving  us 
a  lower  maximum  explosion  pressure  than  would  have  been  com- 
puted according  to  the  laws  mentioned,  so  that  the  expansion  curve 
is  more  nearly  horizontal  than  the  theoretical,  instead  of  being  more 
nearly  vertical,  as  would  be  expected.  The  reason  for  this  is  that 
the  entire  curve  lies  inside  of  the  theoretical  curve,  and  the  mean 
effective  pressure  is,  of  course,  much  less  for  any  definite  explosive 
mixture. 

The  relation  between  the  pressure  of  compression  and  the 
maximum  explosion  pressure  therefore  depends  to  some  extent 
on  the  temperature  of  the  water  jacket,  and  much  experimental 
work  has  been  done  in  order  to  formulate  a  rule  by  which  this 
relation  could  be  stated  for  practical  purposes,  so  that  curves  are 
now  available  by  means  of  which  we  may  determine  approximately 
the  pressure  of  explosion  which  we  may  expect  from  a  given 
pressure  of  compression. 

While  engaged  in  the  mechanical  engineering  laboratory  of 
the  University  of  Illinois  the  writer  was  interested  in  studying  the 
distribution  of  heat  and  the  range  of  temperature  in  a  gasoline 
engine,  and  made  a.series  of  very  careful  tests  for  the  purpose  of 
determining  just  what  happened. 

These  tests  were  made  on  a  lo  horse-power  "Otto"  gasoline 
engine  and  were  of  about  20  minutes'  duration,  and  all  quantities 
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which  in  any  way  affected  the  results  were  directly  measured. 
These  quantities  included  weight  of  air,  weight  of  gasoline,  heat 
given  off  to  water  jacket,  heat  given  off  to  exhaust,  brake  horse 
power,  indicated  horse  power,  etc.  Samples  of  gasoline  and  burned 
gas  were  analysed  and  all  precautions  were  used  to  insure  accurate 
results. 

Space  will  not  permit  of  the  details  of  methods  or  computations 
in  regard  to  these  tests,  but  the  data  and  results  have  been  added  in 
tabular  form,  as  it  is  thought  they  may  be  useful  for  reference  or 
comparison. 

TEST   OF    lO   HORSE-POWER   OTTO   ENGINE. 

Engine  cylinder  sH  inches  diameter,  12^  inches  stroke. 
Clearance  107  cubic  inches. 
Duration  of  tests  22j4   minutes. 
Brake  load  8.988  horse  power. 
Revolutions  per  minute  299.6. 
Total  number  of  explosions  3332. 
Weight  of  gasoline  used  2.43  pounds. 
'  Weight  of  air  used  42.67  pounds. 
Weight  of  jacket  water  361  pounds. 
Rise  of  temperature  of  jacket  water  47.4  degrees  F. 
Weight  of  exhaust  cooling  water  382  pounds. 
Rise  of  temperature  of  exhaust  cooling  water  37  degrees  F. 
Indicated  horse  power  10.75. 
Friction  horse  power  1.762. 

From  these  data  there  was  a  heat  balance  made  out  for  the 
engine,  charging  it  with  the  amount  of  heat  delivered  to  it  in  the 
form  of  gasoline,  and  crediting  the  various  amounts  of  heat  as 
determined  by  the  tests. 

HEAT    BALANCE    OF    ID    HORSE-POWER    OTTO    GASOLINE    ENGINE. 

Dr.  Cr. 

2.43  pounds  gasoline  at  18,281  B.  T.  U. 44,423  

9.988  B.  H.  P.  for  22^  minutes 8,483 

1.762  F.  H.  P.  for  22^4  minutes   1,663 

361  pounds  jacket  water  at  47.4  degrees I7JII 

382  pounds  exhaust  cooling  water  at  37  degrees 14 J 34 

Heat  rejected  in  exhaust  gas 37^ 


Total  heat  directly  measured 
Radiation  and  other  losses 


41,762 
2,661 


44,423  44,423 

In  percentages  of  the  total  heat  supplied  this  balance  would 
stand  as  follows : 

Percent.  Percent. 

Total  heat  supplied  to  engine  100  

Brake  horse  power    19.10 

Friction  horse  power 3.70 
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Jacket  water 38.50 

Exhaust  ! 32.70 

Radiation    6.00 

100  100.00 

The  thermal  efficiency  of  the  engine  is  the  stim  of  the  first  and 
second  entries  in  the  foregoing  table,  or  22.8  per  cent. 

The  temperatures  at  various  parts  of  the  cycle,  as  obtained 
by  direct  computation,  are  as  follows :  At  explosion,  2800°  F. ;  at 
release,  2040°  F. ;  exhaust  at  atmospheric  pressure,  1006°  F.,  and 
at  compression,  490°  F. 
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THE  METRIC  SYSTEM. 


By  C.  H.  Tutton,  Member  Engineers'  Society  of  Western  New  York. 


[Read  before  the  annual  meeting  of  the  Engineers'  Society  of  Western  New 
York,  December  2,  1902.*] 

The  following  is  a  copy  of  a  circular  sent  out  by  our  retiring 
President :  

There  is  a  Bill,  viz.,  H,  R.  123,  now  on  the  Calendar  of  the 
House  of  Representatives  of  the  Congress  of  the  United  States, 
entitled : 

''A  bill  to  adopt  the  weights  and  measures  of  the  metric  system 
as  the  standard  weights  and  measures  in  the  United  States." 

"Be  it  enacted  by  the  Senate  and  House  of  Representatives  of 
the  United  States  of  America  in  Congress  assembled,  that  on  and 
after  the  first  day  of  January,  nineteen  hundred  and  four,  all  the 
Departments  of  the  Government  of  the  United  States,  in  the  trans- 
action of  all  business  requiring  the  use  of  weight  and  measurement, 
except  in  completing. the  survey  of  public  lands,  shall  employ  and 
use  only  the  weights  and  measures  of  the  metric  system ;  and  on 
and  after  the  first  day  of  January,  nineteen  hundred  and  seven,  the 
weights  and  measures  of  the  metric  system  shall  be  the  legal  stand- 
ard weights  and  measures  of  and  in  the  United  States." 

This  bill  has  been  reported  favorably  by  the.  Committee  on 
Coinage,  Weights  and  Measures,  and  it  is  said  that  its  friends  in- 
tend to  urge  its  passage  at  the  coming  session  of  Congress. 

The  members  of  Congress  from  Western  New  York  have 
signified  a  desire  to  learn  the  opinions  of  engineers  and  other  "prac- 
tical men"  about  the  desirability  of  the  passage  of  this  bill  in  its 
present  form  at  the  present  time. 

The  matter  was  brought  to  the  attention  of  the  Society  last 
spring,  and  again  at  the  October  and  November  meetings.  At  the 
latter  it  was  referred  to  the  members  attending  the  annual  meeting, 
and  the  Secretary  was  directed  to  bring  it  to  the  attention  of  each 
person  connected  with  our  Society,  so  that  they  could  come  to  the 
annual  meeting  prepared  to  express  their  opinions. 

It  will  be  noted,  by  reading  the  bill,  that  it  is  intended  to 
change  the  entire  system  of  weights  and  measures  of  the  United 
States — a  compulsory  measure  making  the  metric  system  the  only 
legal  standard  of  the  country  on  and  after  January  i,  1907 — a 
change  affecting  every  man,  woman  and  child  much  more  than  any 
tariff,  and. they  intend  to  do  this  without  any  notification  whatever 
to  the  people  of  the  United  States,  or  discussion  by  them. 

^Manuscript  received  January  15,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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We  hope  that  you  will  be  prepared  to  express  your  opuiion  on 
this  matter  at  the  annual  meeting. 

W.  A.  Haven,  President. 


The  foregoing  circular  explains  the  appearance  of  this  paper. 
The  support  of  the  House  Committee  seems  to  have  been  obtained 
by  misrepresentation  and  misstatement  of  facts  on  the  part  of  the 
adherents  of  the  bill,  for  the  true  issue  involved  is  not  academic. 

The  Western  Society  of  Engineers  of  Chicago  recently  had  a 
discussion  upon  this  subject  and  sent  out  421  letter  ballots.  153 
replies  were  received,  showing  130  votes  for  and  23  against  the 
system. 

The  Committee  of  the  Franklin  Institute  has  also  reported  in 
its  favor. 

What  is  known  as  the  metric  system  has  been  defined  as  "the 
national  characteristic  of  the  only  nationality  that  ever  officially 
denied  the  Divine  existence."  It  was  born  amid  the  riot  and  dis- 
order of  the  French  revolution  in  1795,  coincident  with  the  attempt 
to  abolish  the  Christian  religion  by  legislation,  and  made  compul- 
sory by  the  same  means  at  the  same  time.  Notwithstanding  this, 
it  w^as  not  until  1840  that  it  could  be  said  in  any  sense  that  it  was 
adopted,  and  to-day,  on  the  eve  of  1902,  the  old  French  inch 
(systeme  ancien)  is  still  in  legal  use  in  France. 

The  length  of  the  meter,  owing  to  error  in  the  determination 
of  the  meridional  arc,  is  arbitrary,  and  the  accurate  length  of  the 
bar  representing  it  had  not  been  determined,  according  to  various 
authorities,  until  about  1889. 

We  have  the  determinations  of  Kater,  Hassler,  Bailey,  Com- 
stock,  Rogers  and  Clarke  (the  determination  of  Clarke  being  used 
by  the  United  States  Coast  and  Geodetic  survey),  the  so-called 
Committee  Meter,  and  last,  but  not  least,  we  have  the  United  States 
law,  which  establishes  its  length  as  something  which  agrees  with 
none  of  them. 

At  the  annual  meeting  of  the  American  Society  of  Mechanical 
Engineers,  now  being  held  in  New  York  city,  Mr.  F.  A.  Halsey, 
Associate  Editor  of  the  American  Machinist,  will  present  a  paper 
on  this  subject,  from  an  advance  copy  of  which  free  extracts  will 
be  made  in  the  following.  Detailed  facts,  figures  and  references  will 
be  found  in  his  paper,  which  will  more  than  repay  perusal. 

If  legislation,  compulsory  though  it  be,  meant  adoption,  which 
the  advocates  of  the  system  assume,  they  might  have  some  ground 
for  argument.    As  facts,  w^e  find : 

13 
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That  to-day,  after  28  years  of  compulsory  legislation,  enforced 
by  fines,  the  old  German  units  persist  in  that  country  in  all  textile 
industries,  and  in  very  many  mechanical  industries,  and  the  English 
system  of  pitch  threads  is  universal.  The  carpenters  and  other 
building  mechanics  nearly  universally  use  the  old  Rhenish  inch 
(1.0297  English  inches),  and  rules  graduated  in  Rhenish  and  Eng- 
lish, and  sometimes  French  inches  are  purchasable  in  every  hard- 
ware store  in  Germany, 

That  to-day,  after  107  years  of  compulsory  legislation,  the  old 
French  pouce  or  inch  (1.06576  English  inches)  is  the  standard 
in  F'rance  in  all  textile  industries,  national  pride  and  despotic  gov- 
ernnient  combined  not  having  succeeded  in  eradicating  it,  and  the 
same  condition  of  affairs  obtains  in  Italy,  in  Switzerland  and  in 
Austria. 

And  to-day,  after  18  years  of  compulsory  legislation,  it  is  the 
common  practice  in  ]\Iexico  to  use  American  measurements  for  all 
railroad  machinery,  while  in  South  or  Spanish  America,  nearly 
every  country  of  which  is  nominally  metric,  their  old  measures  are 
still  in  common  use.  A  list  of  47  of  these  measures  may  be  found 
in  the  monthly  bulletin  of  the  International  Bureau  of  American 
Republics,  issued  at  Washington,  D.  C.,  for  October,  1902,  and 
also  in  many  of  the  consular  reports. 

Every  country  in  the  world,  without  any  exception  whatever, 
still  measures  gems  by  the  carat. 

As  to  argument  on  foreign  trade,  the  National  Machine  Tool 
Builders'  Association  condemned  the  measure  at  their  Cleveland 
convention,  October,  1902,  for  reasons  wdiich  may  be  found  in 
their  proceedings  and  in  Mr.  Halsey's  paper. 

Mr.  Andrew  Carnegie,  in  his  inaugural  address  as  rector  of 
St.  Andrew's  University  in  Scotland,  said: 

'America  now  makes  more  steel  than  all  the  rest  of  the  world. 
In  iron  and  coal  her  production  is  greatest,  and  it  is  also  so  in 
textiles.  She  produces  three-quarters  of  the  world's  cotton.  The 
value  of  her  manufactures  is  about  triple  that  of  your  own.  Her 
-exports  are  greater,  and  the  clearing  house  exchanges  at  New  York 
are  almost  double  those  of  London." 

To  what  do  we  owe  our  national  supremacy?  The  question 
being  asked  of  Queen  Victoria,  relative  to  that  of  England,  she 
handed  the  questioner  a  Bible. 

Every  coin  of  our  nation  bears  the  motto  'Tn  God  we  Trust." 
Many  weigh  the  name  on  scales  that  deny  Him,  but  we  further  pro- 
pose to  perpetuate  what  we  owe  to  Christianity,  by  adopting  for 
a  national  standard  of  weights  and  measures,  which  will  be  carried 
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into  the  daily  life  of  each  individual  of  our  nation,  ''the  national 
characteristic  of  the  only  nationality  that  ever  officially  denied  the 
Divine  existence."  Shall  the  mountain  go  to  Mohammed  at  last? 
I  apologize  to  one  of  our  members  present  for  stealing  a  little  of 
his  thunder,  but  cannot  here  refrain  from  asking.  What  has  pos- 
terity done  for  us  that  we  should  do  this  for  posterity? 

In  the  report  of  the  Committee  on  Coinage,  Weights  and 
Measures  of  the  House  of  Representatives  occurs  the  following: 

''The  practical  applications  of  scientific  work  have  in  many 
cases  been  seriously  handicapped  or  retarded,  owing  to  the  neces- 
sity of  converting  formulae  derived  in  the  metric  system  to  equiv- 
alent formulae  in  the  common  system." 

Are  we  to  suppose,  then,  that  the  reverse  process  is  easier? 
Is  it  so  much  simpler  to  transform  the  thousands  of  existing  English 
formulae  to  metric  measures  that  this  change  is  desirable  ?  Do  men 
of  the  caliber  implied  by  this  reason  call  themselves  scientists?  Is 
it  a  fact  that  our  scientists,  and  those  capable  of  applying  science, 
are  so  highly  educated  that  they  are  unable  to  transform  a  formula, 
and  would  sooner  sacrifice  our  industrial  welfare  than  attempt  it? 
If  so,  if  scientists  are  unable  to  cope  with  the  metric  system,  what 
about  the  millions  of  our  everyday  people  who  do  not  profess  to 
be  such? 

Again,  the  report  of  the  committee  says:  "It  should  be  em- 
phasized that  this  measure  in  no  way  contemplates  any  change  in 
any  existing  technical  standards,  such  as  screw-threads,  wire 
gauges,  lumber  measures  and  numerous  others,  except  as  manu-" 
facturers  and  other  interests  find  it  to  their  own  interest  to  make 
the  change." 

This  is  a  plain  misrepresentation  of  facts,  for  the  law  does  not 
read  that  way.  "Shall"  does  not  imply  permissiveness,  but  if  it  be 
susceptible  of  such  interpretation,  it  is  the  worst  piece  of  legislation 
that  ever  appeared  upon  our  country's  statute  books.  It  adds  a 
new,  without  wiping  out  the  old  system,  and  the  people  at  large 
must  necessarily  bear  the  burden,  pay  for  the  change,  and  then — 
learn  both  systems.  To-day  the  double  system  is  used  by  com- 
paratively few,  and  these  few  presumably  able  to  cope  with  it; 
then,  the  double  system  will  be  general  and  all  must  learn  it.  To 
build  a  house  we  must  measure  the  area  of  its  floors  in  the  metric 
system,  and  lay  them  with  boards  cut  on  the  English  system ;  must 
describe  our  door  hinges  by  metric  measures  and  buy  screws  to  fasten 
them  on  with  by  English  measures  and  so  on  through  the  list. 
And  such  a  svstem  is  recommended  for  its  simplicity. 
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If,  by  the  terms  of  this  bill,  the  Government  is  to  use  this 
system  in  all  its  transactions,  and  if  the  above  report  by  the  House 
Committee  be  construed  as  an  interpretation  of  the  law,  the  Gov- 
ernment will  go  without  many  kinds  of  machinery  altogether. 

Again,  the  exception  made  by  the  bill  relative  to  surveys  of 
the  United  States  public  lands  perpetuates  our  present  system,  while 
in  the  very  same  breath  no  action  in  law  can  be  maintained  except 
in  measures  based  on  the  metric  one. 

Mr.  Halsey  says,  "AH  knowledge  is  comparative,  and  com- 
parison is  impossible  except  through  the  use  of  weights  and 
measures.'' 

In  a  letter  of  the  Brown  &  Sharpe  Manufacturing  Company  to 
the  House  Committee,  its  writer  says,  "The  question  of  weights 
deals  rather  with  the  future,  but  .  .  .  linear  measures  are 
tied  irrevocably  to  the  past." 

This  should  be  emblazoned  upon  the  walls  of  the  halls  of  Con- 
gress and  upon  those  of  the  rooms  of  its  committee.  Suppose  it 
is  true  that  the  benefit  and  ease  of  calculation,  arising  from  the  use 
of  the  decimal  system,  be  almost  limitless  in  extent,  as  claimed 
by  many  calling  themselves  scientists,  it  still  remains  that  every 
experiment  that  ever  has  been  made,  every  result  that  ever  has 
been  obtained,  stands  to-day  in  the  original  measures ;  they  are 
tied  irrevocably  to  the  past.  If  the  couple  of  dozen,  or  couple 
of  hundred  even,  of  scientists  in  Buffalo,  for"  example,  are  too 
indolent  to  transform  to  the  present  system  the  few  experiments 
in  foreign  measures  which  they — and  in  all  probability  they  alone — 
desire  to  use,  is  that  any  reason  why  the  remaining  400,000  people 
here  should  be  compelled  to  change  their  whole  system  of  education, 
almost  their  being,  in  order  to  set  a  premium  on — well,  it  is  nothing 
but  laziness  and  may  as  well  be  called  by  that  name. 

Suppose  that  the  labors  of  engineers  and  scientists  generally 
were  lightened  by  the  use  of  this  system,  what  would  it  amount  to  ? 
What  is  their  proportion  to  the  public  at  large,  and  why  should  the 
labor  of  a  few  men  here  and  there  be  lessened  at  the  expense  of 
tearing  up  by  the  roots  the  most  fundamental  feature  of  our  com- 
mercial and  industrial  life?  Were  all  the  scientists  and  engineers 
of  the  world  brought  together,  it  is  doubtful  whether  they  would 
make  a  city  as  large  as  Buffalo.  Is  it  another  case  of  infant  in- 
dustries, or,  to  vary  the  quotation  used  a  short  time  ago,  "Shall  the 
mountain  go  to  Mohammed  at  last?" 

Physicians  use  the  metric  system,  claiming  simplicity,  but 
they  constantly  study  to  mystify  the  people  by  calling  common  salt 
sodium  chloride  or  natrium  chloride,  define  water  as  aqua  pura  or 


THE  METRIC  SYSTEM.  8i 

aqua  distillata,  etc.,  and  should  this  system  of  weights  and  measures 
become  general  they  would  undoubtedly  seek  another,  or  their  day 
of  mystification  would  soon  pass. 

It  is  said  that  the  naval  architect  desires  the  metric  system 
because  of  the  ease  of  transforming  water  displacement  to  kilo- 
grams, but  unfortunately  the  naval  architect  deals  principally  with 
salt  water.  If  the  creator  w^ould  kindly  reconstruct  the  earth  and 
fill  the  seas  with  distilled  water,  such  argument  might  apply  to 
his  case. 

The  electrician  desires  it  (and,  by  the  way,  the  21  letters  from 
''large  manufacturing  firms,  particularly  manufacturers  of  machin- 
ery" that  were  sent  to  the  House  Committee  were  almost  wholly 
from  electrical  concerns)  that  he  may  express  i  foot  pound,  that 
is,  the  energy  required  to  raise  i  pound  i  foot  high,  by  its  much 
simpler  metric  equivalent  of  13,562,600  ergs,  a  quantity  in  either 
limit  beyond  the  comprehension  of  any  created  being,  but  they  have 
shown  such  versatility  and  originality  in  their  choice  of  units  (and 
physicists,  whose  sole  object  appears  to  be  mystification,  might  here 
be  included),  such  as  Radians,  Dynes,  Ergs,  Ohms,  Mhos,  Volts, 
Farads,  Joules,  Watts,  Henrys,  Gilberts,  Gausses,  Maxwells,  Oer- 
steds, etc.,  such  extreme  readiness  to  assimilate  the  nature  of  a 
force  to  its  descriptive  name,  that  it  is  scarcely  to  be  wondered  at 
that  they  prefer,  for  a  unit  of  measurement,  something  practically 
without  a  home  and  without  a  meaning.  Electrical  equivalents 
and  formulae  are  among  the  infant  industries  that  desire  protection 
at  other  people's  expense.  Is  it  advisable  to  go  to  the  necessary 
expense  for  the  benefit  of  the  electrical  engineers  ? 

As  to  units  of  weight,  which  depend  on  the  force  of  gravity, 
the  result  of  the  change  will  be  (scientifically)  to  change  from  one 
interminable  decimal  to  another.  There  is  no  unit  of  more  uni- 
versal application  than  that  of  gravity,  and  it  is  no  easier  for 
scientists  to  use  9.8026  meter  than  32.161  feet,  which,  in  our  latitude, 
express  that  force  to  the  same  degree  of  accuracy.  The  accepted 
values  of  the  dyne  and  erg  are  approximately  correct  at  sea  level 
in  latitude  45  degrees,  but  nowhere  else,  and  if  the  change  is  de- 
manded in  weights  for  scientific  purposes — that  is,  for  rigid 
accuracy — it  is  up  to  science  to  prove  w^hy  one  of  the  above  values 
is  simpler  than  the  other.  The  force  of  gravity  defies  any  system 
of  division  and  laughs  at  legislation. 

The  indications  are  that  the  American  Society  of  Mechanical 
Engineers  will  be  overwhelmingly  against  the  measure,  and  the 
statement  made  before  the  House  Committee  that  the  American 
Society   of   Civil   Engineers   favored   it   is    untrue.      Our   retiring 
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President  holds  a  letter  from  the  Secretary  of  that  Society,  dated 
November  19,  1902,  in  which  it  is  stated  that  the  Society  has  never 
voted  upon  it. 

What  does  the  civil  engineer  gain  by  it  ? 

True,  he  does  some  work  where  each  piece  is  complete  and 
finished  in  itself,  and  his  unit  of  measurement  is  comparatively  un- 
important, therefore  standing  on  a  different  basis  from  the  mechani- 
cal engineer,  a  large  majority  of  whose  constructions  are  subject 
either  to  constant  repair  or  interchange  of  parts,  yet,  so  long  as  any 
existing  structure  remains,  so  long  will  the  measures  in  which  It 
was  built  remain.     Measures  are  tied  irrevocably  to  the  past. 

St.  Louis  measures  its  land  to-day  by  the  arpent  used  by  the 
original  French  settlers.  Philadelphia  still  has  its  chain  of  100  feet 
3  inches.  Texas  has  its  vara  (and  there  are  a  great  many  varas  in 
existence)  and  no  amount  of  legislation  can  or  will  change  the 
measure  that  is  of  the  past. 

The  exemption  of  the  United  States  public  lands  from  the 
operation  of  this  law  recognizes  this  fact,  but  in  order  to  testify  in 
court,  will  not  their  J  sections  of  160  acres  each  have  to  be  referred 
to  as  measuring  0.804657  kilometer  on  a  side,  and  having  an  area 
of  64.7474  hectares? 

Take  our  drawings.  We  must  choose  some  scale.  Will  it  be 
more  convenient  to  record  i  inch  as  0.0254  meter,  or  to  record 
10  feet  as  3047.945  milimeters?  Where  will  be  the  room  for  the 
drawing  when  the  dimensions  are  put  on? 

Take  a  homely  little  problem  in  city  surveying.  Suppose  a  lot 
30  X  120  feet,  on  a  street  66  feet  wide,  and  suppose  a  sidewalk  4  feet 
wide,  and  a  paved  width  of  32  feet.  Now,  shall  the  street  be  re- 
corded as  having  a  width  (Kater's  meter)  of  20.1164  meters,  or 
201.164  decimeters,  or  2011.64  centimeters,  or  201 16.4  millimeters? 
Not  one  of  us  could  form  a  conception  of  the  width  from  the  latter 
figures.  But  it  may  be  said  that  it  will  be  very  simple  to  alter 
that  street  width  to  20  meters.  Such  alteration,  however,  would 
only  involve  the  transference  of  a  strip  of  land  5.82  centimeters 
wide  by  9143.835  millimeters  long  to  every  owner  of  a  30-foot  lot, 
and  his  30  x  120- foot  lot  would  become  36.6335  meters  deep  by 
9143835  decimeters  wide,  with  a  legal  walk  12 19. 18  millimeters 
wide  in  front  of  it,  and  he  would  be  assessed  for  paving  not  30  x  16 
feet,  but  9.1438  x  4.8767  square  meters.  This  may  look  absurd, 
but  remember — linear  measures  are  tied  irrevocably  to  the  past, 
and  a  hundred  years  from  now  the  purchaser  of  such  a  lot  can 
demand  the  amount  of  land  represented  by  30  x  120  English  feet 
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of  the  year  1902 — and  obtain  it,  and  posterity  must  know  what  that 
measure  was. 

The  most  difficult  part  of  mathematics  for  students  to  grasp 
is  decimals,  and  wherever  possible  they  are  avoided  by  business 
men ;  and,  educated  gentlemen  though  you  are,  it  would  be  per- 
fectly safe  to  assert  that  there  is  not  one  of  you  who  could  not 
easily  be  made  to  stumble  over  this  mode  of  calculation. 

Looking  over  the  metric  system  you  will  perhaps  be  surprised 
to  find  that  it  is  not  so  simply  decimal  after  all. 

The  unit  of  length  is  a  meter  (39.37  inches  by  law). 

The  unit  of  solid  measure  is  a  stere  and  is  i  cubic  meter  (35.317 
cubic  feet). 

The  unit  of  square  measure  is  the  are,  but  it  is  not  one,  but  10 
meters  square  (1076.4+  square  feet). 

The  unit  of  weight  is  the  gram  (0.0022  pound  avoirdupois), 
but  it  is  not  i  cubic  meter,  but  i  cubic  centimeter;  and  the  deka- 
gram, or  ten  grams,  is  not  i  cubic  decimeter,  although  it  is  10  cubic 
centimeters,  the  cubic  decimeter  being  equal  to  1000  grams,  or  I 
kilogram. 

The  unit  of  dry  and  fluid  measure  is  the  liter  (0.0353  cubic 
foot),  but  it  is  neither  i  cubic  meter,  like  the  unit  of  solid  measure, 
nor  10  cubic  meters,  like  the  unit  of  square  measure,  nor  i  cubic 
centimeter,  like  the  unit  of  weight,  but  is  one  cubic  decimeter. 

In  fact,  the  bases  of  the  different  weights  and  measures  are  as 
variable  as  our  own,  and  the  claimed  facility  for  theoretical  trans- 
formations will  vanish  like  the  dew  of  the  morning  when  brought 
before  the  light  of  day. 

The  writer  has  transformed  a  great  many  formulae  from  one 
system  of  measures  to  another  and  knows  whereof  he  speaks. 

The  House  Committee  report  also  states  that  the  Department 
of  Education  estimates  two-thirds  of  a  year  saved  in  the  life  of 
every  child  by  the  use  of  the  metric  arithmetic.  On  the  contrary, 
it  would  add  that  much  more  study,  because  measures  are  tied 
irrevocably  to  the  past. 

We  may  also  ask,  from  this  standpoint,  How  long  will  it  take 
and  what  will  be  the  expense  incurred,  to  rewrite  and  reprint  all 
of  our  existing  text-books,  histories,  encyclopedias,  records,  etc., 
that  we  may  save  the  two-thirds  of  a  year  in  the  life  of  every  child 
as  above  stated,  in  order  that  they  may  not  be  able  to  read  the  his- 
tory of  their  native  country  ? 

To  what  use  are  our  public  libraries  doomed? 

Finally,  none  of  you  are  school  children,  but  kindly  listen  to 
the  followinsf  short  table  in  the  smallest  French  unit,  in  which  the 
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decimals  are  not  carried  beyond  the  accuracy  now  obtainable  in 

mechanical  work. 

^  inch  =    6.3499  m-  m-  i34  inches  =  31-7497  m-  ni. 

y2     "     =12.6999    "  114       "  .  =38.0996     *' 

M    "    =19.0498    "  iH     "    =444496    " 

I       "     =25.3998     "  2  "      =50.7995     " 

Now,  linear  measures  being  tied  irrevocably  to  the  past,  who 
of  you  can  tell  me  how  many  meters  are  represented  by  i^  inches? 
You  have  just  heard  the  answer. 

DISCUSSION. 

The  President. — The  newly  elected  Director,  Mr.  S.  M.  Kiel- 
land,  will  now  make  some  remarks  about  the  state  of  the  metric 
system  in  Germany. 

Mr.  Kielland. — We  know  that  Germany  is  a  very  disciplinary 
country;  that  is,  they  introduce  a  measure  and  carry  it  through  by 
government  order — soldiers.  Still,  within  the  last  month,  there 
has  been  introduced  in  the  German  Reichstag  a  motion  to  legalize 
the  use  of  the  J  pound  and  i  pound  as  part  of  the  national  system 
of  weights,  it  having  been  found  impossible  to  familiarize  the  com- 
mon people  with  the  use  of  that  kind  of  unit  unless  divided  into 
halves  and  quarters. 

As  Mr.  Tutton  said,  measures  and  weights  are  not  especially 
for  scientific  people,  they  are  not  for  that  part  of  the  world  which 
may  be  possibly  represented  only  by  the  people  of  Buffalo,  but  they 
are  for  the  multitudes,  for  the  common  people ;  and  it  seems  to 
me  that  these  people  should  be  considered  when  such  a  measure  as 
this  is  taken  up.  It  is  not  alone  for  us  who  have  been  trained, 
who  are  able  to  transfer  from  one  thing  to  another,  who  can  figure 
in  the  decimal  or  in  the  duodecimal  system,  but  for  the  common 
men ;  and  it  seems  to  me  it  is  a  great  triumph  for  those  who  oppose 
the  metric  system  that  this  proposition  is  now  before  the  German 
Reichstag. 

I  was  born  in  a  country  where  a  binary  system,  similar  to  that 
of  America  to-day,  pounds  and  feet,  was  changed  to  the  metric 
system.  It  was  a  ''craze,"  when,  some  years  ago,  old  nations  looked 
to  France  for  pretty  nearly  everything  in  scientific  lines.  Educated 
people  began  to  think  that  what  came  from  France  was  the  proper 
thing  to  follow ;  and,  without  taking  time  to  look  into  or  study  the 
matter,  the  metric  system  was  adopted  by  pretty  nearly  all  of  the 
leading  nations  of  Europe,  with  exception  of  the  Anglo-Saxon 
nations  and  Russia. 
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When  I  went  over  to  Norway,  Sweden  and  Denmark,  a  few 
years  ago,  after  having  been  away  about  twenty-five  years,  I  found 
the  common  or  old  measures,  as  well  as  the  metric  measures,  in  use 
by  the  common  people,  especially  among  the  traders  and  peasantry. 
The  most  of  their  trade  and  dealing  is  done  by  the  old  system,  the 
same  as  they  used  to  do  before  the  metric  system  was  adopted.  Of 
course,  if  we  want  these  difficulties  and  complications  by  the  use 
of  two  or  more  systems,  which  Mr.  Tutton  has  so  well  pointed  out, 
we  can  have  them  by  making  the  use  of  the  metric  system  com- 
pulsory in  the  United  States. 

America  is  to-day  a  mighty  nation.  We  are  taking  our  share 
(pretty  near  the  governing  share,  you  might  say,  from  one-half  to 
one-third)  of  the  business  of  the  world,  and  why  should  we  change 
our  system  now?    Let  them  change  theirs  to  ours. 

Col.  Francis  G.  Ward. — I  was  brought  up  under  the  metric 
system  and  so  might  differ  somewhat  from  the  gentlemen  as  to 
the  application  of  it.  I  resided  for  eight  years  in  a  country  where 
the  people  were  familiar  with  its  use.  I  doubt  whether  it  is  advis- 
able to  adopt  it  in  the  United  States. 

The  standard,  as  made  and  elaborated  in  France,  is  certainly 
figured  out  as  finely  and  as  carefully  as  any  system  can  be.  Natur- 
ally, when  you  begin  to  compare  it  and  translate  from  one  system* 
into  another,  you  meet  the  same  difficulties  as  translating  from  one 
language  into  another.  You  lose  the  value  of  any  work  when  you 
translate  it.  You  should  be  able  to  read  the  work  in  its  original. 
If  there  is  to  be  a  universal  system  of  .measures  in  the  world,  and 
if  there  were  a  movement  in  all  countries  which  would  bring  all 
measures  to  a  uniform  standard  scale,  meters  or  any  other  system, 
I  believe  that  such  universal  measure  should  be  adopted.  To  the 
people  that  have  been  accustomed  to  use  the  metric  system  it  would 
sound  like  heresy  to  say  what  you  have  said  to-night  about  the 
metric  system,  and  I  want  to  qualify  my  remarks  and  say  that  I 
realize  the  difficulties  of  translating  one  system  into  another.  The 
system  that  we  have  in  this  country  is  the  old  English  system. 
Good  enough  for  us. 

I  do  not  believe  there  is  any  necessity  for  any  change  in  the 
system  of  measures  of  the  world  until  we  have  a  universal  measure. 
the  same  as  the  Postal  Union,  the  same  as  we  have  arbitration,  then 
the  best  scientists  of  every  country  should  be  brought  together 
and  formulate  a  universal  system.  I  would  not  say  a  metric  system, 
but  I  would  say  a  universal  system  which  could  be  used  by  the  com- 
merce of  the  world.  A  short  time  ago  'Mr.  Tutton  spoke  of  the 
commerce  of  the  world.     One  of  the  criticisms  upon  our  manu- 
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facturers  is  that  they  will  not  comply  with  local  ideas  and  local 
institutions  in  the  packing  up  of  their  wares.  That  they  insist  upon 
using  measures,  forms,  weights  and  everything  that  we  use  in  this 
country.  This  criticism  is  from  the  other  side.  It  is  the  criticism 
of  the  people  that  we  sell  to  in  South  America.  I  have  had  some 
conversation  on  that  point.  They  do  not  not  like  it.  They  do  not 
want  our  weights  or  packages.  The  French  and  Germans  are 
superior  to  the  Americans  in  their  foreign  export  trade.  I  speak 
of  those  things  as  I  find  them,  without  any  very  great  knowledge 
on  the  subject. 

]\Ir.  Geo.  B.  Bassett. — I  know  very  little  about  the  metric 
system.  I  think  its  adoption  as  an  official  standard  in  this  country 
would  burden  the  country  with  two  systems ;  instead  of  leading  to 
simplification  of  matters  of  weights,  measures,  etc.,  it  would  really 
complicate  them.  As  it  is  now,  our  system  of  weights  and  measures 
is  quite  simple  and  readily  learned,  and  it  would  be  difficult  to  do 
away  with  it. 

Personally  I  am  not  in  favor  of  the  change. 

Mr.  Geo.  F.  Morse. — Everyone  knows  that  the  metric  system 
is  the  only  lawful  system  in  Latin  countries,  yet  a  commission  mer- 
chant in  New  York  city  exported  to  Porto  Rico,  and  I  believe  to 
"Honduras,  a  great  many  scales  which  were  marked  with  the  metric 
system  on  one  side  and  pounds  on  the  other,  because  people  in 
those  countries  knew  of  the  English  pound,  but  there  was  this 
peculiarity  about  those  scales,  the  Government  inspectors  only  in- 
spected the  metric  system,  while  the  pounds  were  equivalent  to 
about  twelve  ounces  of  American  pounds. 

CoL.  Ward. — A  man  in  France,  selling  by  kilos,  gets  the 
advantage  in  weight  over  an  American  who  buys  by  pounds,  and  it 
is  to  their  advantage  to  keep  up  a  difference  in  the  measurements 
and  weights.  It  is  a  commercial  proposition  and  I  believe  it  w^ill 
be  difficult  to  get  over  it. 

Mr.  Tutton. — I  am  fairly  familiar  with  foreign  sciences,  and 
it  is  science  that  particularly  demands  this  change.  Now,  anyone 
reading  foreign  scientific  books  will  find  that  they  practically  re- 
duce all  units  to  three  divisions,  the  unit  and  the  thousand.  The 
kilogram,  gram  and  milligram,  the  kiloliter  or  cubic  meter,  liter  and 
milliliter,  etc.  They  recognize  nothing  between  these  to  speak  of, 
and  while  it  is  easy  for  a  scientist  to  say  i/ioo  and  i/iooo,  when 
you  come  to  the  people,  they  are  not  in  it.  They  are  not  educated 
to  this  point  and  you  never  will  be  able  to  educate  them  to  it. 

Fancy  a  woman  asking  for  a  thousandth  part  of  a  kilogram  of 
something,  or  even  a  hundredth.     She  might  be  educated  to  know 
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what  a  dekagram  or  hektogram  is,  but  she  could  never  be  educated 
to  know  what  the  i/iooo  of  a  kilogram  is.  There  is  no  objection 
to  scientists  using  this  system,  if  they  find  it  convenient,  but  because 
scientists  want  it,  don't  saddle  it  on  the  common  people.  Scientists 
are  too  few  in  number. 

Vice-President  Norton  then  spoke  about  the  uncommon 
units  of  English  measure,  like  the  measurement  of  ''finger  lengths" 
in  knitting,  and  of  knots  and  skeins,  as  well  as  many  other  measure- 
ments in  common  use  throughout  the  country. 

Mr.  Norton  then  continued  as  follows:  Any  change  which 
we  might  adopt  ofiicially  would,  with  the  common  people,  have  no 
effect  for  a  long  time,  but  that  is  not  a  question  which  should  be 
brought  into  this  argument.  The  fact  is  that  these  systems  are 
slow  of  change  and  are  changed  only  through  the  lapse  of  gen- 
erations. It  is  a  question  whether  or  not  to-day  the  metric  system 
is  more  convenient  and  better  for  use  and  can  be  adopted  with  less 
inconvenience  to  the  people  than  some  other  whereby  we  may 
arrive  at  a  universal  system.  It  is  a  question  of  the  merits  of 
the  system.  I  do  not  doubt  that  we  are  coming  in  the  course  of 
time  to  some  universal  system  of  measurement.  Whether  it  is 
going  to  be  the  metric  system  or  some  other,  I  think  it  is  too  early 
in  the  discussion  of  the  subject  for  anyone  to  say,  and  it  would  seem 
to  me  that  the  time  has  not  arrived  yet  for  the  United  States  to 
change,  but  it  may  be  desirable.  The  question  has  not  been  suffi- 
ciently considered  as  to  whether  that  is  the  easiest  and  best,  and 
in  the  end  most  satisfactory  method  of  arriving  at  a  universal  sys- 
tem of  measurement. 

The  President. — Mr.  Herbert  Spencer  wTote  a  letter  (which 
is  printed  in  his  miscellaneous  writings)  to' a  member  of  the  House 
of  Commons  of  the  English  Parliament,  who  was  chairman  of  the 
committee  who  had  in  charge  a  bill  similar  to  our  present  H.  R. 
Bill  123.  In  this  letter  Mr.  Spencer  stated  that  although  the  metric 
system  was  used  by  the  Latin  nations  of  Europe  and  America,  yet 
that  in  all  of  North  America  with  the  exception  of  ^Mexico,  in  all 
of  the  British  Empire  and  in  all  of  Russia,  the  countries  comprising 
one-third  of  the  land  area  of  the  globe,  they  did  not  use  the  metric 
system,  and  he  also  stated  that  Anglo-Saxons  and  Russians  manu- 
factured more  than  two-thirds  of  all  the  manufactures  of  the  world, 
or  of  the  civilized  nations. 

In  bringing  this  matter  before  the  Society  at  the  present  time 
I  did  not  have  in  mind  the  discussion  of  the  metric  system  itself, 
but  I  desired  to  get  an  expression  of  the  views  of  the  members  as 
to  the  necessity  of  passing  the  bill  now  before  Congress,  without 
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any  discussion  thereon  by  the  people  at  large,  or  without  any  de- 
mand for  it  coming  from  any  State  or  municipality. 

In  order  to  find  out  the  present  status  of  the  bill,  I  addressed 
a  letter  to  Hon.  D.  S.  Alexander,  one  of  our  members  of  Congress, 
who  in  turn  wrote  to  the  Hon.  J.  H.  Southard,  Chairman  of  the 
Committee  on  Coinage,  Weights  and  ^Measures.     I  will  read  you 

his   reply : 

Toledo,  Ohio,  October  29,  1902. 

Hon.  D.  S.  Alexander,  Buffalo,  N.  Y. 

My  Dear  Alexander: — I  have  yours  of  October  27th,  and  will  say  that 
at  the  last  session  of  Congress  a  bill  providing  for  the  adoption  of  the 
metric  system  by  the  departments  of  the  Government  was  reported  favorably 
to  the  House  and  is  now  on  the  calendar.  It  does  not  affect  the  general 
public  otherwise  than  indirectly  through  the  departments  of  the  Government. 
If  the  bill  becomes  a  law  the  different  departments  will  be  required  to  estab- 
lish the  weights  and  measures  of  the  metric  system  in  all  Government  trans- 
actions after  the  first  of  January,  1904.  Very  truly  yours, 

■  J.  H.  Southard. 

During  the  discussion  of  this  bill  last  summer  by  the  Western 
Society  of  Engineers  it  was  stated  that  members  of  Congress  wished 
to  have  the  opinions  of  "civil  engineers  and  other  practical  men" 
on  the  subject. 

It  will  be  noted  that  Mr.  Southard  says  that  this  bill  does  not 
affect  the  general  public  otherwise  than  indirectly,  etc.,  a  statement 
which  seems  to  be  contradicted  by  the  wording  of  the  bill  itself. 
If  members  of  Congress  would  like  to  have  the  opinion  of  ''en- 
gineers and  other  practical  men,"  they  should  invite  discussion  on 
the  subject  by  the  common  people,  but  no  such  discussion  was  had, 
to  my  knowledge,  in  any  congressional  district  during  the  recent 
political  canvass. 

Mr.  Bassett. — I  think  before  such  a  radical  change  is  made, 
it  should  be  submitted  to  popular  vote,  like  a  change  in  the  Consti- 
tution of  the  United  States. 

Mr.  Kielland. — It  seems  to  me  that  the  utterances  we  have 
heard  to-night  are  a  pretty  fair  indication  of  the  general  opinion 
which  would  prevail  in  the  United  States  if  this  matter  was  brought, 
as  it  should  be,  to  the  full  hearing  of  the  American  people.  This 
is  not  a  matter  which  should  be  passed  on  by  a  few  scientific  bodies. 
The  American  people  should  have  more  to  say,  should  have  more 
chance  and  time  to  decide  a  matter  of  such  vast  importance  as 
changing  the  weights  and  measures.  Therefore,  I  advocate  a 
motion  that  our  members  of  Congress  have  from  this  Society  an 
opinion  that  we  think  that  the  matter  is  untimely;  that  it  has  not 
been  sufficiently  discussed  throughout  the  country,  and  that  its 
passage,  without  such  discussion,  would  be  premature. 
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3Ioses   W.  Oliver. 


Member  of  the  Boston  Society  of  Civil  Engineers. 


[Read  before  the  Society,  February  18,  1903.] 

Moses  W.  Oliver  was  born  in  Athol,  Mass.,  in  June,  1823. 
He  was  the  son  of  George  and  Deborah  White  OHver.  His  mother 
was  born  in  Warwick,  Mass.,  but  no  further  details  about  his 
parents  are  known.  He  received  a  common  school  education,  and 
went  away  from  home  at  a  very  early  age  to  work  in  a  cotton 
factory  at  Peterborough,  X.  H.  He  had  a  half  brother,  Samuel  C. 
Oliver,  who  was  superintendent  of  the  mill  where  he  worked. 
While  working  at  the  mill  he  displayed  a  marked  natural  ability 
in  drawing,  and,  being  encouraged  by  his  friends,  he  decided 
to  obtain  suitable  books  and  pursue  a  course  in  civil  engineering 
without  a  teacher,  working  in  the  mill  all  day  (and  the  days  were 
long  at  that  time)  and  pursuing  his  studies  by  night,  using  every 
opportunity  and  securing  the  best  books  to  be  had  to  help  him 
in  his  chosen  profession.  After  several  years  of  hard  study  he 
was  employed  in  the  civil  engineering  department  of  the  Boston  and 
Lowell  Railroad,  and  in  1848  he  was  assistant  engineer  on  the 
Nashua  and  Lowell  Railroad,  which  was  then  constructing  the 
Stony  Brook  Railroad,  a  branch  road  in  Massachusetts,  and  the 
Wilton  Railroad,  a  branch  road  in  New  Hampshire.  After  com- 
pleting his  work  on  these  roads,  he  took  a  position  in  the  engineer- 
ing department  of  the  Amoskeag  Manufacturing  Company,  of 
i\Ianchester,  under  the  late  Hon.  E.  A.  Straw,  where  he  remained 
employed  in  the  general  engineering  work  of  that  water  power  com- 
pany. 

While  in  the  employ  of  the  Amoskeag  Company  a  great  freshet 
occurred  in  the  river,  and,  the  weather  suddenly  becoming  cold, 
froze  the  surface  of  the  enlarged  river  above  the  Amoskeag  Com- 
pany's dam.  On  the  subsidence  of  the  water  he  went  over  the 
flooded  region,  and  by  the  remains  of  the  ice  was  enabled  to  drive 
nails  into  some  of  the  prominent  trees,  thus  recording  the  height 
attained  by  the  water.  Many  years  afterward  a  question  of  damage 
from  flowage  came  up  and  he  was  able,  from  these  nails,  some  of 
which  he  found,  to  establish  some  very  desirable  facts  bearing 
on  the  case. 

In  the  summer  of  1853  he  accepted  a  situation  on  the  ^larietta 
and  Cincinnati  Railroad,  in  Ohio,  in  which  position  he  remained 
two  years,  returning  in  1855  to  Alanchester  and  opening  an  oflice 
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for  general  engineering  work,  particularly  relating  to  the  con- 
struction of  cotton  mills.  Among  his  works  of  this  description 
was  the  construction  of  the  new  mills  at  Indian  Orchard,  Mass., 
in  1859,  finishing  in  the  spring  of  i860;  also  a  new  mill  for  the 
Hamilton  Woolen  Company,  at  Globe  Village,  Southbridge,  Mass., 
finishing  in  the  spring  of  1 861.  He  then  had  charge  of  rebuilding 
No.  I  Mill  of  the  Manchester  Mills,  being  completed  in  January, 
1862.  It  was  in  connection  with  a  small  annex  of  the  Manchester 
Mills  that  the  first  solid  plank  and  timber  roof  was  built,  from 
which  it  appears  that  Mr.  Oliver  is  entitled  to  the  credit  of  having 
originated  and  designed  this  form.  The  earliest  mills  at  Lawrence, 
Manchester  and  Lowell  were  built  with  steep  pitched  roofs.  A 
little  later  some  roofs  were  built  flat  and  covered  with  tin,  and 
still  later,  with  the  invention  of  coal-tar  roofing  and  other  plastic 
coverings,  the  flat  roof  found  many  advocates,  but  was  commonly 
built  of  inch  boards  laid  on  roof  joists  of  plank  on  edge,  ranging 
from  2  to  3  inches  in  thickness  and  from  8  to  12  inches  in  depth, 
spaced  16  to  24  inches  apart;  in  fact,  almost  precisely  the  same 
type  of  construction  as  is  to-day  followed  by  the  average  architect 
when  he  has  a  flat  roof  to  build.  Mr.  Oliver  conceived  the  idea 
of  massing  these  roof  joist  into  solid  timbers  10  x  12  inches  or 
12  X  16  inches,  according  to  span,  spaced  8  to  10  feet  apart,  and 
then  covering  the  whole  with  plank  from  2  inches  to  3  inches  in 
thickness.  The  substitution  of  3-inch  plank  for  i-inch  boards 
gave  a  thickness  of  lumber  which  afforded  an  excellent  non- 
conductor against  the  cold  of  winter  or  the  heat  of  summer,  without 
the  necessity  for  an  air  space,  but  at  the  same  time  it  gave  a  rigid 
platform,  which  afforded  much  more  substantial  support  for  the 
pla.^.ic  roof,  and,  therefore,  added  greatly  to  its  durability  and 
freedom  from  leaks  caused  by  warping  or  by  the  springing  in  of 
the  boards  when  workmen  or  others  had  occasion  to  walk  over  it. 
The  substitution  of  the  single  solid  timber  for  the  half  dozen 
or  more  thin  joist  gave  a  ceiling  of  much  better  appearance  and 
avoided  the  necessity  for  covering  it  with  sheathing.  The  doing 
away  with  the  air  space  added  greatly  to  the  ease  with  which  a  fire 
could  be  extinguished  in  its  incipiency,  and  whereas  a  fire  that 
continued  long  enough  to  burn  half  an  inch  off  each  exposed 
side  of  a  2  X  12-inch  joist  would  so  weaken  the  joist  that  the 
roof  must  fall,  more  than  double  this  amount  could  be  burned  off 
each  exposed  surface  of  a  10  x  14-inch  timber  having  an  ordinary 
factor  of  safety  and  leave  abundance  of  strength  to  support  the 
roof  until  repaired.  The  merits  of  this  form  of  roof  had  only  to 
be  seen  to  be  appreciated,  and  it  has  now  for  forty  years  been 
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the  standard  form  of  roof  construction  in  the  great  majority  of 
the  New  England  factories. 

On  January  i,  1868,  he  was  appointed  engineer  in  charge  of 
repairs  and  renewals  of  bridge  building  and  permanent  way  of 
the  Boston  and  Lowell  and  Nashua  and  Lowell  Railroads,  then 
being  operated  jointly  under  the  management  of  Gen.  George 
Stark.  He  retained  this  position  for  six  or  seven  years.  During 
this  time  he  had  charge  of  constructing  the  new  terminal  for  the 
Boston  and  Lowell  Railroad  in  Boston,  involving  a  passenger 
station  costing  $1,200,000,  reconstructing  passenger  and  freight 
bridges  and  keeping  all  the  daily  traffic  moving  on  time.  In  build- 
ing the  terminal  station  at  Boston  there  was  found  in  one  of  the 
towers,  when  partially  completed,  a  serious  defect,  but,  through  the 
engineering  skill  of  Mr.  Oliver,  it  was  so  strengthened  as  to  make 
it  advisable  to  continue  building.  He  built  the  connection  between 
the  Boston  and  Lowell  and  the  old  Lexington  and  Arlington  Rail- 
roads, and  built  the  Mystic  River  Railroad,  connecting  the  Mystic 
Wharf  property,  at  Chelsea  Bridge,  with  the  Lowell  Road,  extended 
the  Lexington  Railroad  to' old  Concord,  relocated  and  built  the 
branch  from  Wilmington  to  Wilmington  Junction,  made  surveys 
for  a  terminal  in  Lawrence,  surveys  and  plans  for  the  remodeling 
of  yards  and  tracks  at  Lowell,  new  iron  bridge  across  Pawtucket 
Canal,  reconstruction  of  terminal  facilities  for  Stony  Brook  Rail- 
road at  Ayer  Junction,  surveys,  plans •  and  construction  of  the 
Wilton  Railroad,  in  New  Hampshire,  to  Greenfield,  N.  H.,  a  new 
roundhouse  at  East  Cambridge,  a  freight  house  at  Lowell  and  one 
at  Ayer  Junction,  together  with  many  other  minor  improvements 
which  were  successfully  completed.  He  surveyed  the  neighborhood 
at  Lawrence  to  determine  the  feasibility  of  the  Boston  and  Lowell 
Railroad  entering  the  city  some  years  before  they  decided  to  do 
this.  At  this  time  he  recommended  very  strongly  that  the  city 
should  be  entered  by  building  a  bridge  across  the  river  above  the 
dam,  thus  enabling  the  Boston  and  Lowell  Road  to  extend  their 
tracks  beyond  the  city  in  any  direction  and  giving  them  many 
advantages  over  the  Boston  and  Maine. 

He  was  employed  by  the  Merrimack  Company  of  Lowell  as 
their  engineer  at  various  periods.  He  came  to  Lawrence  in  1882 
to  reside,  and  was  employed  by  the  Pacific  Mills  from  November 
20,  1882,  until  November  i,  1884.  In  August,  1885,  he  was  again 
employed,  and  worked  more  or  less  until  March,  1886.  During 
these  years  he  made  plans  for  the  reorganization  of  their  card 
room,  built  their  No.  5  storehouse,  put  new  foundations  under  the 
columns  of  their  main  mill,  806  feet  long  and  seven  stories  high. 
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and  replaced  all  wooden  columns  in  the  two  lower  stories  with 
iron  ones.  .  He  took  great  care  in  this  work  to  have  accurate 
bearing  surfaces  for  the  columns,  and  also  calipered  the  thickness 
of  each  column  on  four  sides  for  every  foot  in  length  to  insure 
uniform  castings.  It  was  a  pet  theory  of  his  that  some  time 
columns  for  a  factory  would  be  bolted  together  to  make  them 
continuous. 

He  also  designed  the  branch  railroad  track  running  to  No.  6 
storehouse  and  superintended  the  erection  of  the  abutments  and 
bridge  across  the  canal.  During  the  fall  of  1885  he  put  in  four 
steel  penstocks  7  feet  in  diameter  and  each  140  feet  long,  with  the 
necessary  head  gates,  etc.  He  also  made  various  plans  for  re- 
arranging the  water  and  steam  plants  at  the  mills,  although  the 
plans  have  not  yet  been  carried  out.  During  these  years  he  did 
considerable  work  for  the  Atlantic  Mills  in  building  their  tower 
and  widening  one  of  their  buildings.  Here,  for  the  first  time,  he 
adopted  the  plan  of  battering  the  walls  from  the  outside  instead 
of  ofifsetting  on  the  inside ;  his  claim  was  that  in  case  of  fire 
it  was  much  better  that  the  walls  should  fall  in  rather  than  fall 
out.  It  has  been  stated  that  he  originated  the  pilaster  and  broadened 
walls  used  in  modern  mill  construction,  thus  allowing  larger  win- 
dows and  increased  lighting. 

At  the  Everett  Mills,  in  1886,  he  built  an  extension  to  the 
picker  room,  extending  it  up  two  stories ;  the  same  year  he  de- 
signed and  built  a  coal  pocket  of  5500  tons  capacity,  and  in  1892 
designed  and  built  a  new  mill.  No.  4,  for  spinning  and  weaving. 
All  the  tracks,  switches  and  frogs  about  the  yard  were  laid  under 
his  supervision,  and  fulfilled  their  purpose  in  a  perfect  manner. 

He  also  designed  and  put  in  penstocks  for  the  Alunroe  Felt 
and  Paper  Company  and  the  J.  P.  Battles  Company  at  about  this 
date.  His  health  gradually  failing,  he  relinquished  much  of  his 
active  work  and  amused  himself  in  designing  new  forms  of  rails 
and  other  details  of  engineering  work.  He  also  had  some  scheme 
for  developing  power  in  an  entirely  new  and,  as  he  claimed,  a  very 
efficient  manner.  This  was  never  put  into  practical  shape,  although 
he  had  certain  portions  of  the  machinery  built  about  a  year  before 
his  death. 

]\Ir.  Oliver  was  a  self-made  man  in  every  sense  of  the  word, 
a  close  student,  an  untiring  worker,  a  genial  character  to  meet, 
and  eminently  just  and  strictly  honorable  in  all  his  dealings  with 
everyone.  With  determination  to  excel,  he  worked  himself  to  the 
front  of  his  profession,  and  often  had  original  and  effective  methods 
of  solving  engineering  problems.     His  assistants  have  stated  that 
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in  general  he  would  not  trust  his  subordinates  to  work  out  all 
the  details  of  various  problems,  but  insisted  on  going  over  all  the 
points  with  great  fidelity,  oftentimes  at  the  expense  of  overworking 
himself  and  causing  delay. 

He  married  Esther  L.  McAllery,  of  Merrimack,  N.  H.,  and 
they  lived  happily  together  until  March  15,  1897,  when  she  was 
removed  to  the  other  world,  and  he  followed  about  three  years 
later.  They  had  no  children,  and  the  only  known  relatives  were  a 
half  brother,  Samuel  Caleb  Oliver,  and  a  sister,  Miss  Cynthia 
Oliver,  living  in  Nashua. 

Mr.  Oliver  was  interested  in  educational  matters,  and  showed 
his  good  will  in  a  practical  manner  by  leaving  a  small  legacy  to 
the  Massachusetts  Institute  of  Technology  for  general  uses  in 
connection  with  the  school.  He  attended  the  Unitarian  church, 
and  was  very  conscientious  in  all  matters  relating  to  a  religious  life. 

Mr.  Oliver  died  September  8,  1900,  after  a  short  illness,  of 
pneumonia,  aged  seventy-seven  years  and  three  months,  and  was 
buried  in  Manchester,  N.  H. 

Richard  A.  Hale, 
Arthur  D.  Marble, 

Committee. 
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OBITUARY. 


Frank  E.  Fuller. 


Member  of  the  Boston  Society  of  Civil  Engineers. 


[Read  before  the  Society,  January  28,   1903.] 
Frank  E.  Fuller  was  born  in  West  Newton,  Mass.,  April  28, 
1 87 1,  the  son  of  J.  Cheever  and  Laura  Eaves  Fuller,  and  a  de- 
scendant of  the  ninth  generation  from  John  Fuller,  one  of  the  first 
settlers  of  Newton  in  1644  (born  161 1  and  died  1699). 

He  received  his  education  in  the  public  schools  of  Newton, 
g-raduating  from  the  high  school  in  1890,  and  entered  the  Chandler 
Scientific  Department  of  Dartmouth  College.  Owing  to  serious 
illness  he  was  obliged  to  give  up  his  studies,  much  to  his  regret, 
and  traveled  to  Jamaica  and  Europe  to  regain  his  health. 

During  his  summer  vacations  of  1886  to  1889  he  worked  in 
the  city  engineer's  office  in  Newton,  and  on  his  return  from  Europe 
he  re-entered  that  ofHce,  w^here  he  remained  till  1895.  During  the 
work  of  depressing  the  railroad  through  the  Newtons  he  was  con- 
nected with  the  engineering  department  of  the  Boston  and  Albany 
Railroad,  looking  after  the  masonry  work. 

In  1898  he  entered  the  engineer's  office  of  the  Metropolitan 
Water  Works,  where  he  remained  to  the  time  of  his  death. 

From  a  youth  he  was  much  interested  in  microscopic  study 
and  research,  and  in  1900  was  appointed  bacteriologist  on  the  staff 
of  the  Newton  hospital,  which  position  he  also  retained  until  his 
death. 

From  close  application  to  work  and  study  his  health  failed 
again,  and  in  December,  1901,  he  went  first  to  Buenos  Ayres, 
Argentine  Republic,  and  thence  to  Teneriffe,  Canary  Islands,  to 
recuperate,  but  grew  worse  and  died  at  Teneriffe  on  August  i,  1902. 
He  leaves  a  widow,  Mary  E.,  daughter  of  the  late  Benjamin  F. 
Houghton.     She  was  with  him  at  the  time  of  his  death. 

Mr.  Fuller  was  elected  a  member  of  the  Boston  Society  of 
Civil  Engineers  on  December  16,  1896.  He  was  also  a  member 
of  the  New  England  Water  Works  Association  and  of  the  Beta 
Theta  Pi  Fraternity. 

Charles  W.  Sherman, 
Henry  D.   Woods, 

Committee. 
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OX  THE  USE  OF  BEAUMOXT  OIL.  AS  FUEL. 


By  Henry  H.  Humphrey,  Member  of  the  Engineers'  Club  of 
St.  Louis. 


[Read  before  the  Club,  April  2,  1902.*] 

A  LITTLE  more  than  a  year  ago  the  first  discovery  of  oil  was 
made  at  Spindle  Top,  near  Beaumont,  Tex.  It  was  the  writer's 
privilege,  in  the  interest  of  a  client,  to  visit  these  oil  fields  in  Jan- 
uary, one  year  after  the  first  discovery  of  oil.  Riding  out  from 
Beaumont  through  the  flat  rice  lands  of  Southeastern  Texas,  one 
pictures  a  beautiful  mound  rising  above  the  plain  and  surmounted 
by  derricks,  but  this  picture  of  the  imagination  is  doomed  to  dis- 
appointment. Spindle  Top  is,  perhaps,  10  or  12  feet  high,  as  the 
surveys  show  it,  but  the  rise  is  so  gradual  that  the  ground  appears 
level.  The  derricks  are  there,  standing  as  thick  as  they  can  be 
crowded  and  looking  like  a  forest  of  pines  in  the  distance. 

At  that  time  there  were  about  150  wells,  all  grouped  within 
a  space  not  exceeding  235  acres  in  extent.  These  wells  vary  in 
output  from  10,000  barrels  to  the  largest,  which  flows  approxi- 
mately 80,000  barrels  per  day  of  24  hours.  The  only  limit  to 
the  flow  of  oil  appears  to  be  the  size  of  pipes,  as  the  largest  wells 
flow  with  the  same  pressure  as  the  smaller  ones.  The  total  output 
of  these  wells  would  reach  the  enormous  quantity  of  over  7,000,000 
barrels  per  day  should  they  all  be  allowed  to  gush  at  the  same 
time  and  should  the  pressure  remain  undiminished  for  24  hours. 
This  output  of  oil  almost  exceeds  the  limits  of  the  imagination, 
and  is  more  than  a  year's  output  of  such  well-known  older  districts 
as  the  Indiana  oil  fields. 

Even  with  this  immense  output  available  the  consumption  of 
Beaumont  oil  has  hardly  begun.     A  well-known  shipper  in  Hous- 

*Manuscript   received    April   2,    1903. — Secretary,    Ass'n   of   Eng.    Socs. 
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ton,  having-  very  complete  data  regarding  the  shipment  and  use 
of  oil,  stated  that  but  3  per  cent,  of  the  steam  boilers  of  Texas 
has  been  equipped  with  fuel  oil  burning  apparatus  during  the  first 
year.  The  average  daily  shipments  are  estimated  at  16,000  barrels. 
I  believe  that  this  exceeds,  rather  than  falls  short,  of  the  actual 
shipment. 

The  price  at  the  wells  has  dropped  until,  at  the  present  time, 
it  is  from  9  to  10  cents  per  barrel  f.  o.  b.  cars.  The  price  at  other 
points  depends  entirely  upon  the  freight  rate  and  the  expense  of 
delivery  from  the  railroad  to  the  user's  plant.  The  price  quoted 
me  in  St.  Louis  last  week  by  one  large  shipper  of  oil  is  $1.14  per 
barrel  f.  o.  b.  St.  Louis,  of  which  price  $1.05  is  paid  for  freight. 
It  is  found  that,  at  the  present  prices  for  oil,  few  of  the  oil  com- 
panies desire  to  make  long-time  contracts,  and  the  prospect  is  that 
prices  will  go  higher  rather  than  lower  in  the  future,  notwith- 
standing the  inexhaustible  supply. 

The  importance  of  this  oil  discovery  can  be  appreciated  when  it 
is  recalled  that  the  Texas  coal  fields  are  limited  in  extent  and  the 
quality  is  poor.  Fort  Worth  coal  varies  in  quality  from  that 
having  9500  heat  units  per  pound  to  the  best,  having  11,800  units 
per  pound,  and  the  lignite  from  the  mines  in  the  eastern  part  of 
the  State  are  of  much  poorer  quality.  The  next  best  source  of 
supply  is  from  the  Arkansas  fields.  This  coal  contains  about  11,400 
B.  T.  U.,  and  costs  in  the  neighborhood  of  $2.30  per  ton  delivered 
at  consumer's  plant  at  Northern  Texas  points.  The  best  steam 
users'  coal  reaching  Northern  Texas  markets  is  the  McAllister  coal 
from  Indian  Territory.  It  contains  about  13,500  B.  T.  U.  per 
pound.  Its  cost,  delivered,  varies  from  $2.50  per  ton  for  pea 
and  slack  mixed  to  $3.40  per  ton  for  run-of-mine  coal. 

The  use  of  crude  petroleum  as  a  fuel  is  in  many  respects  ideal. 
It  does  away  with  all  dust  and  dirt  about  the  building  from  the 
handling  of  coal  and  ashes.  In  the  case  of  a  first-class  office 
building  in  the  heart  of  a  city  this  is  an  important  consideration. 
When  properly  burned  it  is  a  smokeless  fuel,  thus  complying  with 
the  requirements  of  large  modern  cities  and  possessing  a  desirable 
feature  to  all  users  of  steam  who  take  a  pride  in  the  cleanliness  of 
their  city.  I  say  that  when  properly  burned  it  is  smokeless,  as  it 
is  possible  to  make  an  oil-burning  plant  as  smoky  as  when  using  the 
poorest  of  soft  coal.  It  is  by  the  proper  regulation  of  the  atomizer 
producing  a  complete  atomizing  of  the  oil,  and  also  by  the  proper 
supply  of  air  producing  complete  combustion,  that  the  burning 
of  oil  is  found  to  be  absolutely  smokeless.  A  further  advantage 
in  the  use  of  this  fuel  is  its  accurate  res^ulation  to  the  requirements 
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for  steam,  thus  insuring  a  uniform  steam  pressure.  There  is  also 
a  great  saving  in  large  plants  in  the  item  of  labor,  although  in 
smaller  plants  this  saving  is  not  effective,  as  it  is  not  practicable 
to  operate  boilers  without  someone  in  attendance.  It  is  a  clean 
fuel,  making  it  possible  for  the  boiler  room  to  be  kept  as  clean  as 
any  well-cared-for  engine  room.  Where  oil  is  used,  it  is  quite 
common  to  see  the  boiler  fronts,  walls,  etc.,  neatly  whitewashed, 
presenting  a  very  attractive  appearance.  It  is  also  much  easier  to 
keep  boilers  clean  where  the  oil  is  used  as  fuel,  as  the  practically 
complete  combustion  of  the  fuel  leaves  little  soot  to  be  deposited 
upon  the  boiler  tubes.  It  is  my  belief,  also,  that  by  the  use  of  oil 
the  fire  risk  is  lessened,  although  insurance  companies  have  not 
yet  arrived  at  the  point  where  they  look  at  the  use  of  oil  in  this 
light.  Oil  spilled  upon  the  boiler  room  floor  by  accident  will  not 
burn  when  a  lighted  match  or  burning  coal  is  thrown  upon  its 
surface.  There  is  no  odor  in  the  boiler  room  from  the  burning 
of  fuel  oil,  although  it  is  a  common  impression  that  such  is  the 
case.  With  the  use  of  oil  there  is  no  necessity  for  opening  and 
closing  the  fire  doors  of  the  boiler,  and  the  boiler  is  not  thus  sub- 
jected to  the  strains  of  receiving  cold  air  on  highly  heated  surfaces. 
The  accurate  regulation  of  air  to  the  requirements  of  the  burner, 
as  well  as  the  accurate  regulation  of  oil  to  the  requirements  for 
steam,  make  it  possible  to  secure  better  economy  in  the  use  of  fuel 
than  is  possible  by  any  method  of  firing  coal  except  the  most 
expensive  of  automatic  stokers.  It  is  also  possible  to  get  up 
steam  quicker  when  using  oil  than  when  using  coal,  and  the  boiler 
also  responds  quicker  to  changes  in  load. 

The  disadvantages  in  the  use  of  fuel  oil  are  few.  Some 
types  of  burners  make  considerable  noise,  which  would  be  ob- 
jectionable in  some  locations.  The  space  required  for  storage 
tank  is  a  serious  objection  to  the  use  of  oil  in  many  places,  as 
it  will  be  found  impossible  to  find  room  for  the  tank  without  having 
it  occupy  a  valuable  space.  There  is  also  an  odor  from  the  storage 
tank  when  filling  from  the  car  or  other  source  of  supply.  There 
is  also  considerable  uncertainty  regarding  the  delivery  of  oil  at 
present,  as  shipping  arrangements  are  not  as  well  systematized  as  in 
the  case  of  the  supply  of  coal.  There  is  also  the  disadvantage  that 
the  atomizers  use  some  steam,  the  amount  varying  from  3  to  as 
high  as  13  per  cent,  in  some  cases.  The  use  of  compressed  air 
instead  of  steam  for  the  operation  of  the  atomizers  is  to  be  recom- 
mended in  all  cases  where  a  source  of  compressed  air  is  available. 

With  all  of  these  advantages  in  the  use  of  oil,  and  with  so 
few  disadvantages,  and  added  to  this,  with  the  price  of  oil  as  low 
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as  9  to  10  cents  per  barrel  of  42  gallons  at  the  wells,  and  with 
coal  at  the  high  prices  mentioned  above,  it  is  not  surprising  that 
steam  users  throughout  the  State  of  Texas  are  at  present  investi- 
gating the  merits  of  this  new  fuel  or  are  equipping  their  plants 
for  its  use. 

The  first  question  presented  to  the  prospective  user  of  oil  is, 
How  will  it  affect  the  insurance?  The  underwriters  have  made  a 
study  of  the  use  of  oil  as  fuel,  and  have  hedged  its  use  about  with 
certain  essential  restrictions.  They  require  that  the  tank  for  stor- 
age of  oil  supply  shall  be  of  boiler  iron,  of  No.  18  galvanized  iron 
or  steel ;  shall  have  ventilation  at  top  and  shall  be  located  not  less 
than  50  feet  from  the  building  if  wholly  underground  or  100  feet  if 
wholly  or  in  part  above  ground.  In  the  latter  case  the  tank  should 
be  inclosed  in  a  substantial  brick  or  stone  wall  or  earth  embank- 
ment of  sufficient  capacity  to  hold  contents  of  tank  in  the  event 
the  oil  is  released  from  any  cause,  and  in  every  case  the  tank  shall 
be  so  placed  that  the  highest  point  in  said  oil  supply  shall  be 
lower  than  the  furnace  where  such  oil  is  to  be  burned  or  converted 
for  burning. 

''The  conveying  of  oil  to  furnace  shall  be  by  artificial  pressure 
or  suction  either  by  pump,  vacuum  or  other  means  that  will  accom- 
pHsh  the  purpose.  This  expressly  prohibits  the  feeding  of  oil  by 
gravity  and  pressure  or  by  other  means  from  the  storage  supply 
higher  than  the  furnace;  provided,  however,  that  oil  may  be  fed 
to  burners  under  a  maximum  pressure  of  8  pounds  to  the  square 
inch  from  an  iron  standpipe  having  a  maximum  capacity  of  5  gal- 
lons, located  at  storage  tank  and  supplied  from  storage  tank  by 
pump  while  the  oil  is  being  conveyed  to  furnace.  Standpipe  shall 
have  an  overflow  pipe  (with  capacity  equal  to  discharge  pump) 
leading  back  to  storage  tank  and  shut-off  cock  where  supply  pipe 
leaves  standpipe  for  furnace." 

Many  different  types  of  apparatus  for  the  burning  of  crude 
petroleum  are  on  the  market,  all  complying  with  the  underwriters' 
requirements  as  above  outlined.  These  equipments  vary  from  the 
simplest,  consisting  of  a  No.  18  galvanized  iron  oil-storage  tank, 
with  ventilators,  standpipe,  pump  and  burner.  The  latter  is  some- 
times home-made,  although  generally  one  of  the  well-established 
types  of  burners  on  the  market  is  used.  These  burners  are  intro- 
duced into  the  furnace  doors  generally  interfering  as  little  as  possi- 
ble with  the  boiler  front.  The  grate  bars  of  a  common  furnace  are 
covered  with  fire  brick  and  a  broken  network  of  fire  brick  laid  up, 
or  sometimes  only  a  rough  pile  of  fire  brick,  upon  which  the  flame 
of  the  oil  is  allowed  to  impinge. 
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From  this  cheapest  possible  outfit  to  the  best  is  a  long  step. 
The  best  equipment  consists  of  a  steel  oil-storage  tank,  with  flanged 
outlets  and  ventilating  pipe  at  the  top,  equipped  with  an  indicator 
showing  the  amount  of  oil  in  the  tank.  This  tank  is  also  furnished 
with  a  pipe  for  heating  the  oil  with  steam  to  keep  it  in  a  liquid 
condition  in  cold  weather.  The  pumping  outfit  consists  of  a 
duplicate  set  of  duplex  pumps,  mounted  upon  a  table  and  sur- 
mounted by  a  small  filtering  tank,  which  also  contains  a  coil  of 
pipe  for  heating  the  oil.  This  pumping  equipment  is  properly 
valved  and  dripped,  provided  with  thermometer,  gauge  glass  and 
pump  governor. 

The  burner  is  of  special  design,  receiving  the  oil  through  a 
central  tube  through  which  steam  at  50  pounds  pressure  is  taken, 
atomizing  the  oil.  This  burner  is  set  in  a  special  tuyere  block 
for  the  admission  and  regulation  of  the  free  air  necessary  for  com- 
plete combustion. 

The  changes  in  the  boiler  setting  comprise  a  special  study 
in  each  particular  case.  These  changes  generally  consist  of  the 
installation  of  a  fire-brick  lining  over  the  grate  bars  and  a  special 
checkered  baffle  wall  of  fire  brick,  and  behind  this,  near  the  rear 
of  the  boiler,  another  wall  intended  to  retard  the  velocity  of  the 
heated  gases,  and  the  v/hole  designed  with  the  idea  of  diffusing 
the  heat  of  the  flames  and  preventing  its  localization  to  the  in-jury 
of  any  part. 

It  is  interesting  to  observe,  in  this  connection,  that  the  plant 
of  the  World's  Columbian  Exposition  was  equipped  with  the  highest 
class  of  fuel  oil  burners,  this  being  one  of  the  largest  plants  that 
have  used  fuel  oil  in  this  country.  That  plant  contained  approxi- 
mately 25,000  horse  power  of  boilers.  The  engineers  in  charge  of 
that  plant  found  that  the  best  results  were  obtained  when  the  oil 
was  heated  to  a  temperature  just  below  its  distilling  point  before 
being  delivered  to  the  oil  atomizer.  They  found  this  preliminary 
heating  of  the  oil  insured  a  speedy  vaporization  at  the  burner,  with 
a  resultant  flame  soft  and  diffusing,  and  not  sharply  impinging 
upon  boiler  surfaces.  They  also  discovered  the  advantages  of 
using  low-pressure  steam  to  vaporize  the  oil  in  the  burner. 

The  plant  under  consideration  in  Dallas,  Tex.,  consists  of 
two  loo-horse-power  standard  water  tube  boilers,  operating  at  100 
pounds  gauge  pressure.  The  draft  is  p-ood,  and  feed  water  enters 
the  boiler  at  from  208  to  210°.  The  cost  of  coal  delivered  in  the 
building  is  $2.50  per  ton  for  a  mixed  pea  and  slack  AIcAllister 
coal.  The  use  of  coal  is  about  4^  tons  per  day,  and  the  plant  oper- 
ates 17  hours  per  day.     The  coal  bills  average  about  $375  per  month 
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during   tlie    fall,    winter    and    spring   months,    when    considerable 
lighting  is  being  done. 

The  writer's  attention  was  first  directed  to  the  use  of  oil  in 
this  plant  during  the  month  of  February,  1961.  At  the  request  of 
his  client,  he  visited  the  electric-light  plant  in  a  nearby  village, 
which  had  in  previous  years  operated  with  crude  petroleum,  the 
refuse  of  the  Corsicana  Refinery.  During  last  year,  however,  as 
the  price  of  oil  had  risen,  this  plant  had  returned  to  the  use  of 
coal.  The  recent  discovery  of  oil  at  Beaumont  the  month  previous 
had  so  reduced  the  price  of  the  refuse  from  the  Corsicana  mills  that 
the  use  of  this  fuel  had  again  been  taken  up.  The  following  data 
were  obtained  from  this  place : 

During  the  months  of  September,  October,  November  and 
December,  1899,  this  plant  had  used  oil  costing  88  cents  per  barrel 
of  42  gallons,  delivered  in  storage  tank  at  the  plant.  The  total 
cost  of  oil  burned  during  these  months  was  $1072.00.  The  total 
output  in  K.  W.  hours,  taken  from  the  switchboard  records,  was 
122,045  K.  W.  hours.  During  the  corresponding  months  of  1900 
Arkansas  coal  had  been  burned,  at  a  cost  of  $2.35  per  ton  delivered, 
the  coal  bill  amounting  to  $1350.38.  The  output  of  the  plant  during 
this  period  w^as  140,085  K.  W.  hours.  The  cost  of  oil  per  K.  W. 
hour  was  $0.00878 ;  the  cost  of  coal  per  K.  W.  hour  was  $0.00964,  a 
saving  in  favor  of  oil  under  these  conditions  of  10  per  cent. 

This  figure  refers  to  fuel  alone,  and  does  not  take  into  con- 
sideration any  saving  in  labor,  although  one  man  operated  the 
entire  plant  when  using  oil,  while,  when  using  coal,  a  fireman 
was  employed  in  addition  to  the  chief  engineer  or  man  in  charge 
of  the  station.  The  oil-burning  equipment  was  of  the  simplest 
kind,  consisting  of  large  storage  tanks  about  100  feet  from  the 
plant,  a  small  tank  on  the  roof  of  the  plant,  and  pump  for  filling  the 
small  tank  while  the  plant  was  in  operation.  Steam  for  the 
operation  of  the  oil  atomizer  was  taken  direct  from  the  steam 
main  and  reduced  by  throttling  by  means  of  a  valve  near  the  burner. 
Recent  inquiries  made  among  the  users  of  Beaumont  oil  in  the 
State  of  Texas  have  brought  uniformly  favorable  reports. 

A  city  in  Northern  Texas  operates  for  its  water  and  light 
department  two  150-horse-power  boilers.  Beaumont  oil  costs  it 
47  cents  per  barrel  delivered  in  its  tanks.  It  had  formerly  used 
McAllister  mine-run  coal,  at  a  cost  of  $3.45  per  ton  delivered. 
The  actual  results  claimed  by  it  in  the  use  of  oil  is  a  saving  of 
36  per  cent,  over  coal  at  above  prices. 

A  mill  and  elevator  company  in  the  same  vicinity  report  having 
used  lignite  for  fuel,  at  a  cost  of  $1.35  per  ton;  Beaumont  oil 
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costs  them,  delivered,  47^  cents  per  barrel.  They  claim  a  saving 
of  40  per  cent,  by  the  use  of  oil  compared  with  the  use  of  lignite 
at  above  prices. 

The  comparative  value  of  coal  and  oil  is  stated  roughly  to  be 
from  3^  to  4  barrels  of  oil,  of  42  gallons  each,  as  equal  to  a  ton  of 
coal.  There  is  nothing  definite  in  such  a  statement.  The  value 
of  a  ton  of  coal  in  the  production  of  steam  depends  upon  many 
other  factors  than  that  of  price  alone.  The  quality  of  the  coal, 
the  type  of  the  boiler  used,  the  design  of  furnace,  the  draft  ob- 
tainable, the  temperature  of  the  feed  water,  the  condition  of  the 
boilers  as  regards  the  amount  of  soot  on  the  tubes,  and,  lastly,  the 
method  and  care  with  which  firing  is  done,  all  affect  the  pounds 
of  water  evaporated  per  ton  of  coal.  It  is  also  true  that,  in  the  use 
of  oil,  as  much  depends  upon  these  same  conditions.  The  amount 
of  steam  used  by  the  atomizer  itself  varies  in  different  equipments 
from  2  to  13  per  cent,  of  the  total  steam  generated  when  the  boiler 
is  operated  at  rating.  A  great  deal  depends  also  upon  the  proper 
adaptation  of  the  furnace  for  the  use  of  this  fuel  and  upon  the  care 
with  which  the  atomizer  is  installed  and  operated.  We  can  only 
estimate,  therefore,  in  a  general  way,  what  possible  saving  may 
be  expected  in  the  substitution  of  oil  for  coal  in  any  particular 
plant. 

In  this  plant  I  have  estimated  the  coal  to  have  a  heating  value 
of  13,000  B.  T.  U.  per  pound.  I  have  estimated  the  boiler  efficiency 
at  60  per  cent,  under  average  working  conditions,  where  one  boiler 
is  operated  close  to  three-fourths  its  rating  for  a  large  part  of  the 
day  and  at  full  rating  or  above  for  a  few  hours  in  the  evening. 
The  best  data  that  I  have  been  able  to  obtain  give  the  heat  units 
of  Beaumont  oil  as  approximately  19,000  B.  T.  U.  per  pound. 
The  boiler  efficiency  guaranteed  by  the  best  class  of  oil-burning 
apparatus  is  75  per  cent. 

These  assumptions  show  that  1094  pounds  of  this  oil  are  equal 
to  one  ton  of  this  coal,  or  3.1  barrels  of  oil  are  equal  to  one  ton 
of  coal.  On  this  basis  the  cost  of  oil  will  be  $1.39!^  for  a  steam- 
generating  capacity  equal  to  one  ton  of  McAllister  coal  at  $2.50 
per  ton.  Based  upon  a  coal  bill  of  $375  per  month,  the  figures 
show  that  this,  same  plant  can  be  operated  by  oil  for  $209.25  per 
month,  or  a  saving  of  47  per  cent,  over  the  present  cost. 

Bids  were  received  on  oil-burning  equipment  for  these  two 
boilers  as  follows : 

The  storage  tank  to  have  a  capacity  of  11,000  gallons  and  to 
be  located  within  60  feet  of  the  boilers,  the  tank  to  be  made  of 
3-16-inch  sheet  steel  with  ^-inch  heads.     The  tank  to  have  vent 
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pipe  carried  above  roof  of  building-,  fitted  with  indicator  showing 
height  of  oil  and  equipped  with  heating  coil  for  the  circulation  of 
exhaust  steam  through  the  tank.  The  pumping  outfit  to  consist  of 
duplicate  pumps,  working  on  direct-pressure' system,  with  regulator 
and  small  filter  tank.  The  burners  to  be  two  in  number  for  each 
boiler,  all  piped  up  complete,  with  steam  connection  to  boilers  and 
the  necessary  changes  in  the  furnaces.  All  of  this  equipment  to  be 
erected  complete  in  purchaser's  plant  and  the  efficiency  of  the 
apparatus  in  the  use  of  oil  fuel  guaranteed.  The  following  prices 
were  obtained : 

Bidders.  ''"ce. 

A $704.00 

B 936:00 

C  1,209.50 

D 1,389-22 

E 1,500.00 

F  '. 1,525-00 

Bids  were  also  received  upon  oil  delivered  f.  o.  b.  cars  Dallas, 
Tex.,  for  different  lenghts  of  contract,  as  follows : 

Bidders.  i  Year.  2  Years.  3  Years. 

A 44^  cents  per  bbl.  46M  cents  per  bbl.  48^^  cents. 

B 44^  cents. 

C 50  cents  per  bbl. 

One  bidder  only  agreed  to  deliver  oil  in  storage  tank,  and 
made  a  price  of  60  cents  per  barrel  delivered  for  one  year's  contract. 

So  much  for  the  conditions  existing  in  this  particular  plant  at 
Dallas.  But  the  question  of  more  vital  interest  to  us  in  St.  Louis 
is,  At  what  price  must  Beaumont  oil  be  delivered  in  St.  Louis  to 
compete  with  Illinois  coal?  Let  us  assume,  for  the  sake  of  con- 
venience, a  plant  of  the  same  size  as  the  Dallas  plant,  and  using 
the  same  amount  of  steam,  but  erected  in  St.  Louis.  The  heat  units 
of  Mt.  Olive  coal  are  taken  at  10,600  per  pound,  the  efficiency  of 
the  boilers  is  taken  at  60  per  cent.,  the  same  as  above.  The  heat 
imits  of  Beaumont  oil  are  taken  at  19,000  per  pound,  the  same  as 
above.  On  this  basis  we  find  that  892  pounds,  or  2.8  barrels,  of 
this  oil  are  equal  in  steam-producing  value  to  one  ton  of  Mt.  Olive 
coal.  Taking  the  cost  of  Mt.  Olive  coal  supplied  in  power  plants 
in  this  city  at  $1.70  per  ton,  the  cost  of  Beaumont  oil  delivered  in 
St.  Louis  must  be  as  low  as  60  cents  per  barrel  to  equal  our  coal 
in  price,  considered  solely  on  steam-producing  qualities.  As  stated 
above,  the  price  of  Beaumont  oil  quoted  me  last  week,  delivered 
f.  o.  b.  St.  Louis,  was  $1.14  per  barrel.  The  freight  consumes 
$1.05  of  this  amount,  leaving  but  9  cents  per  barrel  for  the  cost 
of  the  oil  at  the  wells.     The   use  of  Beaumont  oil   in  our  city. 
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whether  by  the  World's  Fair  power  plant  or  by  smaller  consumers, 
when  considered  on  an  economic  basis  solely,  is  entirely  a  question 
of  transportation  rates. 

The  contractors  for  the  equipment  of  the  Dallas  plant  guaran- 
teed to  evaporate  15  pounds  of  water  "from  and  at"  per  pound  of 
oil,  the  boilers  to  operate  within  25  per  cent,  of  their  rating.  Let 
us  see  whether  such  guarantees  have  been  met  by  actual  tests. 
In  a  test  at  the  plant  of  the  Dallas  Electric  Company,  A.  K.  Bonta, 
engineer,  an  evaporation  of  13.77  pounds  of  water  "from  and  at" 
were  obtained  per  pound  of  oil.  Prof.  J.  E.  Denton,  in  tests  made 
at  the  West  Side  Hygeia  Ice  Company,  New  York  City,  obtained 
an  evaporation  of  14.80.  R.  W.  Hunt  &  Co.,  in  tests  made  at 
Washington  Avenue  Power  House,  West  Chicago  Street  Railway 
Company,  obtained  an  evaporation  of  14.89.  The  engineer  in 
charge  of  the  Houston  Street  Railway  Company,  in  tests  made  on 
his  plant,  obtained  an  evaporation  of  13.58.  An  average  of  the 
above  figures  is  14.26,  which  approximates  the  guaranteed  results. 

An  analysis  of  this  oil  will  doubtless  prove  of  interest,  and  I 
give  below  that  made  bv  Prof.  J.  E.  Denton,  the  best  authority  that 
I  have  been  able  to  find : 

Specific  gravity O.92 

Flash  point  (degrees  Fahr.)    142 

Burning  point  (degrees  Fahr. )   181 

Cold  test  (degrees  Fahr.)    6 

Calorific  value  per  pound  by  oxygen  calorimeter  (B.  T.  U.) 19,060 

Chemical  composition,  carbon   (per  cent.) 84.60 

Chemical  composition,  hydrogen   (per  cent.) 10.90 

Chemical  composition,  sulphur  (per  cent.) 1.63 

Nitrogen  ( per  cent. )    0.00 

Oxygen  (per  cent.)    2.87 

A  competent  authority  reporting  to  the  Bureau  of  Statistics 
at  Washington  gives  the  following  as  the  cost  for  an  average  well 
on  Spindle  Top : 

950'  of  4"  line  pipe  at  42  cents  per  foot $399 

950'  of  6"  line  pipe  at  ']2  cents  per  foot 684 

800'  of  8"  line  pipe  at  $1.10  per  foot 880 

400'  of  12"  line  pipe  at  $2.04  per  foot 816 

Cost  of  drilling  $4.50  per  foot,  average  depths  of  950' 4.275 

Teaming,  fitting  and  covering  well 250 

Derrick    , 135 

Total    $7,429 

To  this  should  be  added  the  cost  of  real  estate,  and  one-thirty- 
second  of  an  acre,  giving  sufficient  room  for  the  erection  of  a  der- 
rick, can  be  purchased  on  proven  territory  with  the  oil  beneath  it 
guaranteed,  at  not  to  exceed  $5000,  a  total  cost  of  well  of  $12,429. 
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SOUTH  AMERICA  AND  THE  FACTORS  OF  WATER 

SUPPET  IN  CAEIFORNIA. 


By  Marsden  Manson.  Member  Technical  Society  of  the  Pacific  Coast. 


[Read  before  the  Society,  December  6,  1901.*] 
Two  of  our  greatest  industries,  agriculture  and  mining,  are 
entirely  dependent  upon  rainfall.  Water  power,  developed  into 
and  transmitted  as  electricity,  is  becoming  of  such  great  importance 
that  even  the  lighting  and  car  service  of  our  cities  are  dependen: 
upon  a  reliable  water  supply  in  some  far-off  mountain  stream.  Of 
still  greater  importance  than  these  is  the  water  supply  of  our  cities, 
which,  during  the  past  years  of  deficient  rainfall  and  of  greater 
growth  and  demand,  is  assuming  a  phase  which  necessitates  the 
projection  and  execution  of  works  which  are  to  last  for  many 
centuries  to  come.  To  insure  the  adequacy  of  these  works,  as  to 
purity  and  abundance,  is  taxing  the  abilities  of  our  profession 
throughout  the  State.  This  study  of  water  supply  is  of  vital  im- 
portance not  only  to  the  engineer,  but  also  to  the  farmer,  because 
it  affects  his  crops ;  to  the  capitalist,  because  it  affects  his  profits 
and  losses;  to  the  miner,  because  it  affects  his  returns;  to  the  mer- 
chant, because  it  affects  the  stability  of  his  credits  and  advances ; 
to  the  owner  of  every  home,  because  pure  and  abundant  water  is 
one  of  the  elements  of  the  health  and  well-being  of  its  inmates. 

The  irregular  distribution  of  rainfall  in  California  from  year  to 
year,  and  the  occurrence  of  wet  and  dry  seasons,  have  imposed 
peculiar  importance  upon  our  modes  of  utilizing  and  conserving 
our  water  supplies.  This  irregular  distribution  cannot  be  fully 
understood  unless  the  general  relations  of  our  rainfall  to  the  rain 
system  of  the  world  are  considered.  The  objects  of  this  paper  are, 
therefore,  to  point  out  these  relations  and  then  to  discuss  their 
bearing  upon  the  immediate  problems  of  this  State,  and  to  consider 
the  factors  of  our  water  supply. 

The  rainfall  of  the  globe  is  principally  distributed  in  three  zones  ; 
these  belt  the  earth  near  the  equator  and  about  in  latitude  50°  N. 
and  52°  S.  These  zones  are  generally  designated  as  the  Equatorial 
and  the  North  and  South  Temperate  rain  belts.  Between  those  of 
temperate  latitudes  and  the  equatorial  rain  belt  are  the  dry  or  arid 
belts  in  the  latitude  of  the  tropics  of  Capricorn  and  Cancer.  The 
positions  of  the  zones  of  rainfall  and  of  aridity  are  better  defined 
on  the  westerly  shores  of  continents  than  on  their  easterly  shores. 

*Maniiscript  received  January  7,   1902.— Secretary,  Ass'n  of  Eng.   Socs. 
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This  is  due  to  the  conservative  influences  of  the  oceans,  which 
temper  the  winds  moving  landward  from  the  west. 

On  the  easterly  shores  of  the  continents  the  dry  belts  are  inter- 
rupted by  minor  oblique  belts  of  rainfall,  which  are  determined  by 
warm  oceanic  currents  which  impinge  against  the  continents  on 
that  shore  in  equatorial  latitudes  and  turn  northeasterly  and  south- 
easterly along  the  shore  lines  and  then  easterly  across  the  oceans 
in  the  latitudes  of  the  temperate  rain  belts. 

These  currents  carry  with  them  the  heat  and  moisture  which 
interrupt  the  continuity  of  the  tropical  arid  belts  on  the  east  shores 
of  continents.  The  influence  of  these  oblique  belts  of  rainfall  are 
seen  in  the  moist  climates  of  the  southeastern  part  of  the  United 
States  and  of  corresponding  latitudes  in  China  which  are  in  the 
same  latitude  as  the  arid  regions  of  Southern  and  Lower  California 
and  the  Sahara.  There  are  corresponding  interruptions  on  the  east 
coasts  of  South  America,  Africa  and  Australia.  In  addition  to 
these  irregularities,  minor  ones  are  imposed  by  geographic  and 
physical  causes. 


Fig.  I.  Mean  Annual  Rainfall  on  the  West  Coast  of  North  and  South 
America  (at  Sea  Level)  Projected  on  the  Plane  of  the  One  Hun- 
dredth Mer.  W. 

Scale  of  Section  i  =  100.000,000.    Scale  of  Rainfail  i  =  200. 
Data  from  Plate  18,  Atlas  of  Meteorology.    J.  G.  Bartholomew,  F.R.S.E. 

Fig.  I  illustrates  the  distribution  of  rainfall  at  sea  level  on  the 
west  coast  of  North  and  South  America. 
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It  will  be  observed  that  there  are  three  distinct  maxima  and 
two  minima.  Similar  curves  are  obtained  through  the  middle  of 
the  Atlantic  Ocean  on  the  30th  meridian  west  of  Greenwich,  on  the 
west  coast  of  Europe  and  Africa  on  the  meridian  of  Greenwich, 
and  through  the  continents  of  Europe  and  Africa  on  the  20th 
meridian  east  longitude. 

The  equatorial  rainfall  in  all  of  these  is  displaced  a  few  degrees 
northerly,  due  to  the  greater  amount  of  energy  received  north  of 
the  equator  in  the  longer  summer  of  the  northern  hemisphere  and 
to  the  fact  that  the  lower  specific  heat  of  the  land  hemisphere  draws 
toward  it  currents  of  air  which  carry  northerlv  across  the  equator 
some  of  the  moisture  and  heat  received  in  the  southern  hemisphere. 
This  makes  the  north  temperate  arid  belt  narrower  than  the  corre- 
sponding south  temperate  belt  by  about  five  degfrees. 

These  belts  of  rainfall  and  of  aridity  are  persistent  over  land 
and  sea,  and  move  with  the  vertical  sun  to  their  northerly  and 
southerly  positions.  This  movement  may  carry  them  from  sea  to 
land,  or  vice  versa.  These  positions  and  movements,  as  far  as 
present  data  reveal  them,  are  as  regular  in  the  water  hemisphere 
of  high  specific  heat  as  they  are  in  the  land  hemisphere  of  low 
specific  heat,  and  these  movements  would  apparently  be  as  regular 
were  the  positions  and  relative  areas  of  land  and  water  to  change 
places. 

In  order  to  distinctly  show  the  effect  of  the  vertical  sun  in 
shifting  these  belts,  the  vertical  rays  will  be  followed  through  a 
season. 

On  the  I  St  of  September  the  sun  is  vertical  over  latitude  S"* 
north.  By  December  ist  it  has  moved  to  22°  south,  passing  the 
equator  on  September  21st,  the  autumnal  equinox,  and  moving 
through  thirty  degrees  of  latitude. 

From  December  ist  to  March  ist  it  moves  from  22°  south  to 
234°  south  and  back  to  8°  south,  reaching  the  winter  solstice 
on  December  21st,  and  in  this  period  moving  through  seventeen 
degrees  of  latitude. 

From  March  ist  to  June  ist  it  moves  from  8°  south  to  22° 
north,  or  through  thirty  degrees  of  latitude,  and  crosses  the  equator 
on  March  21st,  the  vernal  equinox. 

From  June  ist  to  September  ist  it  moves  from  22°  north  to 
234°  north  and  back  to  8°  north,  or  through  seventeen  degrees  of 
latitude,  reaching  the  most  northerly  latitude  on  June  21st,  the 
summer  solstice. 

These  oscillations  of  the  zone  of  vertical  rays  and  of  the  zones 
of  maximum  atmospheric  absorption  of  solar  energy,  by  reason  of 
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the  obliquity  of  the  rays,  cause  corresponding  oscillations  of  the  rain 
and  dry  belts  of  the  globe,  and  these  belts  follow  the  above  de- 
scribed movements  with  great  regularity ;  the  summer  being  the 
period  of  maximum  northerly  extension  of  all  rain  belts,  and  the 
rain  belts  invade  the  dry  regions  on  their  northerly  and  desert  those 
on  their  southerly  edges ;  the  winter  is  correspondingly  the  period 
of  maximum  southern  extension  of  all  rain  belts  where  they  en- 
croach upon  the  dry  belts  on  their  southerly  limits.  The  spring 
is  the  period  of  rapid  movement  northerly  and  the  autumn  of  rapid 
movement  southerly  of  all  belts. 

Were  these  movements  absolutely  exact,  or  were  there  no  slight 
variations  in  them,  the  rainfall  in  any  particular  locality  would  be 
more  regular  than  it  is.  Owing  to  comparatively  slight  varia- 
tions in  these  movements,  marked  variations  in  seasonal  rainfall 
occur.  Thus,  we  in  California  are  between  the  north  temperate 
and  the  equatorial  rain  belt.  When,  from  some  as  yet  unknown 
cause,  the  north  temperate  rain  belt  shifts  a  little  farther  south  than 
usual,  we  have  winters  such  as  those  of  186 1-2,  1867-8,  1887-8  or 
1889-90,  when  the  rainfall  was  far  above,  or  even  double,  the 
average. 

Again,  as  in  1850-1,  1863-4,  1876-7,  1897-8,  1898-9,  the  north 
temperate  rain  belt  did  not  extend  as  far  southerly  as  usual,  and 
these  seasons  were  deficient  in  rainfall,  falling  as  low  as  one-third 
the  average. 

These  marked  variations  may  be  otherwise  accounted  for: 

First.  There  may  be  a  contraction  of  the  zone  over  which  the 
rainfall  is  distributed,  giving  a  deficiency  in  regions  situated  as  is 
California,  on  the  edge  of  one  of  these  zones. 

Second.  There  may  be  actual  variations  in  evaporation ;  and 
precipitation,  being  a  direct  function  of  evaporation,  adjusts  itself 
to  these  variations. 

Third.  The  amount  of  moisture  in  the  atmosphere  being  de- 
pendent upon  its  temperature,  a  year  during  which  a  decrease  in 
mean  atmospheric  temperature  occurs  must  be  one  of  increased 
precipitation,  and  when  a  slight  rise  occurs  in  the  mean  temperature 
of  the  atmosphere  its  capacity  to  retain  moisture  increases,  and 
hence  a  minimum  precipitation  may  follow. 

There  are,  however,  no  data  upon  which  to  rest  these  expla- 
nations, and  the  one  given  is  both  more  probable  and  more  in 
harmony  with  the  facts  so  far  known. 
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From  this  brief  presentation  of  the  subject,  it  is  seen  that  the 
variations  in  our  seasonal  rainfall  and  our  change  from  wet  to 
dry  seasons  is  a  part  of  the  rainfall  system  of  the  globe. 

The  exact  cause  of  the  seasonal  changes  is  well  known,  al- 
though the  mode  of  action  is  not  fully  understood.  The  cause  or 
causes  of  the  irregular  variations  are  more  obscure,  and  are  practi- 
cally unknown,  although  their  results  are  of  vast  importance  to 
the  human  race,  causing  widespread  losses  in  many  branches  of 
industry  and.  in  extreme  cases,  severe  famines. 

In  no  part  of  the  world  are  these  irregularities  of  more  com- 
parative interest  than  in  California,  for  here  we  depend  not  only 
upon  direct  rainfall,  but  many  industries,  other  than  agriculture, 
depend  upon  artificial  water  supplies  stored  or  developed  at  great 
expense.  When,  therefore,  two  or  more  years  of  deficient  rainfall 
occur,  the  reliability  of  a  given  supply  is  severely  tested,  sometimes 
beyond  a  safe  limit.  The  reliability  of  a  supply  and  the  exact 
limits  to  which  it  may  be  depended  upon  for  domestic  purposes, 
or  for  furnishing  light  or  power,  become,  therefore,  a  problem 
of  prime  importance,  to  which  the  highest  skill  and  best  judgment 
of  the  engineer  must  be  devoted  in  order  that  the  works  he  plans 
may  serve  their  purpose. 

The  position  of  California  with  reference  to  these  rain  belts 
controls  its  rainfall,  and  their  movements  determine  our  wet  and 
dry  seasons.  This  State  lies  between  the  north  temperate  and  the 
equatorial  rain  belts,  or  across  the  dry  belt  between  these  two  rain 
belts.  The  most  southerly  and  extended  rains  of  the  north  tem- 
perate rain  belt  just  reach  our  northern  border  in  summer,  and 
during  this  same  period  the  most  extended  and  northerly  rains  of 
the  equatorial  rain  belt  reach  into  the  mountains  of  San  Diego 
County.  These  are  the  sonora  or  summer  rains  of  Northern 
Mexico. 

In  the  winter  the  north  temperate  rain  belt  moves  southerly 
and  the  more  extended  rains  of  the  season  cover  the  entire  State, 
and  those  of  less  extent  are  confined  to  the  region  north  of  Te- 
hachippi. 

These  movements  give  Northern  Mexico  its  wet  summer  and 
dry  winter  and  give  California  a  rainless  summer  and  a  wet  winter, 
with  corresponding  changes  in  the  southern  hemisphere. 

It  is  thus  seen  that  our  apparently  peculiar  climatic  conditions 
are  part  of  the  great  systems  of  rain  and  arid  zones  which  belt 
the  globe  and  are  fixed  by  cosmic  laws. 

We  will  now  consider  how  these,  with  other  factors,  control 
our  water  supply. 
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THE    FACTORS    OF    WATER   SUPPLY    IN    CALIFORNIA. 

The  factors  which  enter  into  the  water  supply  of  a  given 
source  are  three :  First,  the  area  drained ;  second,  the  ratio  of 
precipitation  thereon,  and,  third,  the  rate  of  run-off. 

Of  these  the  first,  area  drained,  is  fixed  by  natural  lines  and 
cannot  be  varied  except  at  the  expense  of  adjacent  areas ;  the  sec- 
ond, precipitation,  is  variable  from  season  to  season,  and  can  be 
measured  with  more  or  less  accuracy,  but  is  entirely  beyond  human 
control ;  the  third,  rate  of  run-off,  is  largely  under  human  control, 
and  in  small  areas  of  a  few  scores  of  square  miles  can  be  com- 
pletely controlled,  and  over  very  large  areas  can  be  very  sensibly 
modified.  Man,  through  ignorance,  cupidity  or  recklessness,  has 
in  numberless  instances  so  augmented  this  factor  that  he  has  con- 
verted vast  areas  of  orchards,  fields  and  gardens  into  a  desert  and 
reduced  prosperous  and  happy  communities  to  want  and  degra- 
dation. 

The  accompanying  map  of  the  State  shows  the  general  relation 
of  these  factors  in  all  the  principal  rivers  and  streams  of  the  State. 

This  map  is  made  from  the  most  reliable  data  obtainable. 
The  areas  are  based  on  the  work  done  by  the  State  Engineering 
Department.  The  curves  of  mean  annual  precipitation  are  made 
from  the  records  of  363  stations,  some  of  which  are  very  meager, 
but  these,  by  a  comparison  with  adjacent  stations,  have  been  given 
that  weight  which  the  writer's  knowledge  of  the  State  appears  to 
justify.  From  the  data  available  these  curves  are  probably  as 
accurate  as  any  which  can  be  drawn.  The  range  of  rainfall  which 
they  represent  for  any  given  area  will  probably  vary  as  follows :  A 
maximum  may  be  double  the  mean,  and  a  minimum  may  be  one- 
third  the  mean. 

Over  the  extreme  period  of  observation,  namely,  fifty  years, 
it  may  be  said  that  one-half  the  seasons  have  given  precipitation 
about  equal  to  that  indicated  by  the  curves ;  one-seventh  have  been 
about  the  minimum,  and  one-seventh  between  the  minimum  and 
the  mean,  and  the  remainder  above  the  mean,  the  maximum  above 
indicated  having  been  reached  twice.  Two,  or  even  three,  seasons, 
which  fall  very  materially  below  the  normal,  may  occur,  whilst  it  is 
not  generally  the  case  that  two  very  wet  seasons  follow  one  another. 
The  mean  rate  of  rainfall,  whilst  a  guide  to  the  engineer  in 
certain  broad  generalizations,  cannot  be  entirely  depended  on  ex- 
cept in  the  case  of  small  areas  from  which  the  entire  run-off  of 
a  wet  year  can  be  stored  to  tide  over  seasons  of  deficient  rainfall. 
The  storage  capacity  in  this  case  must  be  sufficient  to  hold  the 
maximum,  and  not  the  mean,  run-oft*  from  the  tributary  drainage 
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area.  This  factor  is  very  greatly  influenced  by  elevation,  increasing 
on  the  most  exposed  portion  of  the  Sierra,  as  shown  on  the  accom- 
panying section.  Fig.  2.     The  line  along  which  this  comparison  is 


made  extends  northerly  across  the  Sierra  from  Marysville  to  Sierra- 
ville.  At  the  former  locality  the  mean  elevation  is  less  than  100  feet, 
and  the  mean  annual  rainfall  is  about  20  inches,  increasing  gradu- 
ally, to  the  summit  of  the  Sierra,  sixty  miles  distant,  and  at  an  eleva- 
tion of  8000  feet,  to  70  inches,  or  at  the  rate  of  about  6  inches  per 
1000  feet  of  increase  in  elevation.  Upon  reaching  a  maximum  near 
the  summit,  it  decreases  to  25  inches  in  Sierra  Valley  at  an  elevation 
of  5000  feet,  and  still  farther  decreases  to  less  than  10  inches  over 
the  plains  of  Nevada. 

It  is  thus  seen  that  this  factor — precipitation — has  within 
certain  limits  a  greater  comparative  value  as  the  area  drained  is 
elevated,  being  three  and  one-half  times  greater  at  from  6000  to 
8000  feet  than  at  sea  level.  This  comparative  value  is  still  farther 
increased  by  the  temperature,  for  at  this  elevation  the  precipitation 
is  principally  snow,  which,  by  slow  melting,  controls  to  a  very 
large  extent  the  third  factor — rate  of  run-off.  This  factor  is  de- 
pendent upon  several  conditions:  (a)  .The  character  and  extent 
of  vegetation,  (b)  the  temperature  and  rate  of  melting  of  snow, 
(c)  the  depth  and  nature  of  the  soil.  These  three  sub-factors  of 
the  rate  of  run-off  interact  on  one  another  so  as  to  complicate  the 
ultimate  result. 

The  distribution  and  occurrence  of  forest  and  brush  on  the 
watersheds  of  the  State  is  shown  on  the  accompanying  map. 

These  data  are  taken  from  the  data  published  by  the  State 
Forestry  Commission,  by  the  United  States  Geological  Survey  and 
such  other  minor  sources  as  the  writer  was  able  to  obtain. 

The  effects  of  variations  in  this  factor  are  shown  in  the  shape 
and  character  of  the  flood  channels  from  different  areas.     If  one 
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finds  the  barranca-like  channels  of  the  southern  part  of  the  State, 
he  does  not  need  to  go  to  the  mountain  drainage  area  to  find  out 
whether  it  is  wooded  or  not,  and  he  knows  that  the  rate  of  run-off 
is  large.  Again,  if  he  knows  that  the  drainage  area  of  a  given 
stream  in  Mendocino  or  Humboldt  County  is  200  square  miles 
and  finds  that  its  flood-water  section  and  channel  is  small,  he  knows 
at  once  that  this  200  square  miles  is  densely  wooded  and  that  the 
third  factor — rate  of  run-off — is  low.  If,  however,  he  goes  to  Lake, 
Napa,  Shasta  or  other  county,  and  finds  the  normal  flood  channels 
changing  their  form  to  the  barranca  type,  he  knows  at  once  that 
the  watershed  is  being  denuded  and  the  factor  rate  of  run-oft'  is 
increasing  and  that  water,  the  lifeblood  of  every  industry  of  our 
State,  is  being  wasted,  not  for  a  year,  but  for  centuries  to  come, 
and  tliat  the  fertile  fields  at  the  bases  of  these  mountain  drainage 
areas  are  doomed  to  become  deserts  unless  the  destruction  of  forest's 
and  brush  be  stayed. 

CONTROL   OF   THIS    FACTOR.  ": 

This  being  the  only  one  of  the  three  great  factors  of  water 
supply  which  man  can  control,  the  modes  of  control  become  inter- 
esting and  important  studies. 

This  control  is  effected  naturally  where  the  precipitation  is 
in  the  form  of  snow,  the  rate  of  accumulation  and  melting  of  which 
can  be  observed  and  to  a  certain  extent  utilized.  The  best  data 
which  the  writer  is  able  to  give  are  presented  on  the  following 
diagram,  the  data  for  which  were  furnished  through  the  courtesy 
of  Mr.  W.  F.  Englebright,  the  chief  engineer  of  the  South  Yuba 
Canal  Company. 

This  diagram,  Fig.  3,  shows  the  rate  of  accumulation,  depth 
and  rate  of  melting  snow  at  Lake  Fordyce  for  several  seasons. 
This  lake  has  an  elevation  of  6500  feet  above  tide  level,  and  is  in 
a  region  over  which  annual  precipitation  in  melted  snow  is  70 
inches. 

The  variation  in  depth  of  snow  in  different  seasons  and  the 
effect  of  late  cold  seasons  is  distinctly  shown. 

Snow  begins  to  accumulate  late  in  November  and  reaches  its 
maximum  depth  of  packed  snow  in  March.  The  lower  readings 
on  the  gauge  rod,  following  higher  readings  during  the  winter 
months,  generally  indicate  a  packing  of  the  snow.  Melting  begins 
in  March  and  continues  quite  regularly  until  the  middle  of  June 
or  early  in  July.  Short  storms  during  April  and  May  cause  sfight 
effects  in  the  curve  which  resumes  a  parallel  line.  A  series  of  cold 
and  heavy  storms  in  April,  1896,  caused  the  snow  to  last  until 
16 
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July  5th,  whilst  the  clear,  warm  spring  of  1897  caused  it  to  disap- 
pear on  the  /th  of  June. 

By  means  of  daily  reports  by  telephone,  the  chief  engineer  of 
the  company  is  enabled,  through  diagrams  upon  a  larger  scale,  to 
approximate  during  the  latter  half  of  April  to  within  a  few  days 
of  the  duration  of  the  snow  supply  and  the  beginning  of  the  draught 
on  reservoirs. 

Data  and  studies  of  this  kind  are  highly  valuable,  and  suggest 
the  importance  of  stations  above  the  snow  line  as  a  means  of  deter- 
mining the  volume  of  snow  storage  available  in  different  seasons 
and  the  ratio  between  the  volumes  stored  by  snow  and  by  reservoirs. 
The  discharge  of  the  streams  is  maintained  during  the  spring  and 
for  one-half  the  summer  months  by  snow  and  the  measure  and  rate 
of  this  discharge  can  be  reasonably  foretold  by  daily  readings 
of  properly  situated  gauges. 

This  factor  is  still  farther  controlled  by  two  processes  entirelv 
under  human  control,  namely,  reservoirs  and  forests.  The  com- 
parative value  and  efficiency  of  these  have  been  studied  for  one  of 
the  great  drainage  areas  of  the  State,  namely,  Yuba  River.  T'.ls 
drainage  basin  has  three  principal  sub-basins,  the  North,  Middle 
and  South  Forks,  which  present  excellent  conditions  for  this  com- 
parison. 

The  basin  of  the  North  Fork  is  comparatively  well  woe  ' 
and  has  comparatively  few  storage  areas.     The  basin  of  the  Sc 
F'ork  is  comparatively  lightly  timbered  and  the  timber  much  De- 
stroyed, and  has  remarkably  large  storage  areas,  whilst  the  basin 
of  the   Middle   Fork  is   intermediate   in   character  as   well   as   in 
position.  ■ 

ARTIFICIAL   STORAGE    FACILITIES    ON-  YUBA    RIVER. 

The  natural  facilities  for  the  storage  of  storm  waters  are 
particularly  favorable  in  the  upper  third  of  the  drainage  basin  of 
the  South  Fork.  The  demands  for  large  volumes  of  water  under 
high  pressure  to  operate  the  mines  in  the  middle  and  lower  por- 
tions of  its  drainage  basin  and  for  those  on  Bear  and  American 
Rivers  were  met  by  the  construction  of  large  and  expensive  canals 
and  storage  reservoirs  : 

Storage  is  had  in  the  following  reservoirs  : 

Capacity  in  Cost  ot" 

Name  of  Reservoir.  Elevation.     Area  in  Acres.  Gallons.  Dam. 

IMeadow    7,515  ft.  300  1,275,000,000  $75,000 

Stirling   7,200  "  100  340,000,000  20,000 

White   Rock    7^000  "  80  255,000,000  5.000 

Peak  Lakes,  three 6,900  "  150  1,275,000,000              

Fordyce    6,500  "  474  5.950,000,000  300,000 
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Area  in  Acres. 

Capacity  in 
Gallons. 

85,000,000 

Cost  of 
Dam. 

171 

1,020,000,000 

215      , 

2,125,000,000 

$50,000 

400 

1,938,816,000 

30,000 

60 

145,411,200 

8,000 

1,950 

14,409,227.200 

$478,000 

Name  of  Reservoir.  Elevation. 

Lost  River      7,000  ft. 

Fall    Creek   Lakes,    six....  7,000" 

Spaiilding    4,846  " 

Summit  Lake   6,800  " 

Bear   Valley   Reservoir....  4,400  " 


3.05  sq.   miles.     1,921,230,293  cii.  ft. 

The  aggregate  area  of  these  reservoirs  is  3.05  square  miles, 
which  is  filled  to  an  average  depth  of  22J  feet,  thus  giving  storage 
for  about  12  per  cent,  of  the  mean  annual  precipitation  upon  the 
tributary  area,  the  remainder  going  to  waste  and  to  swell  the  floods 
which  devastate  the  valley.  It  is  possible,  by  raising  the  dams  and 
enlarging  the  canals,  to  utilize  another  considerable  fraction.  The 
conditions  favoring  the  conservation  of  water  on  the  upper  one- 
third  of  the  drainage  basin  of  the  South  Fork  are  far  more  favor- 
able than  in  the  lower  two-thirds  or  those  on  the  other  for*ks. 

Upon  the  upper  portion  of  Canon  Creek  (a  tributary  of  the 
South  Yuba)  the  Eureka  Lake,  Yuba  Canal  Company  and  the 
North  Bloomfield  Gravel  and  Mining  Company  have  a  system  of 
storage  reservoirs  as  follows : 


Name. 

H. W.      Top 
'Area,  Height, 
Acres.      Feet. 

Top 

Length, 
Feet. 

Baromet- 
rical 
Elevation 
Cost.           Feet. 

Catch- 
ment 
Area, 
Acres. 

Capacity 

in 

Cubic 

Feet. 

Bowman     

...500 

100 

425      $151,521      5,450 

12,093 

930,000,000 

Sawmill  Flat 

.  .  .      80.6 

39-2 

-V 

r  5.780 

2,000,000 

Shotgun  Lake    . 

.  .  .      26.2 

10 

amount 

6,410 

3,423,816 

Island          " 

.  .  .      48.8 

12.8 

fn  the 
first  seven ^ 

6,690 



23,027,558 

Middle         "      .. 
Crooked       "      . . 

...       II. 2 
...       10.3 

12 
3 

dams^and 
reservoirs 

is 
|246  000 

6,460 
6,510 

2,395,800 
1,600,000 

Round          " 

...      8.1 

II 

.6,590 

2,906,630 

Fall    Creek    .... 



6,690 

Jackson   Lake. . . 

..  .       20 

5 

•        5,410 

15,000,000 

Faucherie    "     . . 

...       90 

21 

550 

8,000       6,060 

3.262 

58,000,000 

Weaver        "     . . 

...       83.5 

21.8 

150,000,000 

Eureka         "     . . 

...  32>7.Z 

68.2 

250 

35,000 

6,480 

3,170 

661,000,000 

1,849,354,804 

The  drainage  tributary  to  these  reservoirs  is  28.4  square  miles, 
which  receives  a  total  precipitation,  during  an  average  year,  of 
4,589,481,600  cubic  feet,  of  which  1,849.354,804  cubic  feet  is 
stored,  or  between  one-third  and  one-half  the  mean  annual  pre- 
cipitation. 

MIDDLE   YUBA. 

On  the  IVIiddle  Yuba  there  are  no  reservoirs  storing  water  at 
the  present  time.  The  onlv  reservoir  area  of  any  importance  is 
the  Rudyard  or  English  Reservoir,  which  has  not  been  in  use  since 
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June,  1883,  at  which  date  the  dam  failed.  Its  possible  capacity  is 
650,000,000  cubic  feet. 

Weaver  Lake  is  on  the  watershed  of  the  Middle  Yuba,  but 
its  catchment  area  is  not  large  enough  to  fill  it,  so  it  is  supplied 
from  the  Eureka  Lake  Company's  ditch,  from  Canon  Creek  (a 
tributary  of  the  South  Yuba),  and  is  included  in  the  previous  list. 

At  Milton  there  is  a  reservoir  site  with  an  estimated  capacity 
of  28,000,000  gallons.  The  total  storage  on  the  Middle  Yuba  may 
be  considered  678,000,000  cubic  feet. 

On  the  North  Yuba  there  are  the  following  small  lakes : 

Low-Water 
Name.  •  Area. 

LIpper  Sardine    38 

Lower       "        40 

Young  American 9 

Volcano 2^ 

Packer  7 

Saxonia  2J/2 

Deer  5 

L'^pper  Salmon 30 

Lower         "        50 

Hawley    11 

Spencer  Lakes,  two 16 

Sundry  small  lakes,  five  (not  named) 27 

Deadman's    3 

241  acres. 

These  might  be  developed  to  an  aggregate  storage  capacity  of 
500,000,000  cubic  feet. 

But,  assuming  that  artificial  storage  on  the  North  and  Middle 
Forks  could  be  developed  to  a  capacity  equal  to  that  on  the  South 
Fork  above  Lake  Spaulding  Dam,  there  would  then  be  in  service  an 
area  of  6.8  square  miles,  at  an  average  depth  of  26.4  feet,  or 
5,692  million  cubic  feet.  The  mean  annual  precipitation  upon  the 
drainage  basin  of  the  Yuba  River  is  170,829  million  cubic  feet. 

The  total  ultimate  artificial  storage  is  less  than  3  per  cent, 
of  this  precipitation,  which  could  hardly  be  recognized  in  a  gauging 
of  the  total  run-off  and  would  be  inappreciable  in  a  wet  year. 
Furthermore,  in  the  storage  of  water  for  industrial  purposes  the 
uncertainty  of  the  character  of  the  seasonal  rainfall  makes  it  pru- 
dent and  desirable  to  permit  the  reservoirs  to  fill  during  the  earlier 
rains,  and  not  leave  the  possibility  of  husbanding  a  supply  to  the 
uncertainty  of  succeeding  rains.  Hence  it  generally  happens  that, 
when  the  heavy  storms  of  the  late  winter  and  spring  months  occur, 
these  storms  find  the  reservoirs  full,  and  the  flood  wave  passes 
down  without  being  diminished  by  the  capacities  of  the  reservoirs. 
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This  is  true  only  to  a  limited  extent  of  reservoirs  above  the  snow 
line,  for  in  these  cases  the  snow  constitutes  a  reservoir  of  far 
greater  capacity  than  is  ordinarily  obtained  behind  dams.  It  also 
happens,  in  late  warm  rains  or  rapid  melting  of  snows,  that  reser- 
voirs are  already  full  and  that  the  reservoir  capacity  does  not 
diminish  the  flood  volumes.  It  would  appear,  therefore,  that, 
however  useful  and  even  essential  reservoirs  may  be  for  domestic 
and  industrial  purposes,  they  cannot  be  relied  upon,  except  under 
exceptional  circumstances,  to  decrease  the  height  of  late  winter  and 
spring  floods. 

THE    INFLUENCE   OF   FORESTS    IN    LOWERING   THE    RATE   OF   RUN-OFF. 

We  have  now  to  consider  the  second  mode  of  checking  the 
rate  of  run-off,  namely,  the  preservation  and  extension  of  forest  and 
brush-covered  areas. 

In  the  study  made  for  the  Agricultural  Department,  the  fol- 
lowing comparative  data  were  made  available : 

On  the  South  Fork  of  the  North  Fork  there  is  a  watershed 
area  of  139  square  miles,  which  was  gauged  on  September  19,  1900, 
after  three  successive  seasons  of  deficient  rainfall,  and  gave  a  mini- 
mum run-off  of  113  second  feet,  or  0.8  second  feet  per  square  mile. 
This  area  is  well  covered  with  timber  and  brush,  and  in  120  days 
gives  a  minimum  run-off  of  1,441,152,000  cubic  feet,  which  is  75 
per  cent,  of  the  low-water  flow  of  the  entire  drainage,  basin  of  the 
Yuba  River. 

On  the  South  Fork,  above  Lake  Spaulding,  there  is  a  water- 
shed of  120,9  square  miles.  The  run-off  of  this  area  is  practically 
nothing  for  120  days  each  year,  due  to  the  absence  of  forests  and 
brush.  If  this  area  were  afforested,  and  gave  a  minimum  run-off 
of  0.8  second  feet  per  square  mile  (as  above  in  the  case  of  the 
North  Fork),  the  discharge  would  be  100  second  feet  for  120  days, 
or  equivalent  to  1,036,800,000  cubic  feet  effective  storage  capacity, 
a  discharge  more  than  equivalent  to  three-fourths  the  storage 
capacities  of  all  the  reservoirs  above  Lake  Spaulding  Dam.  As  the 
basis  of  this  comparison  is  extreme  low-water  discharge,  it  is  safe 
to  assume  that  by  afforesting  this  watershed  the  costly  and  extensive 
system  of  reservoirs  might  be  safely  drawn  upon  for  double  their 
present  capacity.  When  this  reasoning  is  applied  to  the  entire 
drainage  basin  of  1357  square  miles,  instead  of  to  small  fractions 
thereof,  the  force  of  the  argument  becomes  more  apparent. 

SOLUTION  OF  THE  PROBLEM  OF  STORAGE  OF  FLOOD  W^ATERS. 

It  would  appear  from  the  foregoing  that  the  solution  of  the 
problem  of  checking  the  rate  of  run-off  by  storage  is  not  in  the 
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retention  of  a  small  percentage  of  the  storm  waters  behind  dams, 
but  in  checking  the  rate  of  run-off  over  the  entire  watershed  by  the 
systematic  protection  and  extension  of  forest  and  brush-covered 
areas. 

REVIEW. 

The  three  principal  factors  of  water  supplv,  area  of  watershed y 
precipitation  thereon,  and  the  natnral  condition  controlling  tJie  rate 
of  run-off,  are  presented  for  all  the  principal  streams  of  the  State 
in  the  accompanying  map. 

The  first  two  of  these  factors  can  be  measured,  studied  and 
compared,  but  cannot  be  controlled  nor  materially  affected  by 
human  agency.  The  third,  rate  of  run-off,  is  largely  under  humart- 
control,  and  every  eft'ort  should  be  put  forth  to  direct  public  atten- 
tion to  the  importance  of  checking  it.  No  broader  nor  more  com- 
prehensive problems  come  before  our  profession  than  those  relating^ 
to  the  conservation  and  use  of  water,  and  the  skill  and  thoroughness 
with  which  our  mountain  water  supplies  are  conserved  will  fix  for 
the  remotest  future  the  metes  and  bounds  of  the  civilization  we  are 
striving  to  establish.  Reservoirs  alone,  as  a  means  of  checking  the 
rate  of  run-oft",  serve  only  for  a  time.  Unless  the  watersheds  which 
fill  these  be  protected,  these  reservoirs  silt  up  or  are  filled  with  sand 
and  gravel.  Systematic  forestry  only  will  permanently  check  the 
rate  of  run-oft*  and  conserve  this  factor  of  water  supply.  Where 
this  is  neglected,  history  and  nature  record  no  law  more  inflexible,, 
no  effect  more  certain,  than  that  poverty  and  degradation  follow 
upon  the  destruction  of  mountain  forests. 
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PERSOlS^AIi  EXPERIENCES  IX  THE  CONSTRUCTION  OF 

A  EANDING  PIER  FOR  THE  OCOS  RAILWAY, 

GUATEMALA,  C.  A. 

Bv  Charles  List,  Civil  Engineer. 


[Read  before  the  Technical  Society  of  the  Pacific  Coast,  March  6,  1903.*] 

The  maintenance  of  an  ocean  pier,  the  property  of  the  Ocos 
Railroad,  formed  part  of  my  duty  during  a  period  of  five  years. 
An  account  of  the  history  and  construction  of  the  pier,  some  of  the 
experiences  gained,  and  deductions  therefrom,  might  be  of  interest. 

Ocos  is  an  open  roadstead,  situated  on  the  Pacific  Coast  of 
Guatemala,  C.  A.  The  beach  at  this  locality  slopes  down  gently 
into  the  sea.  It  is  made  up  of  sand  of  almost  uniform  size ;  depth 
not  known.  A  heavy  swell,  causing  high-breaking  surf,  prevails 
almost  all  the  year  round.     Severe  storms  occur  frequently  from 


Fig.  I.     Ocos  Pier  Profile. 

June  to  October,  and,  in  addition,  there  are  currents  produced  by 
two  rivers  emptying  into  the  ocean  i  mile  south  of  the  pier,  espe- 
cially during  the  rainy  season,  June  to  October,  causing  a  constant 
shifting  of  the  sand  on  the  bottom  of  the  sea.  All  these  circum- 
stances combined  make  the  site  of  this  pier  a  most  undesirable  one. 
The  pier  extends  1200  feet  from  the  beach  into  the  open  ocean. 
Of  this  total  length  about  800  feet  are  outside  the  surf  line.  It 
stands  some  10  feet  above  high  water;  dift'erence  of  level  between 
low  and  high  water,  5  to  6  feet.     Steamers  lie  at  anchor  500  to 

*Maniiscript  received  April  6,  1903. — Secretary,    Ass'n  of  Eng.  Socs. 
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1000  yards  from  the  pier  end;  traffic  between  pier  and  steamer  is 
carried  on  with  lighters  of  a  maximum  capacity  of  30  tons. 

The  piles  of  the  pier  are  arranged  in  bents  set  20  feet  apart, 
each  bent  consisting  of  three  piles  8  feet  from  center  to  center. 
Tie-rods  join  the  piles  above  low  water  plane,  lengthwise  and 
crosswise.      (See  Figs.  2,  3  and  4.)     The  floor  beams  carry  two 


Fig.  2.     Plan. 
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narrow-gauge  railway  tracks.  On  the  sea  end,  for  a  length  of 
160  feet,  the  pier  is  widened  to  thrice  its  width  and  roofed  over 
where  the  hoisting  engines  and  windlasses  are  wanted,  two  on 
each  side. 

The  first  pier  was  constructed  from   1883  to  1885,  the  piles 
consisting   of   wrought-iron   sectional   cylinders,   4   inches   outside 
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diameter,  formed  of  four  segments  riveted  together  lengthwise. 
(See  Fig.  5.)  The  piles  had  disk-shaped  cast-iron  shoes,  2  feet 
diameter.  By  means  of  a  hole,  ending  in  the  point  of  the  shoe 
and  pipe  connection,  the  piles  were  jetted  down  into  the  sand 
with  a  6  X  8-inch  pump.  After  being  put  in  position  they  were 
filled  up  with  concrete.  After  a  few  years  of  existence  the  piles  got 
loose,  the  pier  became  distorted,  and  the  whole  construction  was 
in  imminent  danger  of  collapse.  The  party  then  in  charge  of  the 
pier  contended  that  this  condition  of  aiifairs  was  due  to  the  shifting 
of  the  sand  on  the  bottom  of  the  sea,  which  abraded  the  pipe 
walls,  compelling  the  riveted  flanges,  also  in  weakened  condition, 
to  sustain  the  structure.     To  remedy  this,  wTought-iron  sleeves. 


Abrasion  of  Piles 
First  l*icr 


Cross  Section 


Fig.  6. 

3  feet  long,  i^  inches  thick,  were  ordered,  and  it  was  the  intention 
to  have  them  put  on  the  piles  at  the  injured  localities  by  divers. 
While  the  sleeves  were  being  made  and  forwarded,  the  owners 
had  agreed  upon  the  construction  of  a  new  pier,  consisting  of  round, 
solid  steel  piles  4  inches  in  diameter,  connected  by  strong  bracing. 
This  new  structure  was  erected  from  1893  to  1896  on  the  same 
spot,  so  as  to  leave  the  floor  construction  undisturbed.  The  shoes 
of  the  new  piles  were  larger,  2\  feet  in  diameter,  and,  in  order  not 
to  get  entangled  with  the  old  existing  piles,  the  new  ones  were 
sunk  at  a  distance  of  some  3  to  4  feet  from  the  former. 

When  I  took  charge,  in  1897,  the  pier  was  just  finished  and  in 
very  good  condition,  but  soon  the  old  trouble  commenced  again. 
The  piles  sank  down  and  the  whole  pier  got  out  of  level  and  align- 
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ment.  Repeated  soundings  revealed  the  fact  that  the  currents 
were  continually  carrying  away  the  sand  at  the  bottom.  How 
this  shifting  had  been  going  on  will  be  seen  from  the  sketch,  Fig.  i, 
showing  the  changes  in  1901  and  iqo2,  also  the  original  line  of  the 
bottom  according  to  the  construction  plans.     The  piles  were  cer- 


Sleeve  to  Repair 
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Fig.  7. 

tainly  not  sunk  deep  enough  into  the  sand,  as  they  originally  stood 
only  from  9  to  12  feet,  instead  of  at  least  25  feet,  in  bottom.  The 
lack  of  judgment  and  foresight  is  very  evident,  for  the  least 
attempt  to  investigate  into  the  shifting  of  the  sand  in  former  years 
would  at  once  have  brought  out  the  fact  that  these  movements  were 
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Fig.  a 

insignificant  when  compared  with  events  not  very  remote,  namely : 
There  are  three  or  four  old  beach  lines  distant  50  to  150  feet  from 
the  existing  shore  line,  which  bear  out  the  statements  of  old  in- 
habitants as  to  the  locality  of  former  encroachments  of  the  sea 
on  t"he  beach. 
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The  main  cause  for  this  erratic  movement  is  to  be  sought  in 
the  river  outlets,  which,  in  conjunction  with  the  tidal  and  littoral 
currents,  are  constantly  reshaping  the  outlying  sands,  increasing  a 
sand  bank  or  bar  in  one  place  and  decreasing' it  in  another,- as  is 
usual  in  indented  coast  lines. 

Reconstruction  of  the  endangered  piles  was  urgent.  Some  of 
them,  in  1900,  stood  only  3  feet  in  bottom;  in  1901  and  1902  worse 
yet,  only  i  foot.  But  for  systematic  work  with  the  necessary 
material  no  funds  for  labor  were  available.  I  had  no  other  recourse 
than  to  use  the  pieces  of  the  old  pier  (a  big  boneyard  of  them  was 
found  on  the  shore)  and  drag  along  with  the  work  with  the  regular 
existing  gang  of  piermen,  all  told  four  to  six  men,  materially  to 
the  detriment  of  other  necessary  work. 


Lump 


.'Lump 


Fig.  9. 

In  that  way  12  piles  in  6  bents  were  sunk  9  to  13  feet  deeper. 
It  was  very  slow  and  tiresome  work.  Nevertheless,  a  few  months 
more  would  have  been  sufficient  to  bring  the  pier  out  of  immediate 
danger,  when,  all  at  once,  work  was  brought  to  a  sudden  stop  by  the 
earthquake  of  April  18,  1902.  That  shake  struck  the  pier,  coming 
from  the  ocean,  in  the  direction  of  its  center  line.  The  undulations 
of  the  earthquake  wave  shook  part  of  the  poles  down  into  the  sand ; 
others  were  lifted  up,  for  the  simple  reason  that  none  of  the  piles 
were  really  driven  deep  enough,  so  that,  after  the  shake,  the  pier 
presented  exactly  the  form  of  the  waves,  about  30  yards  long  and 
some  6  to  8  inches  deep  each.  A  few  of  the  floor-beam  connections 
were  broken  and  the  beams  thrown  ofif  the  piles,  the  pier  therefore 
hanging  in  the  air  for  quite  a  distance. 
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The  repairing  of  this  and  much  other  damage  caused  to  build- 
ings and  other  structures  on  shore  by  the  same  earthquake  took  up 
much  valuable  time.  When  everything  was  fairly  in  order  again 
and  work  on  deepening  of  the  piles  w^as  to  be  renewed,  another 
drawback  occurred.  The  sea  began  to  break  away  the  beach : 
workshops  and  warehouses  had  to  be  moved   farther  inland — as 
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Fig.  10.  Piles  for  Concrete  Foundation  show- 
ing Manner  of  Forcing  Grout  through 
Holes  in  Pile. 
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much  of  them  as  the  sea  had  not  carried  away  altogether.  The 
pier  was  getting  disconnected  from  the  land,  provisional  supports 
had  to  be  put  in  to  keep  the  traffic  open,  people  began  to  get 
frightened,  and  most  of  the  workingmen  left  the  place.  At  last, 
on  September  23  and  24,  1902,  a  severe  storm,  earthquakes  and 
tidal  wave  distorted  the  pier  completely,  and  created  an  open  gap 
of  150  feet  between  the  pier  and  the  land  by  breaking  away  that 
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much  beach ;  and  a  second  tidal  wave,  on  October  2d,  caused  a 
complete  collapse  of  a  section  in  the  middle  of  the  pier  240  feet  long, 
carrying  part  of  the  heaviest  iron  a  distance  of  3  miles  along  the 
coast,  where  it  could  be  seen  afterward  on  the  beach. 

In  this  shape  the  pier  stands  to-day.  In  the  conclusion  of  this 
history  it  must  be  said  that,  while  the  repairing  of  all  this  damage 
would  not  amount  to  much  in  any  active  modern  community,  it 
is  a  different  thing  in  a  country  so  far  out  of  reach.  No  skilled 
men  for  this  work  were  to  be  had ;  all  were  common  "peones," 
the  foreman,  a  native,  being  the  only  fairly  reliable  person.  Even 
tools  were  scarce,  and  after  the  earthquake  of  April  i8th  an 
accumulation  of  evils  and  reverses  prevailed,  such  as  continued 
earthquakes,  inroads  of  the  ocean,  tidal  waves  and  volcanic  erup- 
tions, which  made  things  decidedly  disagreeable  and  the  prosecution 
of  the  work  at  times  impossible, 

The  work  of  setting  the  piles  deeper  was  done  in  the  following- 
manner:     After  disconnecting  the  pile  from  its  tie-rods  and  floor 


Fig.  II.     Concrete  Pile  Foundation. 

beams  (a  slow  process,  as  everything  was  rusted  together),  it  w^as 
hauled  up  out  of  the  water ;  the  shoe  was  cleaned ;  the  pressure 
pipe,  I  "I  inches  in  diameter,  was  inserted  into  the  shoe,  and  the  pile 
was  lowered  again  and  jetted  into  the  sand  with  the  pump.  The 
splicing  of  the  extension  piece  was  done  on  top  of  the  pile,  em- 
ploying for  that  purpose  the  unused  sleeves  ordered  for  the  repair 
of  the  abraded  piles.  Considerable  difficulty  was  experienced  in 
the  sinking  of  several  of  these  piles,  as  many  of  the  piles  of  the 
first  pier  were  surrounded  by  lumps  of  concrete,  caused  by  cement 
grout  which  had  escaped  through  leaks  in  the  riveted  seams  of  the 
pipes,  and  thus  forming,  with  the  sand  solid  masses  of  concrete 
mortar  adhering  to  the  pile.  It  was  this  that  gave  rise  to  the 
thought  of  utilizing  this  means,  which  nature  had  pointed  out,  in 
the  systematic  reconstruction  of  the  pier  after  the  earthquake  of 
April  1 8th. 

I  had  in  mind  to  set  the  piles  25  feet  in  the  sand,  not  by  the 
force  of  the  water  jet,  but  by  screwing  them  in.  For  the  lower 
part  of  the  piles  under  ground,  say  20  feet,  the  old  existing  piles 
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of  the  first  pier  were  to  be  used ;  for  the  upper  part  the  full  4-inch 
steel  rods.  The  wall  of  the  tubular  pile  was  to  be  perforated  with 
conveniently-arranged  holes,  and  on  the  upper  end  a  sort  of  nozzle 
was  to  be  attached,  into  which  a  i^-inch  pipe  could  be  inserted, 
connecting  at  the  other  end  with  a  double-acting  pump.  With  the 
pile  in  place,  cement  grout  was  to  be  pumped  into  the  tube  and 
forced  through  its  holes  into  the  sand  surrounding  the  cylinder, 
creating  in  that  way  a  cement  block  in  and  around  the  pile.  The 
space  between  the  piles  of  each  bent  which  the  grout  would  not 


Fig.  12. 

reach  was  also  to  be  converted  into  concrete  by  means  of  a  per- 
forated pipe  of  small  diameter,  movable,  so  that  it  might  be  in- 
serted in  different  places  and  at  different  depths,  the  pumping 
proceeding  as  described,  until  the  three  piles  of  each  bent  would 
stand  in  a  perfect  block  of  concrete. 

That  it  is  possible  in  this  way  to  convert  the  sand  around 
the  pile  into  concrete  is  not  only  conclusively  proved  by  the  fact 
that  the  mere  pouring  of  cement  mortar  into  the  cylinders  caused 
an  oozing  of  escaping  cement  grout -which  did  form  actual  concrete 
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outside  of  the  cylinder,  but  it  is  also  satisfactorily  explained  in 
that  the  beach  sand  is  of  nearly  uniform  size  and  free  of  mud,  so 
that  the  cement  grout  could  fill  the  interstices  between  the  indi- 
vidual small  grains  of  sand  where  it  would  lodge. 

Such  a  pier  foundation,  beside  offering  great  stability,  would 
not  cost  more  than  one  of  solid  steel  rods.  It  would  be,  within 
certain  limits,  independent  of  the  bearing  power  of  the  sand.  The 
skin  friction  of  the  pile,  so  far  as  my  knowledge  goes,  is  a  factor 
not  at  all  definitely  established  as  yet,  and  would  not  have  to  i:»e 
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Fig.  13. 
taken   into   consideration.     There   is   practically   only   one    factor 
which  would  rule' this  foundation:    it  must  be  carried  so  deep  as 
to  prevent  its  being  washed  out. 

In  conclusion,  I  wish  to  say  that  this  foundation  may  with 
advantage  be  adapted  to  the  construction  of  concrete  piles  for 
wharves,  or  even  for  sea  walls,  provided  the  ground  consists  of 
sand  and  gravel  not  containing  too  much  mud.  Pipes,  perforated 
below  ground,  would  be  inserted  in  the  bottom  to  the  necessary 
depth  and  the  surrounding  sand  would  be  converted  into  concrete 
as  described  above.  That  part  of  the  piles  or  the  sea  wall  above 
the  sea  bottom  could  be  formed  by  concrete  blocks  slipped,  like 
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sleeves,  over  the  upper  part  of  the  piles.  The  seams  on  the  out- 
side of  the  piles  or  wall  could  be  tightened  and  all  seams  and  inside 
spaces  filled  out  by  pouring  cement  mortar  from  above  into  all 
available  interstices,  in  that  way  making  the  structure  practically 
monolithic. 

I  offer  this  as  a  method  which,  under  certain  conditions,  may 
be  found  perfectly  practicable  and  available,  and,  in  the  discussion 
of  the  methods  of  construction  of  armored  concrete  wharves  and 
piers,  I  beg  to  submit  this  suggestion  to  the  Society.  You  will 
see  that  I  have  sufficient  practical  experience  in  this  direction  to 
treat  the  subject  from  more  than  a  purely  theoretical  standpoint. 


Mortar  which  had  oozed  through  the  seams  of  a  cylindrical 
pile  formed,  in  combination  with  the  surrounding  sand,  an  ex- 
terior lump  of  concrete  that  clung  to  the  pile  with  all  the  tenacity 
of  a  barnacle.  There  seems  no  good  and  sufficient  reason  why, 
by  some  simple  mechanical  process  like  the  one  suggested,  this 
feature  may  not  be  developed  to  the  extent  of  surrounding  with 
concrete  more  or  less  of  the  entire  portion  of  the  pile  that  is  driven 
into  sand. 

To  be  sure,  the  method  requires  sandy  bottom,  such  as  is 
frequent  on  the  coast  and  with  which  our  military  engineers,  have 
to  deal  often  enough.  In  mud,  as  prevailing  in  the  Bay  of  San 
Francisco,  it  is  quite  probable  that  nothing  will  ever  replace  the 
long  timber  pile  that  bears  the  load  by  its  skin  friction,  and  which 
17 
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may  1)l'  armored  a.^ainst  the  ravaj^^es  of  the  teredo  by  encasing  it 
aI)ove  the  bottom.  It  is  extremely  doubtful  whether,  under  condi- 
tions like  these  just  referred  to,  a  pile  built  up  entirely  of  concrete 
could  ever  be  successfully  used;  that  is.  so  as  to  compete  in  cost 
with  one  of  the  same  life  and  efficiency  furnished  by  the  protected 
timbers. 

Every  localit}'  must  be  treated  in  its  own  peculiar  way,  and  it 
is  left  to  the  engineer  to  suggest  the  proper  method  and  means  for 
each  individual  case. 

In  anticii)ation  of  possible  criticisms  and  objections,  I  wish  to 
say  something  about  concrete  made  with  salt  water  and  the  influ- 
ence of  sea  water  upon  concrete.  Years  ago  I  had  read  about  inves- 
tigations undertaken  by  cement  experts  in  that  line,  but,  as  the 
corresponding  literature  was  not  at  my  command,  I  was  not  able 
to  follow  up  the  subject,  so  that  even  at  the  present  day  I  have  no 
definite  knowledge  of  the  results  of  this  investigation. 

From  my  personal  experience,  acquired  in  connection  with 
the  work  described  above,  I  am  enabled,  however,  to  testify  to  the 
following  facts : 

1.  The  concrete  lumps  accidentally  formed  around  the  piles 
existed  since  1883  o^  1885.  The  water  employed  in  mixing  the 
concrete  was  certainly  sea  water,  as  there  is  hardly  fresh  water 
enough  for  drinking  purposes  in  the  whole  village.  Nevertheless, 
the  concrete  is  as  hard  as  it  could  be.  It  is  difficult,  for  instance, 
to  break  the  concrete  out  of  the  piles  which  were  pulled  up  about 
five  years  ago  and  which  have  been  lying  in  the  boneyard  exposed 
to  the  weather  ever  since. 

2.  Concrete  in  a  foundation  for  a  railway  bridge,  made  in 
1895  with  brackish  water,  and  standing  in  the  same  water  ever 
since,  is  to  this  day  of  excellent  quality,  although,  to  my  knowledge, 
the  proportion  of  cement  was  rather  small  and  the  sand  and  gravel 
employed  were  more  or  less  dirty. 

3.  I  had  to  fill  out  seven  iron  cylinders,  2  feet  in  diameter 
and  12  to  15  feet  high,  with  concrete,  to  form  the  abutments  and 
center  pier  of  the  bridge  referred  to  in  No.  2.  The  necessary 
cement  was  not  forthcoming  in  time,  and  work  was  about  to  be 
suspended,  when  the  foreman  called  my  attention  to  several  hun- 
dred 1)arrels  of  cement  which  had  been  abandoned  four  years 
before  as  ''ruined  bv  salt  water,"  and  had  been  stored  away  under 
the  floor  of  a  warehouse  having  open  sides  and  exposed,  therefore, 
to  the  moisture  of  the  ground  as  well  as  to  the  continuous  spray 
of  the  sea.  This  cement  was  originally  intended  for  railway  work. 
The  sailing  vessel  which  brought  it  from  Hamburg  had  sprung  a 
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leak,  this  part  of  the  cargo  was  considered  a  loss,  and  the  value 
of  the  cement  had  been  refunded  by  the  insurance  company.  I 
had  opened  several  of  these  barrels  before,  and  found  their  con- 
tents solidified  almost  to  stone.  Several  of  these  cement  blocks 
I  used  as  foundations  for  wooden  pillars  in  buildings.  The  fore- 
man told  me  that  some  of  the  villagers  had  taken  a  few  barrels  away 
and  pounded  up  the  cement  and  made  concrete  floors  and  small 
foundation  walls  out  of  it.  I  saw  them  and  they  were  perfectly 
good.  So  I  decided  to  do  the  same  thing.  The  cement  was 
pounded  up  as  fine  as  possible,  mixed  with  good,  sharp  beach  sand, 
river  gravel  and  brackish  water.  After  three  days  the  concrete 
was  perfectly  hard,  the  bridge  shoes  were  put  on  top  of  the  con- 
crete, and  when  the  first  train  passed  over  it  the  whole  bridge 
sank  down  from  i^  to  2  inches,  for  the  reason  that  the  sharp  edges 
of  the  cylinders  had  been  pressed  into  the  underlying  beach  sand; 
I  leveled  the  bridge  up  again  by  putting  small  steel  wedges  between 
some  of  the  bridge  shoes  and  the  concrete,  and  thereafter  it  never 
moved  until  the  earthquake  of  April  i8th  upset  all  the  cylinders 
and  made  the  bridge  collapse.  The  concrete  to-day  is  as  good  as  it 
can  be.  After  this  experience,  and  taking  into  consideration  the 
scarcity  of  material,  I  used  all  this  cement,  as  far  as  it  was  not 
entirely  too  hard,  in  bridge  foundations,  sometimes  mixing  it  with 
fresh  cement  of  good  quality,  but  frequently  without  such  addition. 
Not  any  of  the  concrete  so  produced  ever  resulted  in  a  failure. 
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FOUNDATION     FOR    COAI^     POCKET    AT    LINCOT.N 
AVIIARF,    BOSTON  EliEVATED   RAIIiWAY   CO. 


By  Robert  B.  Davis.  Member  of  the  American  Society  of  Civil  Engineers. 


[Read  before  the  Boston  Society  of  Civil  Engineers,  February  i8,  1903.*] 
The  question  of  rapid  and  economic  handling  of  coal  for 
power  plants  is  daily  becoming  one  of  vital  importance  from  every 
point  of  consideration.  The  out-of-date  methods  of  transferring 
coaffrom  vessels  to  boilers  at  a  cost  varying  from  fifteen  cents  to 
twenty-five  cents  per  ton  are  fast  being  superseded  by  up-to-date 
practice,  whereby  the  cost  of  handling  coal  from  vessel  to  boiler 
is  reduced  to  a  figure  nearer  three  cents  to  five  cents  per  ton. 

To  have  the  requisite  dockage  for  coaling  vessels,  where  they 
can  enter  direct  from  the  harbor,  without  the  delays  and  expense 
incident  to  passing  through  drawbridges ;  to  have  modern  equip- 
ment convenient  for  quickly  discharging  the  vessels  and  thus  avoid 
the  disagreeable  factor  of  demurrage,  and  to  provide  suitable 
storage  for  coal  under  such  conditions  that  it  may  be  delivered  to 
the  boilers  by  approved  machinery  with  a  minimum  amount  of 
labor  and  expense — all  these  important  considerations  influenced 
this  company  in  deciding  to  install  an  up-tordate  coal  handling  and 
storage  plant  at  Lincoln  Wharf,  adjacent  to  the  large  power  station 
there  located.  To  the  writer  was  intrusted  the  general  layout  and 
design  for  this  plant,  subject  to  the  approval  of  the  management, 
and  it  is  the  foundation  or  wharf  under  the  coal  pocket  that  is 
briefly  described  in  this  paper. 

It  was  decided  at  the  outset  that  to  obtain  a  pocket  of  the 
desired  capacity — about  5000  tons — and  have  it  located  favorably 
for  the  rapid  discharge  of  coal  from  vessels  into  same  it  would 
be  necessary,  due  to  the  location  of  the  power  station  and  general 
layout  of  the  property,  to  build  the  pocket  over  the  water,  extending 
same  to  the  Harbor  Commissioners'  line,  and  providing  a  dock 
60  feet  wide  on  the  south  side  of  the  pocket  for  berthing  coal 
vessels.  Owing  to  the  limited  length  of  dock,  it  could  not  be 
planned  to  move  vessels  back  and  forth  to  bring  the  fiatches  under 
a  fixed  hoisting  tower,  and  it  was,  therefore,  necessary  to  figure  on 
movable  hoisting  towers  which  travel  on  top  of  the  pocket  for  its 
entire  length,  thus  reaching  the  various  hatches  of  the  vessels. 
The  weight  of  these  towers  was  necessarily  an  important  factor 
in  considering  the  total  loads  on  this  foundation. 

♦Manuscript  received  March  18,   1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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The  following  loads  were  considered  in  designing  the  founda- 
tion : 

a.  \Miarf  load  under  pocket,  350  pounds  per  square  foot. 

b.  Wharf  load  outside  of  pocket,  30-ton  coal  car. 

c.  Timber  pocket  at  4.5  per  foot  board  measure. 

d.  Pocket  roof,  50  pounds  per  square  foot. 

e.  Coal,  50  pounds  per  cubic  foot. 

f.  Towers,  80  tons. 

From  the  above  combined  loads,  a  maximum  loading  was 
obtained,  with  snow  on  roof  of  pocket,  pocket  filled  with  coal, 
towers  operating,  and  wind  pressure  at  30  pounds  per  square  foot, 
which  gave  maximum  loads  at  foot  of  pocket  posts  varying  from 
60  tons  to  80  tons  for  each  of  the  two  outer  posts  and  115  tons  to 
120  tons  for  each  of  the  two  inner  posts,  the  pocket  being  con- 
structed with  transverse  bents  of  four  posts  each  13  feet  center 
to  center,  the  bents  being  spaced  10  feet  center  to  center. 

To  support  these  loads  safely  and  economically  several  schemes 
were  proposed,  some  of  which  were  studied  out  in  more  or  less 
detail,  one  being  a  crib  bulkhead  with  solid  filling,  another  con- 
sisting of  concrete  piers  supported  on  piles  cut  off  at  low  water. 
Both  of  these  propositions  had  their  respective  objections,  promi- 
nent among  which  was  the  expense  incident  to  such  construction. 
A  further  study  was  made  for  a  pile  foundation,  combining  in 
reality  a  heavily  constructed  pile  wharf,  with  specially  constructed 
groups  of  piles  to  receive  the  posts  of  the  coal  pocket.  This  last 
proposition  met  with  the  approval  of  the  management,  and  plans 
were  made  on  this  basis  and  the  construction  carried  out  accord- 
ingly. 

The  foundation  was  laid  out  to  extend  from  the  Harbor  Com- 
missioners' line  westerly  about  300  feet  to  a  sea  wall  at  the  head 
of  the  dock,  and  to  have  a  width  of  about  66  feet,  the  coal  pocket 
having  a  width  of  40  feet.  This  allowed  a  space  al^out  13  feet 
wide  on  each  side  of  the  pocket  for  a  standard  gauge  track  for 
30-ton  coal  cars. 

A  careful  examination  was  made  to  ascertain  the  depth  of 
water  and  nature  of  the  bottom,  which  had  much  to  do  with 
determining  the  length  of  piles  to  be  used  and  the  allowable  loads 
on  same. 

At  the  westerly  end  of  the  foundation  site,  along  the  sea  wall 
before  referred  to,  a  depth  of  water  was  found  varying  from  8 
feet  at  mean  low  water  on  the  south  side  to  about  3  feet  on  the 
north  side,  while  along  the  Commissioners'  line  the  depth  varied 
from  16  feet  at  mean  low  water  on  the  south  side  to  about  12  feet  on 
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the  north  side,  the  bottom  sloping  uniformly  from  the  sea  wall  to 
the  Commissioners'  line.  These  results  necessitated  dredging  the 
dock  to  a  sufficient  depth  to  properly  accommodate  steam  colliers, 
or  22  feet  at  mean  low  w^ater,  which,  owing  to  the  natural  slope 
of  the  bottom  after  dredging  was  completed,  gave  fairly  deep 
water  for  the  outer  lines  of  piles  on  the  south  or  dock  side. 

Numerous  borings  made  in  the  immediate  vicinity  of  the  site 
showed  a  very  good  bottom  for  substantial  pile  construction.  The 
bottom,  wdiile  varying  somewhat  in  the  nature  of  the  strata  at 
difife-rent  points,  yet  on  the  whole  consisted  of  a  fairly  stiff  blue 
clay  and  hard  yellow  clay  extending  to  a  known  depth  of  from  40 
to  50  feet. 

After  carefully  considering  all  the  important  conditions,  it 
was  decided  that  a  penetration  of  from  20  feet  to  25  feet — not  con- 
sidering the  upper  layer  of  soft  silt,  about  3  feet  to  4  feet  thick — 
would  give  ample  bearing  powder  for  the  piles,  probably  from  15 
tons  to  20  tons  per  pile.  A  maximum  load  of  12  tons  per  pile 
was  allowed.  In  all  cases  the  piles  were  carefully  and  thoroughly 
driven  to  the  satisfaction  of  the  engineer. 

The  piles  w^ere  generally  driven  without  shoes,  being  cut  off 
square  at  the  point.  The  piles  are  of  first  quality  oak,  varying  in 
length  from  45  feet  to  60  feet,  not  less  than  7  inches  in  diameter 
at. the  point  and  not  less  than  14  inches  in  diameter  when  cut  off 
at  grade.  All  timber  is  long-leaf  Southern  pine,  ''prime  inspec- 
tion," excepting  the  walling  timbers  and  diagonal  braces,  which 
are  of  oak. 

The  foundation  consisted  generally  of  some  30  transverse 
bents,  each  about  66  feet  long,  and  spaced  10  feet  center  to  center. 
In  these  transverse  bents  the  groups  of  piles  forming  foundation 
for  pocket  posts  are  spaced  13  feet  center  to  center,  with  inter- 
mediate bearing  piles  between  these  group  ^^iles,  and  also  on  the 
north  and  south  sides  to  support  the  wdiarf  floor  and  car  tracks. 
Range  points  were  fixed  locating  the  piles  transversely  and  longi- 
tudinally, and  by  these  range  lines  all  piles  were  driven  in  their 
proper  position,  as  called  for  by  the  plans.  The  groups  of  piles 
are  of  two  types,  according  to  the  loads  they  support ;  those  receiv- 
ing the  outside  posts  of  pocket  consist  of  7  piles,  3  under  main  cap, 
with  2  outer  piles  on  each  side,  and  staggered  with  the  3  center 
piles.  The  groups  receiving  the  inner  posts  of  pocket  w^ith  their 
increased  loads  consist  of  10  piles,  4  under  main  cap,  with  3  outer 
piles  on  each  side  and  staggered  as  before  described.  The  group 
piles  are  spaced  about  2  feet  6  inches  to  3  feet  center  to  center. 
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After  some  little  experimenting  as  to  the  best  methods  to  be 
employed  in  driving  the  group  piles  and  obtaining  most  satisfactory 
results  as  to  alignment,  it  was  decided  to  first  drive  all  piles  in 
same  line  and  under  main  cap  with  a  water  machine.  These  piles 
were  thus  driven,  accurately  lined  up  and  carefully  sawed  oft  to 


grade.  The  main  cap  timbers,  12  inches  by  12  inches,  were  then 
placed  in  position  on  tops  of  piles,  but  before  securing  the  same 
in  place  oak  shim  blocks  2  inches  thick  were  placed  between  pile 
head  and  cap,  and  off  center  sufficient  to  clear  the  i-inch  drift  bolts, 
securing  cap  timber.     The  object  of  these  shim  blocks  will  be  seen 
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as  we  proceed.  The  main  cap  timbers  are  spliced  once  in  their 
length  and  at  the  points  and  in  the  manner  shown  on  plans. 

After  a  number  of  these  bents  were  thus  far  completed,  tem- 
porary longitudinal  timbers  were  placed  on  same  to  brace  them 
and  to  accommodate  a  land  machine,  which  was  used  to  drive  the 
group  piles  on  each  side  of  the  piles  in  main  bent.  These  outer 
piles  were  driven  at  an  inclination  of  i  foot  in  25  feet  in  order  to 
slightly  spread  the  points  and  avoid,  as  far  as  possible,  disturbing 
the  footings  of  the  vertical  piles  in  the  main  bents  previously 
driven.  They  were  sawed  off  to  a  grade  i  foot  below  that  of  the 
piles  in  the  main  bent.  Corbels  12  inches  by  12  inches  by  5  feet 
long  were  then  placed  under  the  main  cap,  between  the  piles 
under  same,  and  secured  on  top  of  the  pairs  of  outer  piles  with 
I -inch  drift  bolts,  the  2-inch  shim  block  before  referred  to  allowing 
sufficient  working  room  to  place  these  corbels  in  position.  After 
all  the  corbels  required  in  a  bent  were  in  place,  the  shim  blocks 
were  removed  and  the  main  caps  drifted  down  securely  on  the 
piles,  bringing  same  to  a  true  bearing  on  the  corbels,  to  which 
the  caps  are  also  secured  with  i-inch  drift  bolts.  Auxiliary  caps 
12  inches  by  12  inches  by  6  feet  long  were  then  placed  on  tops 
of  corbels  on  each  side  of  main  cap  and  close  to  same  and  secured 
at  each  bearing  on  the  corbels  with  i-inch  drift  bolts.  This  con- 
struction furnishes  something  of  a  timber  g^rillage,  permitting,  as 
far  as  possible,  a  distribution  of  the  loads  over  all  the  piles  in  a 
group.  To  further  assist  in  distribution  of  the  loads,  after  the 
timber  work  above  described  was  completed,  the  tops  of  the  main 
caps  and  auxiliary  caps  over  each  group  of  piles  were  truly  sur- 
faced off  to  exact  grade  and  a  cast-iron  footing  plate  placed  in 
position  to  receive  the  pocket  posts.  These  cast  plates  are  of 
i-]-inch  metal,  with  necessary  webs,  and  are  about  3  feet  square. 
They  are  secured  in  position  as  to  alignment  by  countersunk  head 
bolts.  These  cast  plates  were  further  deemed  necessary  as  the 
pocket  posts  are  made  up  of  a  number  of  individual  timbers,  usually 
three  vertical  timbers  10  inches  by  12  inches,  and  four  batter  posts 
8  inches  by  10  inches,  all  of  which  are  close  together  at  the  foot, 
making,  in  reality,  seven  footings  on  each  cast  foot  plate.  The 
tops  of  all  bearing  piles  are  cut  off  to  a  truly  horizontal  plane  and 
to  exact  grade.  No  blocking  or  shimming  whatever  was  allowed 
under  cap  timber  or  corbels  to  bring  the  same  to  a  true  and  level 
bearing. 

The  tops  of  all  bearing  piles  were  covered  with  hot  dead  oil 
of  tar  before  any  timbers  were  brought  to  bear  on  same. 
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•  Between  the  center  lines  of  piles  and  the  two  outer  lines  of 
piles  in  each  bent,  and  extending  across  same,  are  secured  the  waling 
timbers  or  horizontal  girts  of  4-inch  by  lo-inch  oak,  of  which  there 
are  two  double  lines,  one  at  elevation  mean  low  water  and  one  at 


elevation  +  12.  These  are  bolted  to  each  pile  in  the  bent,  against 
which  they  bear  with  i-inch  bolts.  Diagonal  bracing  of  4-inch  by 
lo-inch  oak  is  placed  across  the  bents,  extending  between  the  upper 
and   lower   lines   of   waling  timbers,   and    securely   bolted   to   the 
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outside  of  piles  of  each  group.  There  are  three  panels  of  diagonal 
bracing  in  the  length  of  a  bent.  On  the  dock  side  spur  piles  are 
placed  against  the  outer  and  central  piles  of  the  outside  groups. 
Spur  piles  are  also  placed  against  all  vertical  bearing  piles  along 
the  dock  side  and  along  the  Harbor  Commissioners'  line.  These 
spur  piles  were  driven  on  the  required  batter  i  foot  in  3  feet ;  not 
driven  straight  and  then  pulled  into  position.  All  spur  piles  are 
carefully  fitted  against  the  bearing  piles  and  secured  to  same  with 
two  i|-inch  bolts.  The  heads  of  spur  piles  against  the  outer 
group  piles  are  at  elevation  +  5  ^  the  heads  of  spur  piles  against 
all  outer  bearing  piles  are  at  elevation  -f   10. 

The  outer  rows  of  bearing  piles  on  the  south  and  east  sides 
of  wharf  are  tenoned  on  top  to  receive  the  12-inch  by  12-inch  cap 
stringer,  the  latter  being  properly  mortised  to  receive  same,  tenons 
4  inches  by  6  inches  by  6  inches,  the  cap  stringers  being  dapped' 
2  inches  on  head  of  piles  and  secured  to  same  by  i:^-inch  oak  tree- 
nails, all  tenons  being  coated  with  white  lead.  The  intermediate  or 
outer  stringers  immediately  above  the  cap  stringers,  and  in  the  same 
plane  as  the  floor  stringers,  are  secured  to  each  transverse  cap  with 
1-inch  by  20-inch  drift  bolts,  the  same  having  butt  joints  on  the 
transverse  caps.  The  top  stringpiece  or  backing  log,  12  inches  by 
12  inches,  is  secured  to  the  intermediate  stringers  with  i-inch 
by  20-inch  drift  Ijolts  spaced  4  feet  center  to  center.  The  outer 
cap  stringers  and  top  stringpiece  are  scarf-jointed,  as  shown. 
All  these  outer  12-inch  by  12-inch  stringers  are  in  lengths  of  at 
least  30  feet  and  laid  to  break  joints.  All  scarf  joints  of  12-inch 
by  12-inch  caps  and  stringers  are  2  feet  long,  bolted  with  four 
J-inch  bolts.     All  scarf  joints  were  coated  with  white  lead. 

The  top  stringpiece  on  the  east  side  of  the  wharf  is  secured 
to  each  floor  stringer  with  one  i-mch  by  20-inch  drift  bolt. 

The  top  stringpiece,  or  backing  log,  on  each  outer  side  of  the 
wharf  has  the  inner  edge  chamfered  to  a  width  of  i^  inches. 

Fender  piles  are  placed  on  the  east  and  south  sides  of  the 
wharf,  spaced  about  5  feet  center  to  center.  Fender  piles  against 
bearing  piles  are  secured  to  same  with  one  i:j-inch  through  bolt, 
also  to  intermediate  stringers  with  one  i^-inch  through  bolt.  Fen- 
der piles  between  bearing  plates  are  secured  to  cap  stringers  and 
intermediate  stringers  w^ith  i^-inch  bolts.  About  every  40  feet 
special  long,  large  butt  piles  are  used  as  fender  piles,  the  tops 
extending  above  the  wharf  level  about  5  feet,  to  serve  as  mooring 
posts.  These  special  piles  are  secured  to  the  main  transverse  cap 
timbers  with  4-inch  by  ^-inch  strap  irons,  in  addition  to  the  regular 
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bolted  connections  for  all  fender  piles.  All  bolts  securing  fender 
piles  in  place  have  heads  let  into  piles  to  a  depth  of  4  inches. 

Between  the  tops  of  the  fender  piles  and  outside  the  backing 
log  are  placed  8-inch  by  12-inch  separating  or  fender  pieces,  fitted 
squarely  and  closely  against  the  heads  of  the  fender  pile  by  squaring 
the  latter  sufficiently  to  receive  same,  and  secured  to  the  backing 
log  with  four  ^-inch  by  14-inch  drift  bolts.  The  tops  of  these 
separating  pieces  are  beveled  2  inches  in  their  "width.  The  tops  of 
the  fender  piles  are  beveled  to  same  plane  as  the  separating  pieces 
for  a  distance  of  8  inches  out  and  then  neatly  rounded  off,  as  shown. 

The  specially  constructed  rounded  corner  of  the  wharf  can 
probably  be  better  understood  from  an  examination  of  the  detailed 
plans  for  same  than  bv  any  lengthy  description.  Special  long, 
heavy  piles  are  used  for  the  groups  in  this  corner  construction,  and 
tiers  of  heavy  back  bracing  and  blocking  is  used,  bracing  the  corner 
construction  back  to  a  group  of  piles  in  the  rear  of  same ;  these 
different  tiers  of  bracing  being  at  the  following  elevations :  The 
lower  one  at  elevation  mean  low  water,  the  upper  one  just  below 
the  wharf  floor,  and  the  third  midway  between  the  first  two  named. 
In  this  corner  construction  the  groups  of  piles  and  all  timber  fram- 
ing are  carefully  fitted  and  thoroughly  through  bolted  together, 
as  shown.  The  face  of  this  corner  is  finished  with  6-inch  oak 
vertical  sheathing,  extending  from  the  top  of  the  wharf  to  eleva- 
tion —  2,  the  sheathing  being  secured  to  the  timber  construction 
by  f-inch  drift  bolts.  Three  4-inch  by  |-inch  iron  straps  extend 
around  this  corner,  being  secured  to  some  by  countersunk  head 
bolts,  one  strap  about  2  feet  below  the  wharf  floor,  one  at  mean  low 
water,  and  a  third  midway  between  the  other  two. 

The  wharf  floor  was  constructed  as  follows  : 

Floor  stringers  are  6  inches  by  12  inches,  except  under  tracks 
on  the  north  and  south  sides  of  pocket,  where  they  are  10  inches  by 
12  inches.  Stringers  are  placed  generally  about  2  feet  center  to 
center.  Each  stringer  extends  over  at  least  two  bays  and  generally 
over  three  bays,  the  butt  joints  coming  on  the  center  of  transverse 
caps,  stringers  breaking  joints  throughout. 

At  every  bearing  the  floor  stringers  are  secured  with  one  f-inch 
by  18-inch  drift  bolt.  Floor  stringers  embracing  pocket  posts  are 
secured  to  the  latter  with  |-inch  by  12-inch  lag  screws.  The  upper 
surfaces  of  all  stringers  are  brought  to  a  true  plane  that  floor  plank 
may  have  a  full  and  even  bearing  over  all  of  same.  The  floor 
planking  is  3-inch  yellow  pine,  sized  to  even  thickness  and  secured 
to  stringers  with  two  7-inch  wire  nails  at  each  bearing,  no  plank 
being  less   than   8   inches   wide,   all   being   laid   with  f-inch  open 
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joints.  The  floor  planks  were  not  permanently  laid  until  the  pocket 
posts  were  in  position,  when  the  planking  was  spiked  in  place,  being 
neatly  fitted  around  the  pocket  posts. 

The  exposed  surfaces  of  backing  log,  separating  timbers  be- 
tween fender  piles,  tops  of  fender  piles  and  mooring  piles,  received 
two  heavy  coats  of  approved  paint. 

Among  the  principal  quantities  used  for  this  work  are  iioo 
oak  piles,  200,000  feet  board  measure  of  yellow  pine  and  30,000 
feet  board  measure  of  oak. 

The  contractors  for  this  work  were  Messrs.  Holbrook,  Cabot 
&  Rollins,  of  Boston,  to  whom,  and  to  Mr.  Fred  Logan  their  fore- 
man in  charge,  much  credit  is  due  for  the  faithful  manner  in  which 
they  carried  out  the  intent  of  the  specifications. 

Fig.  I  shows  the  location  of  coal  pocket  at  Lincoln  Wharf. 

Fig.  2  shows  the  general  plan  of  foundation  for  coal  pocket. 

Fig.  3  shows  the  elevation  of  a  typical  bent  in  the  founda- 
tion and  general  dimensions  and  arrangement  of  timbers  in  same. 

Fig.  4  shows  a  plan  of  the  bents  and  floor  framing  and  general 
features  of  the  design  and  construction. 

Fig.  5  shows  the  details  of  construction  of  the  rounded  corner 
at  east  end  of  the  foundation. 

Fig.  6  shows  completed  footing  for  pocket  posts. 

Fig.  7  shows  the  completed  coal  pocket. 
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ESTIMATING  SOIIj  STRIPPING  FROM  WATER-SUPPI.Y 

RESERVOIRS. 


[Papers  and  discussion  at  the  meeting  of  the  Boston  Society  of  Civil 
Engineers  held  January  14,  1903.] 


A  COMPARISON  OF  THREE  METHODS  OF  ESTIMATING 
QUANTITIES  OF  SOIE  STRIPPING  FROM 
WATER-SUPPEY  RESERVOIRS. 


By  Frank  S.  Hart,  Member  Boston   Society  of  Civil  Engineers. 

The  Sudbury  Reservoir,  the  largest  artificial  water-supply 
reservoir  at  present  completed  in  New  England,  contains  over 
7,250,000,000  United  States  gallons  of  water,  and  covers,  at  high 
water,  1290  acres  of  surface. 

This  reservoir  was  planned  and  its  construction  commenced 
in  1895  by  the  Boston  Water  Works  to  develop,  to  the  greatest 
practicable  extent,  the  capacity  for  water  supply  of  the  northern 
portion  of  the  Sudbury  River  water  shed. 

This  reservoir  and  all  of  the  other  reservoirs  and  water-supply 
property  of  the  Boston  Water  Works  in  this  region  have  since  been 
turned  over  to  their  successors,  the  present  Metropolitan  Water 
Works. 

In  accordance  with  the  practice  which  has  prevailed  on  the 
Boston  Water  Works  since  the  year  1883,  and  which  is  accepted 
by  the  Metropolitan  Water  Works  as  being  a  prime  requisite  for 
the  treatment  of  storage  basins,  nearly  the  whole  of  this  area  re- 
quired the  removal  of  the  thin  layer  of  loam  or  earth  in  which  there 
was  a  relatively  large  proportion  of  organic  matter. 

Ordinarily  this  layer  was  about  a  foot  thick,  sometimes  much 
thinner;  but,   here  and  there,   pockets  and  swamps   or  meadows; 
were  found  in  which  the  deposits  were  of  considerable  depth. 
18 
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In  some  cases  it  was  deemed  inadvisable  to  excavate  the  full 
depth  of  mud,  because  the  lower  layers  contained  only  a  small  pro- 
portion of  organic  matter  or  because  these  places  would  be  at  all 
times  covered  with  water  to  such  depth  as  tc  prevent  the  deteriora- 
tion of  the  water  stored  to  any  serious  extent. 

Some  other  deep  deposits  of  questionable  material  were  cov- 
ered with  a  layer  of  sand  or  gravel  so  as  to  nullify,  in  a  great  de- 
gree, their  influence. 

The  removal  of  this  material  was  classed  as  soil  stripping.  It 
came  to  be  the  fashion  later  to  call  the  material  itself  soil  stripping. 

There  were  over  4,000,000  cubic  yards  of  this  work  involved 
in  the  construction  of  the  reservoir,  costing  over  $1,000,000,  and 
divided  among  9  contractors  in  17  contracts,  and  ranging  in  price 
from  19  to  36  cents  per  cubic  yard. 

I  understand  that  some  of  this  excavation  was  sublet  as  low 
as  16  cents  per  cubic  yard. 

The  contractors  resorted  to  various  methods  for  excavating, 
transporting  and  placing  this  material  outside  the  limits  of  the 
completed  reservoir. 

Picks  and  shovels,  mattocks  and  axes,  knives  and  scoops  drawn 
by  horses  all  had  their  turn  and  try  on  sod,  roots,  muck  and  loam, 
as  the  previous  experience  or  inexperience  of  the  individual  con- 
tractors persuaded  them  to  consider  advisable ;  and  one  contractor 
finally  resorted  to  a  hydraulic  dredging  plant. 

I  was  informed  that  this  plant,  after  it  was  adjusted  to  the 
conditions  and  managed  skillfully,  did  the  work  for  less  than 
i  of  the  contract  price  per  cubic  yard,  and  in  the  end  brought 
to  the  contractor  a  good  profit,  despite  losses  and  adverse  circum- 
stances at  the  beginning. 

The  transporting  was  done  by  wheelbarrows,  horse  and  mule 
teams,  narrow-gauge  railroad  dump  cars  hauled  by  horses,  or 
light  steam  locomotives,  or  by  inclined  railways  with  stationary 
engines,  according  to  the  multitude  of  conditions  regarding  loca- 
tion, kind  of  material,  length  of  haul  and  the  ideas  and  financial 
abilities  of  the  several  contractors  and  the  different  apparatus  and 
plant  already  on  hand. 

The  hydraulic  plant  used  water  carriage  through  a  longer  or 
shorter  stretch  of  pipe  as  required. 

Fourteen  of  the  contracts  included  2  working  seasons,  from 
about  the  first  of  May  to  the  first  of  December  of  the  next  year. 

The  time  of  7  of  them  included  the  winter  of  1895-6,  and 
9  of  them  the  winter  of  1896-7. 
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The  breaking  of  the  job  into  2  seasons  when  the  depth 
excavated  was  barely  i  foot  would  necessarily  require  thorough 
and  satisfactory  work  the  first  time  any  area  was  gone  over,  or 


Plate  A.     General  Plan  of  Sudbury  Reservoir,  Indicating  the  Location 
OF  the  Several  Areas  of  Investigation. 

the  cleaning  up  involved  in  slovenly,  half-finished  stripping  would 
make  the  cost  per  cubic  yard  much  in  excess  of  the  price  bid. 

Naturally,  under  the  above  circumstances,  the  question  as  to 
which  was  the  proper  way  for  the  engineers  to  measure  the  amounts 
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of  soil  stripping  for  the  monthly  and  final  estimates  came  out 
prominently,  and  when  these  estimates  fell  short  of  the  sometimes 
sanguine  expectations  of  some  contractor  the  word  of  dissatisfac- 
tion or  criticism  was  heard  more  or  less  emphatically. 

The  subject  had,  of  course,  received  sufficient  and  decisive  con- 
sideration before  such  times  by  the  Resident  Engineer  and  General 
Superintendent  of  the  Western  Division  of  the  Boston  Water 
Works,  your  Past  President,  Mr.  Desmond  FitzGerald,  under 
whose  general  direction  the  work  had  been  laid  out  and  started, 
and  who  has  since  continued  and  completed  it  as  Engineer  of  the 
Sudbury  Department  of  the  Metropolitan  Water  Works. 

However,  feeling  that  as  the  complaints  and  criticisms  might 
possibly  become  chronic  and  epidemic  and  likely  to  be  legally 
troublesome,  Mr.  FitzGerald  concluded  that,  as  there  offered  a  good 
opportunity,  he  would  make  an  exhaustive  and  practical  compar- 
ison of  3  of  the  most  prominent  and  popular  methods  brought 
to  his  attention,  and  also  test  another  method  suggested  by  a  com- 
plaining contractor. 

The  writer  was  selected  to  make  a  careful  investigation  into 
the  whole  subject,  and  at  Mr.  FitzGerald's  kind  suggestion  and 
permission  will  embody  the  results  of  his  work  briefly  in  the  few 
following  pages  which  he  hopes  his  fellow  engineers  will  find  both 
interesting  and  instructive  in  some  slight  degree. 

The  regular  method  of  measuring  the  volumes  of  earth  exca- 
vation, popularly  called  soil  stripping,  was  adopted  as  the  first 
method  and  is  so  referred  to  in  this  paper,  and  is  also  called  the 
50-foot-strip  method. 

It  had  been  in  use  for  some  years  in  calculating  the  work  on 
other  reservoirs  and  had  hitherto  been  considered  satisfactory. 

By.  this  method  the  areas  to  be  considered  were  divided  care-. 
fully  by  instiument  and  tape  into  squares  of  500  feet  on  a  side, 
and,  before  the  sections  were  entered  upon  by  the  contractor, 
profiles  of  the  original  surfaces  were  taken  on  lines  50  feet  apart 
and  parallel  to  one  of  the  sides  of  these  squares. 

The  leveling  was  done  carefully,  convenient  benches  being  first 
accurately  established,  the  "heights  of  instrument"  taken  to  the 
nearest  hundredth  of  a  foot  elevation  and  the  work  checked  back 
to  the  bench  started  from  or  to  some  other  equally  well-determined 
bench. 

The  readings  for  the  ground  surfaces  were  taken  to  the  nearest 
tenth  of  a  foot.  These  notes  were  plotted  on  roll  profile  paper  and 
carefully  checked.  The  scales  used  were  3  feet  to  the  inch  vertical 
and  40  feet  to  the  inch  horizontal,  Queen's  continuous  profile 
paper,  plate  B,  being  found  well  adapted  for  the  purpose.     The 
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profiles  were  so  arranged  as  to  allow  room  for  subsequent  ones 
on  these  same  section-lines  when  changed  by  the  removal  of  the  soil. 

These  profiles  were  repeated  monthly  whenever  the  contractor 
had  done  any  work  on  these  lines,  or  as  often  as  necessary  to  in- 
clude all  of  his  work  of  excavation  up  to  the  date  for  the  estimate 
pending,  and  when  the  contractor  had  satisfactorily  completed  any 
sufficiently  extensive  area  the  profiles  of  that  part  were  taken  with 
particular  care  to  use  in  making  the  final  estimate,  so  as  to  closely 
include  between  them  and  the  original  profiles  the  amount  of  work 
to  be  reported. 

The  vertical  areas  included  between  the  original  surface  pro- 
file and  the  profile  showing  the  state  of  the  work  at  the  last  survey 
were  obtained  by  a  planimeter  measurement  checked  by  a  second 
person.  This  method  is  found  to  give  a  very  satisfactory  degree  of 
accuracy. 

These  ''section  areas"  were  used  as  *'end  areas"  50  feet  apart 
in  the  ordinary  way  of  computing  earth  work,  care  being  taken  to 
fulfill  geometrical  conditions  at  the  outskirts  of  the  excavation. 

The  second  method  was  exactly  the  same  as  the  first  and 
regular  one,  only  the  profiles  and  sections  were  taken  25  feet 
apart,  or  twice  as  often.  In  making  the  comparison  with  the 
regular  method  on  the  pieces  of  soil  stripping  selected,  the  regular 
50-foot  lines,  profiles  and  sections  were  used,  and  the  others  were 
taken  exactly  one-half  way  between. 

This  second  method  is  also  referred  to  as  the  25-foot  strip 
m.ethod,  and,  because  of  its  being  the  one  requiring  the  greatest 
number  of  elevations  to  be  determined,  it  was  chosen  as  the  stand- 
ard method  to  compare  the  others  with. 

The  third  method  abandoned  the  idea  of  profiles,  plotting  and 
sections,  and  took  elevations  only  at  the  corners  of  25-foot  squares 
on  the  original  surface  and  on  the  finished  excavation,  and  the 
mean  of  these  4  differences  of  elevation  or  depths  of  cutting  was 
considered  as  the  mean  depth  of  excavation  for  the  square  of  625 
square  feet. 

Irregular  boundaries  and  broken  squares  were,  of  course, 
carefully  considered  and  allowed  for  in  the  several  estimates. 

Three  areas  were  selected  for  comparison. 

FIRST    AREA   OF    INVESTIGATION. 

The  first  and  largest  area  was  located  in  Section  C,  along 
Stoney  Brook,  next  south  of  where  the  New  York,  New  Haven 
and  Hartford  Railroad  crosses  the  basin,  just  above  the  Fayville 
Station; 

This  area  contained  nearly  14J  acres,  being  about  1800  feet 
long  and  of  irregular  width,  averaging  about'  350  feet.  It  was  a 
narrow  piece  of  the  meadow  on  both  sides  of  the  brook,  with  a 
border  of  gently  sloping  upland  on  the  westerly  side. 
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Plate  C.     Typical  Profiles  from  the  First  Area  of  Investigation. 
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The  mud  or  muck  in  the  meadow  was  at  places  3  or  4  feet 
deep,  usually  covered  with  a  heavy,  tough  sod,  and  the  loam  on 
the  upland  hillside  was  about  a  foot  deep,  more  or  less  interspersed 
with  boulders  and  stumps  of  trees. 

In  order  to  show  what  larger  differences,  by  comparison,  may 
be  balanced  in  a  general  average  when  the  volume  of  stripping 
from  a  large  area  (over  14  acres  in  this  case)  is  considered  by  the 
various  methods,  a  subdivision  into  four  parts  has  been  made  of 
the  total  area,  and  one  of  the  best  proportioned  and  defined  of  these 
parts  has  been  further  considered  in  10  strips  of  50  feet  width 
each. 

While  these  comparisons  were  in  progress  the  regular  work 
of  the  engineers  was  being  carried  on  and  involved  a  monthly  esti- 
mate of  the  amount  moved  from  this  section. 

As  all  but  a  very  small  portion  of  the  material  from  this  area 
was  moved  by  dump  cars  on  a  narrow-gauge  railroad,  the  oppor- 
tunity was  taken  advantage  of  to  compare  car  loads  with  our  other 
measurements;  these  comparisons  will  be  referred  to  later. 

The  following  tables,  I  and  II,  have  been  prepared,  showing 
the  amounts  of  excavation  for  the  different  parts  by  the  several 
methods  of  estimating,  considering,  as  previously  stated,  the  esti- 
mates by  the  strips  25  feet  wide  as  standards,  and  rating  them  as 
unity  in  the  comparisons  with  the  estimates  by  the  other  methods. 


TABLE   I. 

Estimates  of  the  Amount  of  Excavated  Materials  Moved  by  Cars  from 
THE  "First  Area  of  Investigation." 


Location  of  Area. 
Section  C. 


Between  Stations. 


Included  in 


35  -{-  25   and  40  -f  o     July  estimate 

35  -|-  25   and  40  -j-  o  I   Aug.  estimate 

ArearT=2.68  acres. 


40  -[-  o  and  45+0 

40  -[-  o  and  45  -|-  o 

Area=3.S8 

45  -f  o  and  50  -f  o 

45  4-  o  and  50  -|-  o 

Area3=4.32 

50  +  0  and  55  +  25 

50+0  and  55  -1-25 

Area=3.53 


Totals 

Area=:ii4.4i  acres., 


I  July 
I  Aug. 
acres. 

I  July 
I  Aug. 
acres. 

I  July 
I  Aug. 
acres. 

(July 
■j  Aug. 


estimate 
estimate 


estimate 
estimate 


estimate 
estimate 


estimate 
estimate 


By  Method  of 
25-FOOT  Strips. 


Cu.  Yds.  Stand'rd. 


3642.7 

^624.2 

6266.9 

3672.2 
6237.2 
9909.4 

4347.4 

5923.0 

10270.4 

2870.1 
4774.5 
7644.6 

14532.4 
19559.0 
34091.4 


1. 0000 
1. 0000 


1. 0000 
1. 0000 
J. 0000 

I.  0000 
1. 0000 
1. 0000 

1. 0000 
1. 0000 
1. 0000 

J. 0000 
1 . 0000 
1. 0000 


By  Method  of 
50-FOOT  Strips. 


Cu.Yds. 


3485.2 
2654.9 


6140. 1 

3788.4 
6193.2 


9981.6 

43130 
6066.5 


10379.5 
2871.6 
47"-o 
7582.6 

14458.2 
19625.6 
34083^8^ 


Ratio  to 
Stand'i-d. 


0.9568 
1. 01 17 
o.gjgS 

1. 03 1 6 
o.  gg2g 
1.0073 

o.gg2i 
1. 0242 
1. 01 06 

1. 0003 
o.  g867 

0.9919 
0.9949 
1.0034 
o.  9998 


By  Method  of 
25  foot  Squares, 


Cu.  Yds. 


6200.0 


9938.5 


10350.3 


7585.0 


34<»73.8 


Ratio  to 
Stand'rd. 


0.9S9S 


J.  00  2  9         \ 


1. 0078 


o.  9922 


0.9993 
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TABLE   II. 

Estimate  of  the  Amount  of  Excavated  Materials  Moved  by  Cars  from 
A  Selected  Section  of  the  "First  Area  of  Investigation." 


Amount  bv 

luly 

August    1     Total 

25-FooT  Squares. 

Estimate, 
Cubic 

Estimate,;     Cubic 
Cubic          peet. 

LOCATION    OF   AREAS. 

Cubic 

Ratio  to 

Feet,      j 

Feet.      ! 

Feet. 

Standard. 

Strip  25  feet  wide  45  +    0  to  45  +  25 

6499.9 1 

6085.5    12585.4 

12907.3 

1.0236 

Strip  25  feet  wide  45  -f  25  to  45  +  50 i 

7134.8' 

6206.1    13340.9 

13936.8 

1.0447 

Sum  of  above  strips  (standards)              ... 

13634  7 

122916   25926  31 

26844.1 

^•0354 

Same  bv  strip  50  feet  wide 

13490.9 

13951-7   27442.61 

0.9895  \ 
7264.9, 

1. 1 35 1      i-osS^\ 

Strip  25  feet  wide  45  +  50  to  45  +  75 

7567.3    14832.2! 

14560.7 

o.g8j7 

Strip  25  feet  wide  45  -f  75  to  46  +    0 

7028.5 

9078.0    I6IO6.5! 

15600.1 

o.g686 

Sum  of  above  strips  (standards) i 

14293.4 

16645.3    30938.7! 

30160.8 

o.g74g 

Same  by  strip  50  feet  wide 1 

14372.8 

16515.7   30888.5' 

Ratio  of  50-foot  strip  to  standard ! 

/.  ooj6 

0.  gg22      0. 99S4 

Strip  25  feet  wide  46  +    0  to  46  ^  25 

6614.1 

7947.5 

14561.6 

14821.9 

i.oi7g 

Strip  25  feet  wide  46  +  25  to  46  "T  50 

5987.3 

7642.0 

13629.-1 

14304.1 

i.04g3 

Sum  of  above  strips  (standards) 

12601.4 

15589.5 

28190.9 

29126.0 

1.0332 

12968.8 

16185.5 

201^4.^ 

Ratio  of  50-foot  strip  to  standard 

I.02g2 

i.03S2\     1.0342 

Strip  25  feet  wide  46  +  50  to  46  +  75 

5745.5 

7522.5    13268.0 

13522.2 

1. 0192 

Strip  25  feet  wide  46  -f  75  to  47  +    Q 

5801.3 

7248.9    13050.2 

1285-5.7 

0.9831 

Sum  of  above  strips  (standards) 

11546.8 

14771.4 

26318.2 

26377.9 

1.0023 

Same  by  strip  50  feet  wide 

II 300. 4 

15677-4 

26977.4 

Ratio  of  t;o-foot  strip  to  standard 

0.97S7 

/.  0613 

1.0230 

Strip  25  feet  wide  47  +    Q  to  47  —  25 ' 

5525.0 

7203.8 

12728.8 

12473.9 

o.g8oo 

Strip  25  feet  wide  47  +  25  to  47  +  50 j 

4946.0 

6938.1    11884.1 

12481.3 

1.0303 

Sum  of  above  strips  (standards) ! 

10471.0 

14141.9 

24612.9 

24955.2 

1-0139 

Same  by  strip  50  feet  wide 

10007.5 

14788.9 

24796.4 

Ratio  of  50-foot  strip  to  standard 

0  9557 

1.0438 

1.0073 

Strip  25  feet  wide  47  ^  50  to  47  +  75 

4422.6 

7315.4 

11738.0 

12371.9 

1.0340 

Strip  25  feet  wide  47  -f  75  to  4g  -|-    Q 

3384.1 

8109.5 

11493.6 

11740.0 

1. 0214 

Sum  of  above  strips  (standards) 1 

,    7806.7 

15424.9 

23231.6 

24111.9 

1.0379 

Same  by  strip  50  feet  wide , 

7107.2 

15610.3 

22717.5 

Ratio  of  50-foot  strip  to  standard 

0.Q104 
2058.6 

1. 01 20 
8494.8 

0.9779 
10553.4 

11310.6 

Strip  25  feet  wide  4g  -j-    0  to  48  +  25 ' 

1.0717 

Strip  25  feet  wide  4g  -f  25  to  4g  -f  50 ; 

1878.0 

8683.3 

10561.3 

11168.8 

1.0375 

Sum  of  above  strips  (standards) i 

3936.6 

17178.1 

-21114.7 

22479.4 

1.0646 

Same  by  strip  50  feet  wide 

4441-3 

17823.4 

22264.7 

Ratio  of  50-foot  strip  to  standard 

1. 1 28  2 

1.0376 

^.0345 

Strip  25  feet  wide  4g  +  50  to  4g  +  75 

3115.8 

8962.3 

12078.1 

12086.3 

1.0007 

Strip  25  feet  wide  4g  -f  75  to  49  -[-    Q 

4906.1 

8808.1 

13714.2 

13572.2 

o.g8g6 

Sum  of  above  strips  (standards) 

8021.9 

17770.4 

25792.3 

25658.5 

o.gg48 

Same  by  strip  50  feet  wide 

8219.3 

^11>2>Z-'^ 

25553-1 

Ratio  of  50-foot  strip  to  standard 

1.0246 

0.9734 

o.g(po7 

Strip  25  feet  wide  49  +    0  to  49  +  25 

6266.1 

8893.1 

15159.2 

15200.0 

1.0027 

Strip  25  feet  wide  49  -f  25  to  49  "f  50 

7668.6 

8972.9 

16641.5 

16492.9 

o.ggii 

Sum  of  above  strips  (standards) 

13934.7 

17866.0 

31800.7 

31692.9 

o.gg66 

Same  by  strip  50  feet  wide 

13681.3 

18108.8 

3 1 790. 1 

Ratio  of  50-foot  strip  to  standard     

o.gSiS 

1. 01  36 

0.9997 

Strip  25  feet  wide  49    ^  50  to  49  +  75 

9578.5 

9145.5 

18724.0 

17934.1 

o.g37S 

Strip  25  feet  wide  49 -f  75  to  50 -f    0 

11554.8 

9097.6 

20652.4 

20117.5 

o.g74i 

Sum  of  above  strips  (standards) 

21133.3 

18243.1 

39376.4 

38061.6 

o.g664 

Same  by  strip  50  feet  wide 

20861.3 

i  17800.0 

38661.3 

Ratio  of  50-foot  strip  to  standard 

0.9871 

1     o.g757 

o.g8j8 

TOTAL— 25-foot  strips  45  +  0  to 50  +  O- 

117380.5 

159922.2 

277302.7 

279458.3 

1.0078 

50-foot  strips  45  4-  0  to  50  +  0- 

116450,8 

163795-1 

280245.9 

RATIO 

0. 002 1         I.  02d2 

1. 01 06 
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Of  the  results  shown  in  Table  I,  the  following-  may  be  referred 
to  here  as  of  especial  interest :  The  lowest  ratio  by  the  50-foot 
strip  method  is  95.68  per  cent.,  with  a  volume  of  about  3650  cubic 
yards,  and  the  highest  ratio  is  103.16  per  cent.,  with  a  volume  of 
about  3675  cubic  yards,  while  for  the  total  amount  of  nearly  34,100 
cubic  yards  on  this  area  of  about  14J  acres  the  ratio  is  99.98 
per  cent. 

By  the  25-foot  square  method  the  lowest  ratio  is  98.93  per 
cent,  (as  against  97.98  per  cent,  by  the  50-foot  strip  method)  for  a 
volume  of  about  6270  cubic  yards,  and  the  highest  ratio  is  100.78 
per  cent,  (as  against  101.06  per  cent,  by  the  50-foot  strip  method) 
for  a  volume  of  about  10,270  cubic  yards,  while  for  the  total  amount 
of  nearly  34,100  cubic  yards,  as  above,  the  ratio  is  99.95  per  cent., 
the  5  parts  compared  being  in  each  case  nearer  the  standard  by 
the  25-foot  square  method,  while  the  totals  agree  almost  exactly 
with  each  other,  as  well  as  with  the  standard. 

A  corresponding  analysis  of  Table  II  shows  that,  in  that  part 
of  the  area  which  was  still  further  subdivided  (4.3  acres),  the 
lowest  ratio  by  the  50-foot  strip  method  is  91.04  per  cent,  for  a 
volume  of  over  7800  cubic  feet,  and  the  highest  ratio  is  1 13.51 
per  cent,  for  a  volume  of  less  than  12,300  cubic  feet,  while  by  the 
25-foot  square  method  the  lowest  ratio  is  95.78  per  cent,  for  a 
volume  of  over  18,700  cubic  feet,  and  the  highest  ratio  is  107.17 
per  cent,  for  a  volume  of  over  10,550  cubic  feet. 

The  totals  compare  101.06  and  100.78  per  cent,  for  the  50- foot 
strips  and  the  25-foot  squares,  respectively,  as  is  also  shown  for 
this  portion  in  Table  I. 

In  the  above  instances  the  25-foot  squares  show  closer  ratios 
to  unity  than  do  the  50-foot  strips,  but  in  the  comparisons  that  can 
be  made,  6  cases  out  of  the  10  show  the  estimates  for  the  50-foot 
strips  to  be  closer  to  the  standards  than  are  the  corresponding 
estimates  by  the  25-foot  squares. 

CAR  MEASUREMENTS. 

The  opportunity  before  referred  to  of  comparing  "car  measure- 
ment" with  measurement  in  excavation  was  availed  of  under  fairly 
good  circumstances. 

It  was  particularly  understood  that  the  contractor  was  to  be 
entirely  uninfluenced,  either  by  any  direction  of  the  work  on  the 
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part  of  the  engineers  or  through  any  information  from  them  of  the 
count  to  be  made  and  inspection  to  be  maintained. 

Directions  were  necessarily  given  from  time  to  time  relative 
to  the  kind  of  material  to  be  or  not  to  be  removed,  the  same  as  if 
no  count  and  accompanying  inspection  were  to  be  made ;  otherwise 
the  above  understanding  was  faithfully  carried  out. 

The  contractor  was  aware,  of  course,  from  the  constant  pres- 
ence of  the  observer  and  his  use  of  the  note-book  and  the  careful 
measurement  of  the  essential  dimensions  of  his  cars  by  the  engi- 
neers which  was  impossible  to  avoid  or  conceal  that  something  of 


f>  -C^  n?f   ^=r  a?r  -v'r  i?o-  v",*'  r'J\^f    r  I 
3IO0  3000  230O  X80O  2700 

Plate  D.  Plan  Showing  Part  of  the  Second  Area  of  Investigation 
WITH  Elevations  of  the  Original  Surface  and  Depths  of  Soil  Strip- 
ping AT  THE  Corners  of  the  25-FOOT  Squares.  This  Includes  the 
Location  of  the  Deep  "]Mud  Pocket"  Referred  to  in  the  Text. 

the  sort  was  going  on ;  but,  other  than  the  apparent  variation  in 
the  fulness  of  the  loading  of  cars,  it  seemed  to  make  no  difference 
in  his  control  or  direction  of  the  work  or  in  his  choice  of  methods. 

There  were  46  dirt  cars  of  the  one-side  dump  pattern  on 
the  premises,  all  but  one  of  which  were  in  very  fair  condition 
and  in  use  during  some  part  of  the  time  of  the  count. 

At  first  only  2  trains  (10  cars  loading  and  10  cars  dump- 
ing) were  in  use  on  our  area.  Afterward,  from  June  23d  onward, 
another  similar  pair  was  put  on. 

There  were  usually  10  cars  in  a  train,  with  2  shovelers  to 
a  car,  but  the  number  of  cars  was  varied  as  occasion  demanded, 
sometimes  there  being  as  many  as  15  or  16  and  at  other  times  as 
few  as  5  or  6  cars. 
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Cars  were  damaged  from  time  to  time  and  others  of  the  46 
were  put  in  their  places,  the  broken  ones  meanwhile  being  re- 
paired and  put  in  readiness  in  case  of  other  breaks. 

Each  of  the  cars  was  numbered  plainly,  the  numbers  running 
from  21  to  66,  inclusive. 

Each  car  was  carefully  measured  to  obtain  its  "struck  capacity" 
and  a  record  kept. 

The  capacities  found  were  quite  uniform,  averaging  76.27 
cubic  feet  per  car,  the  smallest  being  74.91  and  the  largest  77.88 
cubic  feet. 

The  general  dimensions  of  the  cars  were  as  follows :  2J 
feet  deep  below  the  striking  line;  5 J  feet  wide  from  side  to  side, 
and  6  feet  long  at  the  door  side  and  5^  feet  long  at  the  opposite  side. 

The  average  area  at  the  top  of  the  cars,  the  struck  level  on 
which  material  could  be  heaped,  was  about  33  square  feet. 

When  all  previous  work  of  excavation  on  or  bordering  on  this 
area  of  investigation  had  been  carefully  located  and  measured,  a 
competent  person  w^as  stationed  on  the  premises  to  keep  count  of 
all  of  the  cars  that  took  any  material  away  and  make  record  of  the 
times  of  setting  and  pulling  out  of  the  trains,  the  time  occupied  in 
filling  the  cars,  the  number  of  cars  in  each  train  and  their  numbers, 
the  number  of  shovelers  at  work,  the  comparative  fulness  of  the 
cars  when  taken  away  and  the  kind  of  material  excavated,  whether 
mud  or  loam. 

Four  designations  for  the  comparative  fulness  of  the  cars 
were  used,  viz :  A,  for  heaping  up  full ;  B,  for  well-rounded  loads, 
but  with  slack  (that  is  partly  empty)  corners;  C,  for  what  would 
be  judged  to  be  even  full  if  leveled  off,  and  D,  for  a  rather  slack 
load.  There  were  also  several  cases  when  some  of  the  cars  were 
only  about  i  ov  ^  full  at  the  time  the  train  was  started  for  the  dump. 
A  was  estimated  to  represent  3.640  cubic  yards  gross  measurement ; 
B  was  estimated  to  represent  3.232  cubic  yards  gross  measurement ; 
C  was  estimated  to  represent  2.825  cubic  yards  gross  measurement, 
and  D  was  estimated  to  represent  2.640  cubic  yards  gross  measure- 
ment. 

The  records  show  that  the  cars  were  better  filled  during  the 
first  part  of  the  count  than  they  were  later  on. 

The  following  table.  No.  Ill,  of  the  number  of  cars  and  gross 
quantities  moved,  will  give  some  idea  of  how  the  loading  varied : 


SOIL  STRIPPING  FROM  WATER-SUPPLY  RESERVOIRS.      151 

TABLE  III. 

Statement  of  the  Items  of  the  Car-count  made  on  Section  "  C  "  of  the 

Amount  of  Materials  Moved  from  "  First  Area  of  Investigation." 


Number  of  Car  Loads  and 

Condition  of  Loading. 

Totals. 

0 

u 

1896. 

DATES,  ETC. 

v5 

.1 

3 
b 

r: 

IP 

0. 

1 

52- 

ifi 

^^it 

11 

0  U 

V 

> 

< 

From  June  ilth  to  July  3d,  ^ 
29  days'  work  of  two  gangs  j 

.03 

2261 

1089 

193 

4 

0 

3650 

II274.O 

3.089 

From  July  4th   to  July  15th,  'J 
17  days'  work  of  two  gangs.,  j 

5 

1297 

825 

119 

14 

0 

2260 

6874.7 

3.042 

Sum  of  above  for  July  estimate 

108 

3558 

I9I4 

312 

18 

0 

5910 

18148.7 

3-071 

From  July  i6th  to  July  28th,  ' 
20  days'  work  of  two  gangs.. 

0 

*i) 

"93.    945  1  242 

8 

0 

2403 

7230.2 

3.009 

P>om  July  29th  to  Aug.  8th,  ^ 
20  days'  work  of  two  gangs.. 

0 

875 

1520 

256 

20 

0 

2671 

7826. 1 

2.930 

From  Aug.  loth  to  Aug.  21st,  1 
19  days'  work  of  two  gangs.,  j 

0 

653 

i486 

267 

61 

6 

2473 

7103-7 

2.873 

Sum  of  3  next  above  for  Aug.  est. 

15 

2721 

3951 

765 

89 

6 

7547 

22160.0 

2.936 

Total  for  July  and  Aug.  ests 

123 

6279 

5865 

1077 

107 

6 

13457 

40308.7 

2.995 

August  estimate,  including  404.9  cubic  yards  moved  by  carts,  22564.9 
Total  "  "         404.9       "        "  "       "        "      40713.6 

For  the  several  days  previous  to  the  beginning  of  the  count, 
when  the  idea  of  car  measurements  was  prominently  in  the  minds 
of  the  contractor  and  his  engineer  and  foremen,  and  advocated  by 
them  as  the  proper  way  to  estimate  the  amounts  of  soil  stripping, 
the  proportionate  number  of  wxll-fiUed  cars  was  noticeably  greater 
even  than  that  shown  in  the  table  as  between  June  nth  and  July  3d, 
which  gives  nearly  3  per  cent.,  or  between  June  nth  and  June  22d 
(not  shown  in  the  table),  which  last-mentioned  period  furnish 
records  giving  over  7  per  cent,  greater  fulness  than  the  average 
for  the  whole  time. 

Owing  to  the  sticky  condition  of  the  material  excavated,  most 
of  the  cars  returned  from  the  dump  with  considerable  dirt,  mud 
or  muck  still  adhering  to  the  sides  and  bottoms.  It  was  estimated 
that  the  average  amount  per  car  was  about  5  cubic  feet.  No 
allowance  was  made  for  this  lessened  capacity  in  reckoning  the 
gross  amounts  by  car  measurement. 

Near  the  conclusion  of  the  work  the  contractor  found  it  ad- 
visable to  move  some  of  the  material  by  horses  and  carts.  Some 
of  this  was  reloaded  into  the  cars  and  the  rest  carried  in  the  carts 
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off  to  another  dump.  Of  this  latter,  458  i-horse  loads  and  62 
2-horse  loads  were  counted,  the  carts  measured  and  the  gross 
amount  was  estimated  to  be  404.09  cubic  yards  and  considered  as 
subject  to  the  same  proportion  of  swelling  and  shrinkage  as  the 
materials  moved  by  the  cars.  This  made  the  total  gross  amounts 
by  car  and  cart  measurement  for  the  July  estimate  18,148.7  cubic 
yards,  and  for  the  August  estimate  22,564.9  cubic  yards,  or  a  total 
of  40,713.6  cubic  yards. 

The  amounts  shown  in  Table  I  by  the  standard  or  25-foot 
strip  method  are,  for  the  July  estimate,  14,532.4  cubic  yards,  and 
for  the  August  estimate,  19,559  cubic  yards,  or  a  total  of  34,091.4 
cubic  yards.  Of  the  July  portion  of  this  latter  amount  there  was 
estimated  to  be  about  50  cubic  yards  of  stone  and  stumps  left  on 
the  area  and  not  removed  by  the  cars,  and  of  the  August  portion 
about  180  cubic  yards  were  likewise  stones  and  stumps  not  included 
in  the  car  measurements. 

The  standard  estimates  should,  therefore,  be  decreased  ac- 
cordingly before  comparison  is  made  with  the  amounts  by  car 
measurements. 

We  have,  then,  by  standard  measurements,  14,482.4  cubic 
yards  in  July,  19,379  cubic  yards  in  August,  or  a  total  of  33,861.4 
cubic  yards  to  compare  with  car  measurements  of  18,148.7  cubic 
yards,  22,564.9  cubic  yards  and  40,713.6  cubic  yards,  respectively, 
and  find  the  ratios  to  be  as  follows : 


For  the  July  estimate i  to  1.253  or  i  to  0.7980 

"      "  August  estimate i  to  1.164  or  i  to  o.ssss 

And  for  the  total  estimate i  to  1.202  or  i  to  0.8317 

The  reciprocals  are  given  to  show  reverse  comparison. 

It  may  be  interesting  to  note  here  the  agreement  of  the  above 
results  with  the  statement  contained  in  the  following  quotation 
from  Trautwine's  Engineers'  Pocket  Book,  page  741  of  the  15th 
edition,  1891,  on  "Shrinkage  of  Embankments":  "Although  earth, 
when  first  dug  and  loosely  thrown  out,  swells  about  -J  part, 
so  that  a  cubic  yard  in  plaee  averages  about  ij  or  1.2  cubic  yards 
when  dug,  or  i  cubic  yard  dug  is  equal  to  §  or  0.8333  of  ^  cubic 
yard  in  place,  yet  when  made  into  embankments  it  gradually  sub- 
sides, settles  or  shrinks  into  a  less  bulk  than  it  occupied  before 
being  dug." 

SECOND    AREA    OF    INVESTIGATION. 

The  second  piece  selected  for  investigation  was  also  in  Sec- 
tion C,  southwesterly  from  the  first  piece  and  located  between 
section  lines  51+0  and  56  -f  o  north  and  south  and  ranges  2700 
and  3200  east  and  west. 
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Plate  E.     Profiles  from  the  Second  Area  of  Ixvestigation,  Including 
THE  Location  of  the  Deep  "Mud  Pocket." 
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It  did  not  occupy  the  whole  of  the  rectangle  indicated  by  these 
lines,  but  was  so  bounded  as  to  have  full  squares  and  to  be  entirely 
inside  an  area  previously  untouched  by  the  contractor. 

It  contained  about  4J  acres  of  not  very  smooth  upland  pasture, 
with  a  small  bog  hole  or  mud  pocket  as  a  special  feature.  As  on 
the  first  area,  profiles  were  taken  of  lines  25  feet  apart  and  eleva- 
tions were  taken  at  the  corners  of  25-foot  squares. 

The  depression  at  the  mud  pocket  was  the  only  condition  likely 
to  occasion  any  great  difference  in  the  estimates  by  different 
methods.  Its  eft"ect  will  be  made  apparent  in  the  detailed  com- 
parison. It  was  intersected  by  sections  55  +  o,  55  +  25  and 
55  +  5O'  ^^^  by  ^"^^^  2900,  2925  and  2950,  with  a  maximum  depth 
of  cutting  as  indicated  by  the  25-foot  squares  of  6.4  feet,  the 
average  being  3.74  feet.  The  maximum  cut  by  a  50-foot  section 
was  3.9  feet,  while  by  a  25-foot  section  it  was  7.9  feet. 

The  following  table,  IV,  shows  the  results  by  the  three  meth- 
ods of  estimating,  giving  the  details  and  proportions  for  the  50- 
foot  strips: 

TABLE  IV. 

Estimates  of  the  Amount  of  Excavated  Materials  Taken  from  the  Part 

OF  Section  C,  Chosen  as  the  "Second  Area  of  Investigation." 

Upland — Area,  4.71  Acres. 


Location  of  Area. 

By  Method  of 

By  Method  of 

By  Method  of 

Section  C. 

25-FOOT  Strips. 

50-FooT  Strips. 

25-FooT  Squares. 

By  Section. 

By  Lines. 

Cu.  Yds. 

Stand'rd. 

Cu.  Yds. 

Ratio  to 
Stand'rd. 

Pii   vHq     Ratio  to 
^"-  ^^^-  Stand'rd. 

514-0     10514-50 

2750  to  3x25 

700.0 

1. 0000 

699.0 

o.ggSd 

701.4 

1.0020 

514-5010524-0     2750103x25 

706.4 

1. 0000 

723-7 

1.024s 

689.8 

o.g76s 

52  +  0     1052  +  50  2725  103x50 

793.3 

1. 0000 

763.2 

o.gbsi 

792.8 

0.9994 

524-5010534-0     2725  103150 

707.4 

1. 0000 

696.1 

0  .g840 

728.0 

1. 029 1 

53  +  0     1053  +  502725  103x75 

668.4 

1. 0000 

679.3 

I. 01 63 

660.9 

o.gS88 

53  +  501054  +  0     2725  103x75 

600.3 

1. 0000 

643-7 

1.0723 

552.1  1    o.gig7 

54  +  0     1054  +  502700103x00 

585.0 

1. 0000 

625.0 

1.0684 

563.7      o.g636 

54  +  501055  +  0    12700103100 

701.5 

1. 0000 

751.4 

1.0711 

1     694.4  !   o.g8gg 

55  +  0     1055  +  502700103x00 

1087.6 

1. 0000 

856.0 

0.7871 

1098.4 

i.oogg 

55  +  501056  +  0 

2700  to  3x00 

732.6 

1. 0000 

768.2 

1  0486 

I  -  727.4 

JO.gg2q 

5X+0     I056  +  O 

7282.5 

1    1. 0000 

1 

7205.6 

o.g8g4 

1  7208.9 

i 

o.g8gg 

Here  we  find,  for  special  instances,  the  lowest  ratio  by 
the  50- foot  strips  to  be  78.71  per  cent,  and  the  highest  to  be 
107.23  per  cent.,  while  the  same  areas  gave,  by  the  25-foot  squares, 
100.99  and  91.97  per  cent.,  which  was  a  kind  of  a  change  about. 
The  lowest  ratio  by  the  25-foot  squares  is,  as  it  happens,  91.97 
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per  cent.,  which  was  for  the  same  area  as  was  the  highest  per  cent, 
by  the  50-foot  strips,  and  the  highest  ratio  by  the  25-foot  squares 
is  102.91  per  cent.,  as  against  98.40  per  cent,  for  the  same  area  by 
the  50-foot  strips — a  considerable  diversity. 

But,  on  taking  the  whole  area,  we  find  that  almost  exactly 
I  per  cent,  is  the  difference  from  the  standards,  and  both  the  50- 
foot  strips  and  the  25-foot  squares  are  alike  to  within  1-20  of  I 
per  cent. 

THIRD    AREA    OF    INVESTIGATION. 

The  third  area  selected  was  in  Section  I,  on  the  Angle  Brook 
part  of  the  reservoir,  on  a  flat  hillside.  It  contained  about  2 
acres  of  rough  pasture  land.  The  contractor  had  entered  upon 
the  work  before  we  were  able  to  take  the  elevations  for  the  corners 
of  the  25-foot  squares,  but  the  division  engineer  had  taken  the 
levels  for  the  50-foot  and  25-foot  profiles  previously — about  the 
time  that  this  investigation  was  first  being  considered. 

The  following  table,  V,  shows  results  in  detail,  with  compar- 
isons for  the  50-foot  strips : 

TABLE  V. 

Estimates  of  the  Amount  of  Excavated  Materials  taken  from  the  part 

OF  Section  I,  chosen  as  the  ♦♦  Third  Area  of  Investigation." 

Upland — 1.82  Acres. 


Location  of  Area 
Section  I. 

By  Method  of 
25-FooT  Strips. 

By  Method  of 
50-FOOT  Strips. 

Areas  of 

the  50-FooT 

Strip. 

By  Sections. 

By  Lines. 

Cu.  Yds. 

Standard 

Cu.  Yds. 

Ratio  to 
Standard. 

Sq.  Feet. 

9-I-50  to  lo-|-o 
lo-j-o    to  io-j-50 
10-I-50  to  ii-fo 
ii-j-o    to  ii-i-50 
11-I-50  to  124-0 

I24-0      to  I2-I-5O 

9+50  to  12+50 

8020  to  8500 
8040  to  8430 
8070  to  8380 
8080  to  8300 
8090  to  8220 
8090  to  8150 

766.48     1. 0000 
667.21     i'Oooo 
541.19     i.oooo 
360.07    i-oooo 
214.96     i-oooo 
105.36     1 0000 

1 
2655.27    i-oooo 

762.84 
663.47 
532.63 
347-87 
225.29 
108.41 

2640. 5 1 

0-9953 
0-9944 
0.  g842 
o.gbbi 
1. 048 1 
i.o28g 

0.9944 

24000 
19500 

15500 
IIOOO 

6500 

3000 

79500 

1.82   acres. 

The  range  of  variation  is  from  96.61  per  cent,  to  104.81  per 
cent.,  and  these  extremes  are  for  two  contiguous  strips.  If  these 
were  taken  together  their  divergences  from  the  standard  would 
'almost  neutralize  each  other  and  give  a  ratio  of  99!  per  cent., 
which  simply  emphasizes  the  principle  that  the  larger  the  areas, 
involved  the  nearer  the  ratios  are  likely  to  be  to  unity. 

A  summary  of  the  results  obtained  by  applying  the  three- 
above  methods  of  estimating  to  the  quantities  on  the  three  areas. 
19 
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appears  to  abundantly  corroborate  and  fully  justify  the  opinion 
and  decision  of  the  engineer  in  charge,  Mr.  Desmond  FitzGerald, 
for  this  kind  of  work. 

It  would  seem  from  this  investigation  that  the  25-foot  strips 
were  fine  enough  divisions  for  standards,  and  that  profiles  closer  to- 
gether could  not  1  easonably  be  demanded  and  would  not  give  much 
more  reliable  results  when  sufficiently  large  areas  are  taken  and  a 
generallv  uniform  depth  of  cutting  is  to  be  considered. 

From  a  contractor's  point  of  view,  one  method  is  as  likely  to 
be  as  favorable  to  him  as  either  of  the  others.  But,  from  the  engi- 
neer's standpoint,  the  questions  of  expedition  and  expense  have 
considerable  weight  when  choosing  the  method,  and  are  very 
proper  subjects  for  discussion. 

Unfortunately,  this  investigation  was  undertaken  under  such 
conditions  that  no  definite  conclusions  respecting  these  points  could 
be  obtained,  and,  accordingly,  no  positive  statements  of  personal 
opinions  regarding  them  will  be  ofifered  at  this  time. 
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METHOD  OF    ESTIMATING    QUAIS^TITIES   OF  SOIE    EX- 
CATATIOX  FROM  WACHUSETT  RESERVOIR. 


By  Charles  A.  Bowman,  Division  Engineer,  Metropolitan  Water  Works. 

The  Wachusett  Reservoir,  which  is  now  being  constructed 
by  the  MetropoHtan  Water  Works  in  the  towns  of  CHnton,  Boyles- 
ton,  West  Boyleston  and  SterHng,  will  have  a  capacity,  when 
completed,  of  63,068,000,000  gallons. 

Its  construction  requires  the  removal  of  soil  from  more  than 
4200  acres.  It  is  the  intention  to  remove  from  the  basin  all  surface 
material  containing  any  considerable  amount  of  organic  matter. 
To  assist  the  inspectors  in  determining  the  minimum  depth  at 
which  this  requirement  can  be  fulfilled,  laboratory  tests  of  soil  from 
different  depths  are  continually  being  made  a  little  in  advance 
of  the  soil-stripping  work.  Under  eleven  different  contracts,  4,835,- 
579  cubic  yards,  or  70  per  cent,  of  an  estimated  total  of  6,900,000 
cubic  yards,  have  already  been  removed  from  2831  acres.  A  greater 
part  of  this  soil  has  been  used  for  embankment  at  the  North  Dike, 
but  smaller  quantities  have  been  used  in  construction  of  roads 
and  the  treatment  of  shallow  flowage  ar^as.  The  contract  prices 
for  soil  excavation,  including  disposal  in  embankment,  have  ranged 
from  15  to  39  cents  per  cubic  yard,  averaging  30.5  cents  per  cubic 
yard.  The  average  depth  over  the  area  stripped  is  1.06  feet.  The 
general  depth  is  considerably  less  than  a  foot,  but  occasional  kettle 
holes  and  areas  of  limited  extent  in  the  lower  lands  require  strip- 
ping to  much  greater  depths. 

The  maximum  depth  of  the  reservoir  will  be  1 19  feet,  and  both 
outline  and  surface  are  very  irregular. 

The  flat  lands  along  the  river,  which  in  some  cases  are  very 
narrow,  extend  back  in  other  places  for  half  a  mile,  and  are  ter- 
minated by  deep  bluffs,  often  at  a  slope  of  38°.  These  bluffs  in 
some  places  form  the  margin  of  the  reservoir,  but  in  others  only 
separate  the  deeper  portion  of  the  basin  from  comparatively  shallow 
areas  of  considerable  extent,  broken  by  islands  and  kettle  holes 
which  are  nearly  as  deep  as  the  main  basin. 

Before  making  the  real  estate  surveys  which  were  necessary 
on  the  site  of  the  reservoir,  a  system  of  triangulation  was  estab- 
lished, with  some  fifty  stations  along  the  margins  and  in  the  basin. 

In  connection  with  these  stations,  by  triangulation  from  trial 
points  set  from  the  land  survey  traverses,  points  on  opposite  sides 
of  the  valley  were  established  on  co-ordinate  lines  both  north  and 
south  and  east  and  west  at  intervals  of  1000  feet.  From  these 
points  the  intersecting  lines  were  run  out  with  a  transit,  and  chest- 
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nut  hubs  (3  inches  square  and  3  feet  long)  were  set  at  the  corners 
of  1000-foot  squares.  By  running  out  the  diagonals  of  these 
squares  and  again  intersecting  from  the  centers  thus  established, 
similar  chestnut  hubs  were  set  at  each  500-foot  corner. 

Before  setting  these  corners  the  soil  was  thrown  out  from  a 
circle  3  or  4  feet  in  diameter,  so  as  to  drive  the  hub  flush  with 
the  stripped  surface.  These  hubs  were  centered  with  large  wire 
nails  and  usually  guarded  by  a  triangular  fence.  Printed  index 
sheets  (see  diagram)  were  prepared,  showing  the  arrangement  of 
500-foot  squares  (1047  i^  number),  and  each  hub  was  designated 
by  the  number  of  the  square  whose  northwesterly  corner  it  formed. 

Thus  the  entire  area  to  be  stripped  was  cross-sectioned  every 
500  feet,  without  tape  measurements  other  than  those  of  a  few  feet 
to  the  1000-foot  co-ordinate  lines  from  the  trial  points,  the  co- 
ordinate of  which  has  been  determined  by  triangulation.  The 
topography  of  the  country  is  such  that  this  method  was  especially 
suited  to  it,  and  the  errors  of  long  tape  measurements  in  an  uneven 
area,  much  of  which  was  not  cleared,  were  avoided.  Some  fifty 
precise  benches  were  set  at  convenient  points  near  the  flow  line 
and  within  the  basin.  These  benches  consisted  of  an  iron  rod  | 
inch  in  diameter  and  6  feet  long,  bolted  to  a  cast-iron  disk  18  inches 
in  diameter.*  These  disks  were  carefully  set  on  concrete  at  such 
depths  that  the  rods  reach  to  near  the  surface,  and  the  rods 
surrounded  by  a  casing  of  2j-incli  iron  pipe,  with  a  numbered 
cast-iron  cover. 

Very  careful  levels  were  run  with  a  B.  &  B.  precise  level  over 
these  benches,  the  elevations  adjusted  and  checked  by  cross  runs. 
It  was  originally  the  intention  to  establish  secondary  benches  on 
the  wire  nails  in  hubs  at  500-foot  corners  for  use  in  construction, 
and  this  method  was  used  during  the  first  year  or  two.  There  was 
often  one  and  sometimes  two  or  more  winters  between  the  taking 
of  original  and  final  levels,  and,  although  the  hubs  were  carefully 
set,  these  benches  were  never  used  a  second  year  without  care- 
fully checking  by  level  runs  similar  to  those  first  made  between 
precise  benches.  These  test  runs  often  showed  unlooked-for 
changes  of  elevation  in  the  hubs,  and  in  order  to  avoid  the  necessity 
of  careful  readjustment  it  has  been  found  advisable  on  the  more 
recent  work  to  set  some  hundred  and  fifty  iron  benches  similar  to 
the  above-described  precise  benches,  and  fifty  or  more  bolts  where 
outcropping  ledge  furnished  a  suitable  setting  for  the  latter.  Some 
old  bridge  iron  was  used  for  these  intermediate  benches,  and  they 
were  not  set'  on  concrete,  but  carefully  bedded  in  the  natural 
material  and  thoroughly  rammed.     The  elevations  of  these  inter- 
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mediate  benches  are  determined  from  level  runs  made  with  the 
ordinary  B.    B.  i8-inch  wye  level. 

At  least  four  repetitions  are  required  of  the  level  runs  between 
these  benches  before  the  elevations  are  adjusted,  and  if  too  great 
a  variation  from  the  average  difference  of  elevation  between  any 
two  points  is  found,  additional  runs  are  made  before  the  adjust- 
ment of  the  chain  of  benches  is  completed.  More  than  ordinary 
care  is  used  in  determining  these  bench  elevations,  because  the 
average  depth  of  excavation  is  so  small  that  a  slight  error  in  bench 
elevation  leads  to  a  large  per  cent,  of  error  in  measurement  of 
volume  excavated.  The  method  to  be  employed  in  the  measure- 
ment of  soil  excavation  is  definitely  stated  in  the  specifications  for 
each  contract  as  follows : 

''Soil  excavation  shall  be  measured  in  excavation  and  the 
amount  of  soil  excavated  shall  be  determined  from  levels  taken 
when  there  is  no  frost  in  the  ground,  or  if  it  shall  become  necessary 
to  take  levels  when  there  is  frost  in  the  ground,  the  engineer  shall 
make  an  allowance  therefor.  The  first  levels  shall  be  taken  before 
the  contractor  has  commenced  grubbing,  and  the  final  levels  after 
he  has  completed  the  excavation  of  the  soil.  For  convenience  in 
estimating  the  quantity  of  soil  excavated,  the  ground  will  be  di- 
vided into  squares  25  feet  on  a  side,  and  the  depth  of  excavation 
from  each  square  will  be  determined  by  levels  taken  not  more  than 
25  feet  apart.  In  the  case  of  partial  squares,  the  estimates  will  be 
made  as  follows :  If  the  area  excavated  is  more  than  three- 
fourths  of  the  area  of  the  whole  square,  it  will  be  estimated  as  a 
whole  square ;  if  from  one-fourth  to  three-fourths  of  the  area  of 
the  whole  square,  it  will  be  estimated  as  if  one-half  of  a  square, 
and  if  less  than  one-fourth  of  the  whole  square,  it  will  not  be 
estimated." 

Printed  estimate  sheets  (see  diagram)  were  prepared,  each 
representing  a  500-foot  square,  on  a  scale  of  25  feet  to  an  inch, 
divided  into  25-foot  squares.  These  25-foot  squares  are  desig- 
nated by  the  letters  A  to  T,  running  from  left  to  right  along  the 
top  of  the  sheet,  and  by  numbers  i  to  20  from  the  top  down  on 
the  left  margin.  O.s.,  f.s.  and  cut,  printed  in  each  of  these  small 
squares,  indicate  respectively  the  place  for  platting  the  elevation 
of  original  surface,  final  surface  and  the  difference  or  cut.  A 
column  of  spaces  down  the  rig-ht  margin  of  the  sheet  is  used  for 
the  sum  of  cuts  added  horizontally  across  the  sheet  and  in  spaces 
across  the  bottom  of  the  sheet  are  entered  the  sum  of  cuts  in  each 
vertical  column  of  squares.  At  the  lower  right-hand  corner  is 
entered  the  total  sum  of  cuts  for  the  500-foot  square.     This  total 
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sum  is  conveniently  checked  by  adding  the  sums  of  cuts  in  both 
the  horizontal  and  vertical  columns.  The  ruled  spaces  at  the 
bottom  of  the  sheet  are  for  monthly  and  final  estimates,  areas  of 
clearing-  and  grubbing  and  signatures. 

On  the  larger  contracts  the  areas  to  be  stripped  have  been 
divided  into  three  or  more  classes.  The  usual  division  is  into 
Classes  A,  B  and  C,  Class  A  being  level  country  with  few  trees 
or  stumps,  on  which  tracks  can  be  readily  thrown  and  the  soil 
shoveled  directly  into  cars  ;  Class  B  including  mostly  rolling  coun- 
try which  is  all  accessible  to  carts  and  sometimes  to  cars,  and  Class 
C  comprising  steep  slopes,  where  it  is  necessary  to  cast  the  soil 
down  or  to  build  side-hill  roads. 

Different  prices  are  paid  for  excavation  from  the  different 
classes. 

The  division  lines  between  these  classes  are  made  on  even 
loofoot  lines,  and  where  they  cut  a  500-foot  square  separate  esti- 
mate sheets  are  used  for  each  class. 

The  500-foot  scjuares  are  cross-sectioned  every  25  feet  with 
transit  and  tape.  The  stakes  used  for  this  purpose  were  sawed 
from  lumber  obtained  in  clearing  the  reservoir  site,  generally  pine 
or  spruce,  f  x  |  x  18  inches,  planed  on  two  sides  so  as  to  be  readily 
marked. 

A  stake  is  set  at  the  center  of  each  25-foot  square. 

Owing  to  the  uneven  nature  of  most  of  the  area  to  be  stripped, 
it  is  necessary  to  measure  with  considerable  accuracy  in  setting 
these  stakes,  and  especially  important  that  each  stake  in  the  final 
work  should  occupy  the  same  position  as  the  corresponding  one 
for  the  original  sections. 

It  is  customary  to  run  out  lines  at  intervals  of  50  or  100  feet, 
setting  the  stakes  with  the  transit,  and  then  to  fill  in  by  stretching 
the  tape  between  these  lines.  Sometimes  the  stakes  are  set  by 
running  out  diagonal  lines.  The  head  of  a  cross-section  party 
determines  from  inspection  of  the  country  the  best  method  to  be 
used  in  each  square,  and  makes  a  record  so  that  the  squares  may 
be  laid  out  in  the  same  way  after  the  excavation  is  completedr 
On  some  of  the  more  level  areas  two  or  more  squares  are  cross- 
sectioned  together,  the  skeleton  lines  are  run  at  greater  intervals 
and  a  200-foot  Roe  tape  is  used  for  filling  in.  The  measurements 
between  500-foot  corners  during  this  work  usually  check  within 
one  or  two  tenths. 

The  levels  for  o.s.  and  f.s.  are  started  from  one  of  the  precise 
or  intermediate  benches  already  described  and  each  run  is  checked 
onto  another  bench  or  back  to  the  starting  point. 
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The  runs  generally  check  within  two  hundredths  or  less,  al- 
though three  hundredths'  error  is  sometimes  allowed.  Elevations 
are  taken  at  each  stake,  reading  to  the  nearest  tenth  of  a  foot. 

The  parties  on  this  work  consist  of  five  members — assistant 
engineer,  instrument'man,  two  rodmen  and  an  axman.  When  tak- 
ing levels  two  rods  are  generally  used,  and  in  level  country  three 
are  often  used  to  one  instrument.  For  running  bench  levels,  tested 
Boston  and  New  York  target  rods  are  used.  A  self-reading  rod 
with  sliding  steel  tape  is  used  for  all  levels  for  estimates.  With 
these  rods  the  actual  elevations  are  taken  and  recorded  in  the  field. 
The  tapes  are  of  steel,  i  3-16  inches  wide  and  20  feet  9  inches 
long,  graduated  to  half  tenths  and  easily  read  to  hundredths. 

The  level  is  set  up  at  any  convenient  point  from  which  a  rod 
reading  can  be  obtained  on  a  bench  of  known  elevation,  and  the  tape 
moved  until  the  reading  coincides  with  the  units,  tenths  and 
hundredths  of  the  bench  elevation.  The  tape  is  then  clamped 
and  any  readings  taken  from  that  set  up  give  actual  elevations,  the 
recorder  supplying  the  figures  of  the  hundreds  and  tens  column. 
The  exposed  part  of  the  tape  on  the  face  of  the  rod  is  two  or  three 
hundredths  more  than  10  feet,  and  the  sliding  range  is  such  that 
any  graduation  from  o  to  20  feet  can  be  exposed  so  that  it  is 
possible  to  properly  set  the  tape  for  any  set  up  from  which  the 
rod  can  be  seen. 

It  is  especially  important  that  the  sliding  tapes  should  be  made 
perfectly  true  and  not  kinky  on  the  edges  and  with  proper  elas- 
ticity; otherwise  they  will  bind  in  the  guides  or  on  the  rollers. 
I  beheve  that  it  has  been  necessary  to  import  these  tapes,  those 
obtained  in  this  country  proving  unsatisfactory  in  these  respects. 
The  first  tapes  used  were  enameled  and  graduated  by  the  manu- 
facturers, but  a  day's  use  removed  half  the  enamel  by  cracking 
it  in  passing  over  the  rollers. 

After  a  second  unsatisfactory  trial  of  enameled  tapes,  we 
have  found  it  best  to  paint  and  graduate  them  ourselves,  using  a 
pure  white  lead  paint  and  covering  with  colorless  varnish.  Tapes 
coated  in  this  way  will  stand  active  use  for  two  or  three  seasons 
without  repainting.  The  principal  wear  to  these  rods  was  from 
rattling  about  in  the  field  teams,  and  this  is  now  prevented  by 
providing  each  field  team  with  a  padded  rack  on  the  tail  board, 
into  which  the  rods  are  dropped  and  held  securely.  A  set  of  brass 
stencils  are  used  for  graduating  the  tapes. 

A  longer  rod  would  often  be  an  advantage  on  steep  ground, 
but'  this  advantage  would  be  offset  by  the  liability  to  10  feet  errors 
and  the  increased  weight. 
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The  rods  are  especially  suited  to  this  kind  of  work,  which 
requires  a  very  large  number  of  elevations  compared  with  the 
volume  of  excavation,  but  they  have  also  been  used  on  our  road 
construction  and  largely  for  setting  grades  and  making  estimates 
at  the  dike.  These  rods,  as  first  made,  weighed  from  14J  pounds, 
made  of  pine,  to  19  pounds,  made  of  maple.  Modifications  have 
since  been  made,  building  up  the  staff  so  as  to  make  a  hollow  rod 
and  changing  the  clamp  and  tape  rollers.  The  rod  exhibited  is  of 
the  latest  pattern,  and  weighs  9f  pounds.  By  the  use  of  these  rods 
all  office  reduction  of  notes  is  avoided  and  an  immense  amount  of 
time  saved. 

During  the  early  part  of  the  work  the  cross-section  notes  were 
taken  in  the  ordinary  form  of  field  book,  but  for  convenience  and 
economy  of  space  a  new  form  was  adopted,  as  shown.  The  pages 
are  ruled  and  printed  in  the  same  form  as  the  estimate  sheets,  and 
the  elevations  are  recorded  as  taken  in  the  field,  each  in  its  proper 
square.  Separate  pages  are  used,  however,  for  the  original  and 
final  surfaces. 

The  space  at  the  right  of  the  right-hand  pages  is  used  for 
recording  bench  elevations,  turning  points,  etc.  The  limit  lines  of 
work  for  monthly  estimates  are  located  from  stakes  or  by  stadia 
and  tinted  on  the  estimate  and  progress  sheets.  Elevations  for 
monthly  estimates  are  not  entered  on  the  estimate  sheets  unless  the 
stripping  is  completed  at  the  points  taken.  Sometimes  elevations 
only  on  skeleton  lines  are  taken  sufficient  to  give  an  average  cut 
for  the  monthly  estimates. 

The  outline  of  area  stripped  for  monthly  estimates  is  very 
irregular,  as  is  shown  on  the  progress  sheet  of  Section  6,  Nawn  & 
Brock,  contractors.  This  is  the  largest  contract,  requiring  the  ex- 
cavation of  3,000,000  cubic  yards  of  soil  from  nearly  1700  acres. 

During  the  five  weeks  ending  October  20,  1900,  when,  perhaps, 
the  most  rapid  progress  was  being  made  in  soil  removal,  310,000 
cubic  yards  were  removed  from  171  acres.  Four  contracts  were  in 
progress  at  that  time,  the  average  force  being  141 7  men  and  294 
horses,  and  24  locomotives,  2  50-horse-power  hoisting  engines  and 
about  21  miles  of  railroad  were  in  operation.  Four  engineering 
parties,  consisting  of  about  25  men,  were  employed  on  soil  removal 
estimates  at  that  time. 

Owing  to  the  variety  of  circumstances  tending  to  modify  the 
volume  of  carloads  transported  on  this  w^ork,  it  was  not  believed 
that  car  measurement  would  be  of  much  use  even  as  an  approxi- 
mate check  on  estimates,  and  many  comparisons  which  have  been 
made  seem  to  prove  the  truth  of  this  theory.     Record  is  made  of 
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the  measured  capacity  of  cars  and  an  account  is  kept  of  the  number 
of  carloads  from  each  locahty. 

In  arable  lands,  especially  where  there  is  a  sod  and  the  soil 
is  shoveled  directly  into  cars  without  previous  plowing,  the  cars, 
although  apparently  well  filled,  contain  comparatively  small  vol- 
umes (measured  in  excavation)  owing  to  the  voids  between  un- 
broken lumps. 

When  the  soil  is  grubbed  or  plowed,  shoveled  into  carts,  hauled 
a  greater  or  less  distance  and  loaded  into  cars  from  hoppers  or  long 
chutes,  it  becomes  thoroughly  pulverized  and  much  larger  volumes 
(measured  in  excavation)  are  transported.  Besides  the  different 
methods  of  excavating  and  loading  into  cars,  other  factors  which 
tend  to  vary  the  relation  between  car  measurement  and  volume  in 
excavation  are  the  thorough  pulverization  of  soil  when  cast  over 
several  times  down  steep  slopes,  the  loose  turf  or  leaves  sometimes 
burned  after  the  original  levels  are  taken,  the  roots  and  stumps 
below  the  original  surface  which  are  burned  on  the  ground  and 
never  transported  and  the  rivalry  between  foremen  on  secondary 
lines  in  their  attempts  to  make  a  good  record  in  number  of  cars. 

DISCUSSION. 

Mr.  N.  S.  Brock. — During  the  past  six  years  the  firm  of 
which  I  am  a  member  has  excavated,  under  various  contracts, 
about  4,000,000  cubic  yards  of  soil  from  the  Metropolitan  Basins. 
This  soil  has  been  measured  by  the  various  methods  described  in 
Mr.  Hart's  paper.  The  larger  portion,  however,  has  been  meas- 
ured by  the  method  of  25-foot  squares.  I  have  been  in  close  touch 
with  all  details  of  the  work,  and  can  testify,  from  the  point  of  view 
of  the  contractor,  that  any  one  of  the  three  methods  seems  to  give 
a  satisfactory  result.  It  is  understood,  of  course,  that  the  methods 
are  approximate,  as,  indeed,  are  all  methods  of  earth  measurement, 
and  depend  on  the  balancing  of  errors  for  whatever  approach  to 
accuracy  they  attain. 

It  seems  to  me,  however,  that  in  measuring  material,  the  price 
of  which  ranges  no  higher  than  does  that  of  earth  excavation,  the 
engineer  would  perform  his  full  duty  to  both  employer  and  con- 
tractor, and,  indeed,  entirely  fulfill  his  professional  obligations  if 
he  adopted  that  one  of  the  three  methods  which  proved  to  be  the 
least  expensive. 

Even  admitting  the  possibility  of  the  errors  not  balancing,  we 
add  only  one  very  remote  risk  to  the  contractor's  many  greater 
ones,  and  one  which  he  can  safely  disregard,  since  he  has  much 
more  than  an  even  chance  of  winning:. 
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It  has  not  been  stated,  but  is,  I  think,  true,  that  on  the  work 
with  which  Mr.  Hart  was  connected  the  method  of  50-foot  sections 
was  not  considered  sufficiently  accurate  for  measuring  borrow 
pits,  since  these,  in  the  nature  of  work,  cover  much  smaller  areas 
and  are  irregular  in  outline  and  in  depth. 

Also,  since  excavations  of  this  character  are  usually  made  to 
an  approximately  plane  surface,  and  do  not  follow,  as  does  the 
soil  stripping,  the  general  contour  of  the  original  surface,  the  errors 
due  to  irregularities  of  the  surface  between  levels  are  considerably 
increased,  and  the  balancing  of  these  errors  becomes  a  greater 
factor  in  the  problem. 

In  estimating  the  volume  by  50-foot  sections  Mr.  Hart  has 
used  the  even  hundreds  and  the  -|-  50  sections  ;  the  result  by  com- 
bining the  +  25  and  -\-  75  sections  could  be  easily  obtained  and 
would  be  interesting. 

Mr.  W.  W.  Patch. — i\Ir.  Hart  suggests  that,  in  the  matter  of 
relative  expense  for  engineering,  there  might  be  considerable  dif- 
ference w^hether  measurements  were  made  on  the  basis  of  25-foot 
profiles  or  50-foot  profiles.  While  serving  on  the  engineering 
force  engaged  on  the  Sudbury  Reservoir  construction,  I  had  occa- 
sion to  measure  work  under  both  methods,  and  hence  I  can  con- 
tribute some  data  bearing  on  this  question. 

The  engineering  parties,  as  organized  for  that  work,  consisted 
generally  of  four  or  five  members,  and  w^ere  each  responsible  for 
the  work  on  about  200  acres  of  reservoir  stripping  and  embank- 
ments, and  also  in  many  cases  for  a  certain  amount  of  highwav 
and  masonry  construction.  The  taking  of  profiles  at  25-foot  inter- 
vals rather  than  50  feet  apart  would  necessarilv  nearly  double  the 
field  and  office  work  connected  wath  the  measurement  of  excavation ; 
but,  as  the  estimation  of  quantities  was  probably  not  over  50  per 
cent,  of  the  work  required  of  a  party,  and  as  the  amount  of  work 
that  can  be  accomplished  by  a  field  party  is  often  largely  determined 
by  the  necessities  of  the  case,  the  actual  increase  in  the  cost  of  the 
25-foot  profiles  did  not  add  more  than  15  per  cent,  to  the  expense 
of  an  engineering  party. 

The  fact  that  Mr.  Hart  finds  the  shrinkage  of  excavated  ma- 
terial to  be  about  82  per  cent,  recalls  an  interesting  feature  connected 
with  the  construction  of  some  of  the  embankments  made  wath 
materials  excavated  from  swamps.  The  muck  removed  from  the 
largest  swamp  on  the  reservoir  site  contained  from  20  to  90  per 
cent,  of  organic  matter,  as  determined  by  the  loss  on  ignition  of  a 
sample  dried  at  100°  Centigrade.  Embankments  8  or  10  feet  high, 
made  with  this  muck,  were  built  as  ''end  dumps,"  using  cars  hauled 
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by  a  locomotive  on  a  track  supported  by  planking  along  the  edge 
of  the  top  of  the  fill.  The  grade  stakes  were  set  to  allow  for  a 
settlement  of  33  per  cent.,  and  this  has  been  realized  in  many  cases. 
As  the  material  dried  out,  large  cracks  would  open  for  a  depth  of 
several  feet,  and  if  by  accident  the  embankment  caught  fire,  it  would 
burn  most  persistently  and  was  extinguished  with  great  difficulty. 
One  embankment  near  a  highway,  which  had  been  built  two  years, 
was  ignited,  probably  from  a  cigar  butt,  and  defied  all  efforts  to 
extinguish  it  until  the  fire  department  of  the  town  of  Southboro 
had  drenched  it  with  water  for  half  a  day. 

I  believe  the  method  of  25-foot  squares  would  show  a  de- 
cided gain  in  accuracy  over  the  method  of  profiles  in  some  kinds 
of  ground.  I  have  in  mind  a  section  of  tussocky  swamp  well 
covered  with  water,  where,  if  the  area  had  been  cross-sectioned  by 
the  method  of  25-foot  squares,  the  points  on  which  the  rod  was 
held  would  be  definitely  fixed,  thus  largely  eliminating  the  personal 
error  of  the  rodman.  I  have  found  by  experiment  that  on  a  profile 
one  mile  in  length,  on  ground  of  this  character,  the  average  eleva- 
tion as  obtained  by  two  experienced  rodmen  might  differ  by  0.2 
of  a  foot,  which  would  mean  a  difference  of  4  per  cent',  for  a  5-foot 
cut.  It  was  common  practice  in  swampy  ground  for  the  rodman 
to  select  the  place  for  setting  the  rod  and  then  to  hold  the  latter 
on  the  toe  of  his  boot  to  prevent  its  settling  while  the  reading  was 
being  taken. 

Another  advantage  possessed  by  the  method  of  25-foot  squares 
is  that  it  obviates  the  necessity  of  plotting  cross-sections  and  of 
using  a  planimeter  in  computing  areas.  In  estimating  extensive 
excavations  this  latter  method  is  very  tedious  and  trying  for  the 
eyes,  although  admitting  of  a  high  degree  of  accuracy. 

Mr.  H.  a.  Miller. — I  was  glad  that  Mr.  Patch  brought  out 
the  question  of  personal  judgment  of  rodmen,  as  that  was  one  of 
the  factors  that  made  us  use  the  25-foot  square  method ;  no  one 
was  to  use  any  judgment  as  to  points  where  levels  should  be  taken. 
Where  the  stake  came  the  level  was  to  be  taken,  leaving  no  chance 
at  all  for  averaging.  From  records  which  we  are  accumulating, 
I  think  we  shall  be  able  to  show  clearly  at  how  much  greater  dis- 
tances apart  it  will  be  proper  to  fake  levels  when  measuring  a 
large  area  than  when  measuring  a  small  one.  The  reason  why  one 
would  not  measure  a  borrow  pit  by  profiles  50  feet  apart  is  not 
because  the  excavation  is  deeper.  The  error  is  not  increased  or 
decreased  by  difference  in  depth  of  the  excavation.  A  borrow 
pit  is  of  comparatively  small  area,  and  is  left  by  the  contractor  with 
steep  slopes,  so  that  the  final  surface  has  abrupt  changes  of  eleva- 
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tion.  It  does  not  make  any  difference  whether  the  average  cut  is 
I  foot  or  50  feet.  The  error  consists  in  the  difference  between  the 
assumed  and  the  actual  original  surface  and  the  dift'erence  between 
the  assumed  and  the  actual  final  surface.  I  have  been  deeply 
interested  in  this  paper,  as  I  have  been  largely  employed  upon 
similar  work  on  the  Wachusett  Reservoir  at  Clinton. 

Before  I  started  work  there,  I  made  a  very  careful  study  of  the 
methods  that  should  be  adopted  on  work  extending  over  large 
areas. 

I  want  to  call  your  attention  to  one  or  two  theoretical  con- 
siderations in  regard  to  measurements.  The  author  states  that  he 
took  levels  on  the  corners  of  his  25-foot  squares.  I  suppose  that 
was  because  it  was  more  convenient  to  do  so,  as  the  points  came 
on  the  regular  profile  lines.  He  did  not  add  anything  to  the 
accuracy  by  taking  levels  at  the  corners  of  the  squares  instead  of  at 
the  center,  because  if  the  levels  are  taken  a  certain  distance  apart 
it  makes  no  difference  where  they  are  taken. 

When  taking  a  level  on  four  corners  of  the  square  and  taking 
one-fourth  of  the  level  on  each  corner,  to  determine  the  elevation  of 
that  square  we  use  one-fourth  of  the  elevation  in  each  one-fourth 
of  the  square.  We  might  just  as  well  use  one-fourth  of  the  center 
elevation  at  the  diagonally  opposite  corner  of  the  one-fourth  of  the 
square;  that  is,  instead  of  taking  one-fourth  of  the  elevations  at 
each  of  the  four  outside  corners  to  determine  the  elevation  of  these 
four  quarters  of  the  original  square,  we  might  just  as  well  take 
one  level  in  the  center  of  the  square,  and  one-fourth  of  that  will 
just  as  accurately  determine  the  elevation  of  each  one  of  the  four 
quarters  of  the  square. 

For  the  purpose  for  which  the  measurements  were  taken,  on 
which  this  paper  was  written,  it  was  necessary  to  assume  the  stand- 
ard which  has  been  assumed;  that  is,  the  25-foot  profile  method. 
That,  however,  is  an  assumption  that  with  that  method  the  meas- 
urement is  absolutely  accurate.  Of  course  it  is  not.  The  error 
may  be  less  than  that  of  either  of  the  other  two  methods,  but  there 
will  be  some  error. 

Now,  suppose  we  make  a  comparison  of  the  relative  accuracy 
of  the  50-foot  profile  method,  the  25-foot  profile  method  and  the 
25-foot  square  method.  I  assume  that  the  accuracy  of  the  meas- 
urement is  in  the  inverse  ratio  of  the  average  distance  of  the  center 
of  gravity  of  the  area  measured  from  the  points  at  which  the  levels 
are  taken.  Assuming  that  the  25  and  50-foot  profiles  are  accurate, 
so  that  they  represent  accurate  sections  of  the  ground,  the  distance 
from  the  centers  of  gravity  of  the  areas  measured  to  the  points  at 
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which  the  levels  are  taken  by  the  two  methods  will  be  in  the  ratio 

of  I  to  2.     The  distance  from  the  center  of  gravity  of  the  area 

which  is  measured  by  the  25-foot  square  method  to  the  points  at 

which  the  levels  are  taken  has  the  same  ratio  to  the  distance  from 

the  center  of  gravity  of  the  area  measured  by  the  25-foot  profile 

method  from  the  points  of  measurement  as  the  side  of  the  square 

has  to  the  diagonal;  that  is,  i  to  1.41;  but,  instead  of  calling  the 

ratio  I  to  1.41,  to  simplify  it  we  call  it  i  to  1.5.     The  different 

methods,  therefore,  have  approximately  the  following  degrees  of 

accuracy : 

25-foot  profile   method  ^   i 

50-foot  profile  method  =  J 

25-foot  square  method  =  ^^  or  i  -f-  1.5 
or,  to  avoid  fractions  : 

25- foot  profile   method  ^  6 

50-foot  profile  method  =   3 

25-foot  square  method  ^  4 
In  apportioning  the  errors  to  determine  what  the  probable 
quantities  are,  we  ought,  therefore,  to  give  the  25-foot  profile 
method  a  weight  of  6,  the  50- foot  profile  method  a  weight  of  3, 
the  25-foof  square  method  a  weight  of  4 ;  that  is,  the  25-foot  square 
method  is  more  accurate  than  the  50-foot  profile  method  and  less 
accurate  than  the  25-foot  profile  method.  After  I  had  determined 
the  weight  which  should  be  given  to  these  different  methods,  I 
analyzed  Mr,  Hart's  Table  No.  i,  except  that  I  used  areas  instead 
of  percentages  of  quantities.  I  think  that  is  more  accurate,  be- 
cause, as  I  have  already  stated,  the  error  depends  on  the  area  from 
which  the  soil  is  removed  and  not  upon  the  quantity  of  soil 
removed. 

In  his  Table  No.  i,  taking  the  same  assumption  he  does,  that 
the  25-foot  profile  method  is  accurate,  we  find  that  on  his  first 
area  of  2.68  acres  there  was  an  error  of  127  cubic  yards  by  the 
50-foot  profile  method,  and  by  the  25-foot  square  method  of  67 
cubic  yards.  In  the  second  area  of  3.88  acres  there  was  an  error 
by  the  50-foot  profile  method  of  y2  vards  and  by  the  25-foot  square 
method  of  29  yards,  In  the  third  area  of  4.32  acres  there  was  an 
error  by  the  50-foot  profile  method  of  109  yards  and  by  the  25-foot 
square  method  of  80  yards.  In  the  fourth  area  of  3.53  acres,  by 
the  50-foot  profile  method  an  error  of  62  yards  and  by  the  25-foot 
square  method  an  error  of  60  yards. 

Now,  the  average  area  of  those  four  areas  is  3.6  acres,  and  the 
average  error  by  the  50-foot  profile  method  is  93  cubic  yards,  and 
by  the  25-foot  square  method  is  59  cubic  yards,  an  average  error 
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per  acre  of  26  and  17  cubic  yards,  respectively.  Some  of  the  errors 
are  +  and  some  are  — ,  and  they  balance  to  the  extent  that  the 
total  error  on  the  whole  1441  acres  is  only  8  cubic  yards  by  the 
50-foot  profile  method  and  18  by  the  25-foot  square  method;  an 
average  error  of  about  i  cubic  yard  per  acre,  as  compared  with 
errors  of  26  and  17  cubic  yards  when  areas  averaging  3.6  acres  are 
measured. 

This  shows  that  when  large  areas  are  measured  less  frequent 
levels  are  needed  than  would  be  required  on  small  ones. 

Suppose  we  fire  a  bullet  at  a  target ;  we  are  not  good  marks- 
men ;  we  come  quite  a  distance  from  the  bull's-eye.  Suppose  the 
bull's-eye  were  erased ;  it  would  be  absolutely  impossible  from  that 
one  shot  to  re-locate  it ;  but,  if  we  kept  on  shooting  for  a  day  or 
two,  by  getting  the  locus  of  the  shots  we  could  from  them  determine 
and  re-locate  substantially  the  position  where  the  bull's-eye  was 
originally  placed,  provided  there  were  no  constant  errors,  as,  for 
example,  a  wind  blowing  constantly  from  one  direction.  And  it 
is  somewhat  the  same  way  from  these  levels.  The  question  of  the 
accuracy  of  the  measurements  depends  not  mainly  on  the  distance 
apart  from  which  the  levels  are  taken.  It  depends  on  that  partly, 
but  mainly  on  the  size  of  the  areas  which  are  measured,  because 
the  large  areas  give  a  multiplicity  of  levels. 

One  thing  more :  I  deduce,  as  I  have  stated,  from  these 
theoretical  considerations  that  the  25-foot  square  method  is  more 
accurate  than  the  50-foot  profile  method.  The  indications  that 
Mr.  Hart  has  noted,  taking  some  areas  that  are  not  given  in  his 
tables,  show  that  the  50-foot  profile  method  was  more  accurate 
six  times  out  of  ten  than  the  25-foot  square  method.  I  think  that 
is  due  to  this,  that  he  has  combined  his  two  methods ;  that  is,  he  did 
not  move  over  12^  feet  to  get  25-foot  profiles,  which  would  be 
entirely  dififerent  from  those  he  used  in  his  50-foot  profiles,  and, 
therefore,  his  50-foot  profiles  were  used  over  again  with  his  25-foot 
ones,  and,  while  his  results  would  show  that  his  50-foot  profile 
method  is  more  accurate  than  his  25-foot  square  method,  if  he  had 
taken  entirely  new  profiles  I  think  his  results  would  have  shown 
that  the  25-foot  square  method  was  the  more  accurate  of  the  two ; 
in  other  words,  that  the  accuracy  of  the  measurement  depended  on 
the  nearness  of  each  level  to  the  center  of  gravity  of  the  area 
measured  by  that  level. 

The  system  in  use  on  the  Wachusett  Reservoir  obviates,  so 
far  as  practicable,  the  exercise  of  personal  judgment  by  the  mem- 
bers of  the  engineering  stafif  and  to  that  extent  removes  the  errors 
due  to  defective  judgment.     The  500-foot  squares  are  divided  in  a 
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certain  way  into  25-foot  squares,  with  a  stake  in  the  exact  center 
of  each  square.  Where  the  stakes  are  set  the  levels  are  taken. 
The  engineer  reads  an  elevation  and  enters  it  in  a  notebook,  where 
there  is  only  one  place  on  the  page  for  any  elevation  to  go;  he  has 
in  his  office  on  a  computation  sheet  just  one  place  where  that 
elevation  goes  again,  and  if  he  puts  it  in  the  wrong  place  in  the 
field  book  or  on  the  sheet,  before  he  finishes  the  page  or  the  sheet, 
he  finds  it  out.  When  he  is  through  taking  his  levels  in  the  field, 
he  has  his  elevations  recorded  where  they  ought  to  be.  When 
through  transferring  them  to  the  sheet,  he  has  them  where  they 
ought  to  be. 

Mr.  E.  p.  Adams. — In  taking  levels  over  small  areas  we  have 
used  the  20-foot  squares,  because  it  was  a  saving  in  the  figuring; 
simply  added  the  cuts  or  fills  and  it  gave  us  the  cubic  feet  of  the  cut 
or  fill,  because  the  400  square  feet  in  the  square  divided  by  four 
makes  100  feet.  Although,  of  course,  we  would  have  over  50  per 
cent,  more  levels  for  the  20-foot  square,  there  is  a  saving  of 
the  calculations,  which  amounts  to  considerable  in  a  great  deal  of 
figuring. 

Mr.  Miller. — We  took  the  25-foot  square  because  it  divides 
the  100-foot  square  into  four  equal  parts,  and  because  we  thought 
that  was  sufficiently  accurate.  And  in  anything  over  5  or  10  acres 
measured  that  way  the  measurements  are  adequately  accurate. 

Mr.  Brock. — Of  course,  every  time  that  you  run  over  one 
corner  to  another  of  the  25-foot  square  you  cut  off  a  slice  on  an 
outside  curve,  and  unless  you  balance  that  by  a  re-entering  curve, 
you  are  going  to  conflict  constantly.  It  seems  to  me  that  the 
25-foot  section  method  is  nearer  than  the  25-foot  square  method 
or  the  50-foot  square  method.  I  am  thinking  of  a  hill  which  has 
not  been  entered  at  all.  It  has  a  rounded  surface,  and,  of  course;- 
you  may  lose  a  slice.  If  it  was  a  very  large  surface,  including 
hills  and  valleys,  I  will  admit  that  it  might  be  nearly  as  accurate 
one  way  or  another. 

Mr.  Miller. — If  you  remove  a  mound-shaped  hill  you  always 
lose  the  difiference  between  the  tangent  and  the  arc,  and  the  levels 
should  be  taken  close  enough  together  to  reduce  that  difference  to 
a  very  small  quantity.  Of  course,  if  you  had  a  borrow  pit,  where 
you  got  a  general  average  of  surface, — an  equal  amount  of  concave 
and  convex  surfaces, — then  the  result  would  be  just  as  accurate 
in  a  borrow  pit  as  on  soil  removal. 

Mr.  Hart. — The  reason  why  in  the  paper  we  used  our  25-foot' 
strip  as  a  unit  is  because  we  had  taken  more  elevations  on  those 
lines  than  any  other,  and  they  are  entitled  to  precedence  on  that 
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account.  We  didn't  suppose  that  the  standard  was  an  accurate 
standard. 

Mr.  Miller. — As  I  understand  it,  Mr.  Hart  wanted  to  show 
that  his  50-foot  profile  method  was  all  right.  Now,  when  assuming 
that  the  25-foot  profile  method  was  accurate,  he  assumed  that  the 
50-foot  profile  method  contained  a  larger  error  than  it  actually  did 
contain.  The  actual  quantity  would  probably  lie  between  two 
measurements  of  an  area,  and  I  think  it  is  safe  to  assume  that  on 
those  14  acres  it  lies  between  the  two  extreme  measurements. 

Mr.  Hart. — On  mathematical  grounds,  I  do  not  think  we 
would  say  that  exactly.  It  might  be  that  both  were  not  quite 
accurate.  The  practical  deduction  is  that  for  large  areas  of  this 
kind  of  work  there  is  no  choice  between  the  methods  so  far  as 
the  contractor  is  concerned.  The  larger  the  area  the  smaller  the 
error,  because  there  is  more  opportunity  to  balance,  and  a  very 
large  area  will  annihilate  the  error.  It  makes  no  difference  what- 
ever, mathematically,  whether  you  take  the  four  corners  or  the 
middle  of  the  squares. 

Mr.  Patch. — Can  we  get  the  same  ^accuracy  in  measuring 
a  lo-acre  lot  with  50-foot  square  or  profile  method  as  with  a  5-acre 
lot  with  25-foot  profiles  or  squares  ? 

Mr.  Miller. — I  think  that  the  percentage  of  error  in  meas- 
uring a  lo-acre  lot  by  the  50-foot  profile  method  and  a  5-acre 
lot  by  the  25-foot  profile  method  would  be  the  same,  and  that  the 
percentage  of  error  in  measuring  a  20-acre  lot  by  the  50-foot 
square  method  and  5-acre  lot  by  the  25-foot  square  method  would 
be  the  same.  What  I  wanted  to  bring  out  was  that  when  you  are 
measuring  up  any  large  area  of  soil  stripping  all  of  the  methods 
under  consideration  will  give  the  same  results. 

Mr.  Charles  E.  Wells. — Referring  to  car  measurements,  as 
compared  with  measurements  of  soil  in  place,  I  may  remark  that 
on  Nawn  &  Brock's  work  several  methods  were  employed  in  break- 
ing up  the  soil  previous  to  loading  it  on  the  cars. 

On  light  stripping  of  meadow  land  the  soil  was  sometimes 
plowed,  the  plow  running  about  to  the  depth  of  the  excavation. 
The  sod,  left  in  furrows  by  the  plow,  was  cut  in  pieces  about 
18  to  24  inches  in  length  by  the  shovelers  and  cast  on  the  cars. 
Loose  material  was  then  cleaned  up  and  loaded. 

Sometimes,  on  light  stripping  of  meadow  land,  the  sod  was 
spaded  by  the  shovelers,  each  shovelful  being  thrown  directly  on 
to  the  cars,  and  cleaning  up  would  follow.  Material  loaded  as 
described  would  consist  largely  of  sod,  which  would  not  lie  com- 
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pactly  in  the  cars,  and,  therefore,  a  minimum  amount  of  soil  would 
be  placed  in  each  car  under  such  conditions. 

On  deeper  meadow  excavations  the  •  proportion  of  sod,  as 
compared  with  the  total  volume  of  excavation,  would  be  less,  and 
a  proportionately  larger  amount  of  material,  as  shown  by  measure- 
ment in  place,  could  be  loaded  on  each  car. 

When  the  original  surface  was  covered  with  a  growth  of  brush, 
the  ground  was  first  cleared,  and  usually  the  soil  was  broken  up 
with  mattocks.  The  small  stumps  and  roots  were  grubbed  out 
and  placed  in  piles  and  burned  before  the  operation  of  soil  excava- 
tion was  commenced.  Soil  was  generally  grubbed  to  the  depth  of 
excavation  and  was  pretty  thoroughly  pulverized.  It  was  then 
shoveled  on  to  dump  carts  and  hauled  to  the  loading  platforms  or 
chutes  and  dumped  into  cars.  The  different  operations  of  grub- 
bing, shoveling  and  dumping  of  the  soil  had  a  tendency  to  render 
the  soil  more  compact  by  the  time  it  was  finally  loaded  into  the 
cars. 

Car  measurements  and  measurements  of  soil  in  place  com- 
pared the  most  favorably  by  this  method  of  handling  soil. 

On  steep  slopes  the  soil  was  broken  up  with  mattocks  and 
small  stumps  and  roots  were  grubbed  out  and  burned.  The  soil 
was  then  cast  down  the  slopes,  sometimes  requiring  to  be  shoveled 
over  several  times  before  reaching  the  bottom  of  the  slopes.  It 
was  then  shoveled  on  to  the  cars.  The  operations  of  grubbing  and 
repeated  casting  down  the  slopes  had  a  tendency  to  compact  the 
soil  even  more  than  when  it  was  transferred  in  carts  and  dumped 
into  cars. 

Mr.  E.  S.  Larned,  C.E. — I  wish  to  express  my  pleasure  in 
having  an  opportunity  to  be  present  at  the  reading  and  discussion 
of  Mr.  Hart's  paper.  It  was  my  privilege  to  be  connected  with 
this  work,  later  having  direct  charge  of  construction  in  the  Sudbury 
department  under  Mr.  Desmond  FitzGerald. 

The  circumstances  leading  up  to  the  special  investigation 
covered  by  Mr.  Hart's  paper  were  very  familiar  to  me,  arising 
primarily  from  the  claim  of  contractors  that  the  system  of  measure- 
ments in  use  did  not  correctly  give  the  amount  of  material  moved 
and  to  be  paid  for.  This  claim  was  based  largely  on  the  result  of 
car  measurements,  observed  by  the  contractors  in  rather  an  un- 
scientific and  unsystematic  way,  and  was  further  strengthened  by 
the  disappointment  occasioned  by  unprofitable  work. 

For  the  successful  conduct  of  engineering  work  it  is  very 
necessary  that  the  contractor  should  feel  a  confidence  *in  the  cor- 
rectness and  impartiality  of  the  measurements  taken  as  a  basis  of 
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estimate  for  payment,  and  this  good  feeling  is  greatly  promoted 
by  a  cordial  and  candid  understanding  of  the  methods  in  use  from 
the  very  beginning  of  the  work,  and  by  placing"  the  records  at  the 
contractor's  disposal  for  examination  and  suggestion,  if  desired. 
It  must  be  granted  that  methods  or  systems  of  measurements 
should  be  as  correct  as  science  or  the  character  of  the  work  admit, 
or,  if  only  rough  approximation  is  called  for,  there  should  be  a 
previous  understanding  and  agreement  between  the  engineer  and 
contractor  before  the  work  is  entered  upon. 

The  results  given  in  Mr.  Hart's  paper  are  instructive  and 
suggestive.  It  is  not  uncommon  to  find  hard  and  fast  rules  fol- 
lowed in  earth  measurements  without  proper  consideration  of  their 
cost  or  value. 

The  results  of  careless  field  work  cannot  be  corrected  by 
exact  office  computation. 

In  determining  the  relative  engineering  cost  of  the  three 
methods  under  discussion  much  depends  upon  the  extent  and  char- 
acter of  the  area  considered,  the  organization  and  progress  of  the 
work  and  the  variety  of  detail  to  be  looked  after.  I  do  not  think 
any  comparison  between  the  Sudbury  Reservoir  method  of  25  and 
50-foot  profiles  and  the  Wachusett  Reservoir  method  of  25-foot 
squares,  described  this  evening,  should  be  made;  the  conditions 
are  entirely  dissimilar.  At  the  Sudbury  there  were  seventeen 
contracts  for  stripping,  many  of  them  subdivided,  and  shallow 
flowage  treatment  was  a  feature  of  this  work,  involving  much 
detail.  Seven  small  engineering  parties  of  about  four  men  each 
were  required  to  look  after  this  work,  and,  as  may  be  well  under- 
stood, the  organization  of  the  contractor's  force  was  variable  and 
progress  irregular.  The  same  engineering  force  might  have  cared 
for  much  more  extensive  work  well  organized  and  systematically 
prosecuted,  but  no  reduction  could  be  made  under  the  conditions 
presented. 

The  Wachusett  work  had  the  advantage  of  much  larger  area, 
larger  force,  better  organization  and  less  detail  involved  by  shallow 
flowage  treatment. 

I  believe  I  am  right  in  saying  that  the  use  of  25-foot  squares 
at  Wachusett  was  largely  the  outcome  of  Mr.  Hart's  investigation 
of  the  three  methods  as  applied  to  the  area  considered  at  the  Sud- 
bury, it  being  assumed  that  for  the  large  area  to  be  treated  this 
system  would  give  satisfactory  results  and  greatly  simplify  and 
reduce  the  cost  of  the  engineering  work.  This  would  appear  to 
be  so,  and,  inasmuch  as  the  system  was  described  and  incorporated 
in  the  contract  specifications,  there  would  seem  to  be  no  ground 
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for  dispute  on  the  part  of  the  contractor.  We  had  in  the  Sudbury 
Reservoir  a  large  swamp,  from  which  the  material  was  removed 
by  suction  dredge  to  a  maximum  depth  of  lo  feet.  During  the 
progress  of  this  work  estimates  were  based  on  the  average  of 
soundings  taken  from  the  dredge  during  the  day,  and  the  area 
excavated  determined  by  stadia.  At  the  completion  of  the  dredge 
work  the  basin  was  pumped  out  and  the  shores  thoroughly  cleaned 
out  to  the  line  of  lo-foot  cutting.  This  was  immediately  cross- 
sectioned  for  final  estimate,  but,  owing  to  the  soft  nature  of  the 
material  beyond  this  line,  in  many  places  30  to  40  feet  deep,  and 
incapable  of  supporting  a  man,  it  was  necessary  to  allow  the  basin 
to  refill  and  wait  for  winter,  at  which  time  soundings  were  taken 
through  the  ice  at  distances  To  feet  apart  on  the  regular  cross- 
section  lines.  The  water  remained  at  almost  constant  elevation, 
but  gauges  were  set  at  convenient  points  and  the  water  level  taken 
three  times  each  day.  It  was  necessary  to  put  a  foot-block  6  inches 
square  on  the  sounding  rod,  to  prevent  its  sinking  into  the  soft 
mud  under  slight  pressure,  and  the  rod  was  counterbalanced  to 
overcome  buoyancy  at'  the  average  depth  of  water,  about  10  feet. 

Mr.  Miller. — We  had  in  Chicago  a  special  rod  made  of 
maple,  with  iron  strips,  so  adjusted  that  the  flotation  was  balanced 
as  nearly  as  possible  at  all  depths  of  water,  and  we  had  a  large 
disc  on  the  bottom  of  the  rod  full  of  holes.  We  would  let  the  rod 
down  carefully,  and  when  it  stopped  sinking  we  would  take  the 
reading. 

Mr.  Frank  A.  Bayley  (by  letter). — I  have  always  considered 
the  method  by  sections  particularly  adapted  for  long  and  compara- 
tively narrow  valleys,  where  the  side  hill  slopes  form  quite  a 
per  cent,  of  the  whole  surface  and  w^here  the  bottom  lands  are  more 
or  less  broken  ground. 

On  fiat  open  land  the  method  by  squares  may  give  as  good 
results,  but  even  in  this  case  I  should  prefer  the  sections. 

I  am  surprised  to  see  how  closely  the  result  of  the  method 
by  squares  agrees  with  the  others  in  the  experiments,  although, 
as  I  remember  the  ground  covered,  I  should  call  it  highly  favorable 
for  the  method  by  squares. 

Of  course,  in  theory  the  closer  the  ground  is  covered  the  closer 
to  the  truth  will  be  the  result,  and  hence  one  would  expect  the 
25-foot  sections  to  be  much  closer  than  50-foot  sections;  but  I 
have  always  considered  25-foot  sections  impracticable  on  areas  of 
any  size,  as  they  take  more  time  to  run  over  than  can  be  given  in 
the  few  days  usually  allowed  in  making  up  a  monthly  estimate. 
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I  have  always  believed  that  the  50-foot  sections  gave  almost 
as  good  results,  with  much  less  labor  and  time,  but  I  had  no  idea, 
until  this  paper  was  read,  how  little  difference  there  was. 

The  method  we  have  used  in  practice  must  be  even  closer,  if 
possible,  as  we  have  been  in  the  habit  of  interpolating  sections  at 
25  feet  whenever  we  thought  them  needed  to  give  proper  results. 

In  this  way  one  can  cover  a  hole  which  occurs  between  50-foot 
lines. 

Sometimes  these  extra  sections  are  needed  in  the  preliminary 
work,  but  mostly  will  come  when  the  stripped  surfaces  disclose 
extra  depths,  of  which  the  surface  gave  no  warning. 

These  auxiliary  sections  were  made  only  long  enough  to  cover 
the  trouble  and  were  introduced  as  seldom  as  possible. 

The  sections  being  approximately  normal  to  the  axis  of  the 
valley  will  ordinarily  resemble  each  other  quite  closely. 

On  the  other  hand,  in  the  method  by  squares,  the  shots  are 
taken  at  fixed  points,  and  may  or  may  not  represent  the  actual 
conditions  of  the  ground ;  on  slopes  of  hills  and  broken  ground 
around  brooks  and  swamps,  probably  will  not. 

After  all,  in  any  method,  a  great  deal  depends  on  the  judgment 
of  the  rodman  in  choosing  his  spots  to  rest  his  rod,  and  a  well- 
trained  rodman  is  absolutely  necessary  for  good  results. 

Mr.  Frank  S.  Hart. — Reference  has  been  made  to  the  circum- 
stances occasioning  the  investigation  which  furnishes  the  subject 
of  the  paper. 

I  am  not  well  enough  acquainted  with  the  criticisms  and  com- 
plaints mentioned,  or  with  the  pressure  brought  upon  the  engineer 
in  charge  in  the  way  of  contention  about  the  best  methods  of 
measuring,  to  offer  any  statement  concerning  them,  but  I  was  fully 
impressed  with  the  fact  that  the  engineer,  Mr.  FitzGerald,  had 
positive  confidence  in  the  practical  accuracy  of  the  50-foot  strip 
method  and  was  willing  to  have  the  tests  and  comparisons  severe 
and  rigorous. 

I  am  very  sorry  that  his  health  has  been  such  lately  as  to  render 
him  unable  to  be  present  or  to  take  part  in  the  discussion,  and 
also  that  it  was  inadvisable  to  postpone  the  presentation  of  this 
paper  until  such  time  as  he  might  be  able  to  show  his  interest  and 
offer  his  contribution. 

I  also  regret  that  the  chief  engineer  of  the  Metropolitan  Water 
Works,  our  past  president,  Mr.  F.  P.  Stearns,  who  was  well  ac- 
quainted with  the  investigation  during  its  progress  and  had  con- 
siderable interest  in  it,  sends  word  that  he  is  not  able  to  be  present 
this  evening. 


176  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

As  intimated  in  the  paper  and  referred  to  during  this  discus- 
sion, the  work  by  the  different  methods  was  so  thoroughly  mixed 
with  the  regular  work  that  no  possible  identification  and  separation 
could  be  made  that  would  give  any  idea  as  to  the  proportionate 
time  required  for  each  method,  not  to  say  the  actual  time  spent  on 
each.  Nor  were  the  conditions  such  that,  could  these  facts  have 
been  determined,  would  they  have  had  any  value  to  apply  to  other 
cases  or  to  the  general  run  of  cases. 

Mr.  Miller  will  no  doubt  be  able  to  tell  us,  when  the  Wachusett 
Reservoir  is  completed,  what  the  cost  has  been  per  cubic  yard  of 
stripping  and  per  acre  stripped  due  to  the  item  of  "measuring," 
and  with  comparative  ease,  for  he  has  no  complication  of  methods 
or  other  troubles,  as  has  been  pointed  out  by  Mr.  Larned. 

It  would  be  interesting  to  us,  I  think,  if  some  equally  reliable 
figures  could  be  had  of  the  measurement  cost  of  a  similarly  large 
area  measured  in  50-foot  profiles  and  another  in  25-foot  profiles, 
with  the  same  high  order  of  organization  and  system  that  has  ob- 
tained at  the  Wachusett  Reservoir  applied  in  each  case,  so  that  all 
of  the  conditions  and  circumstances  should  be  practically  the  same. 

For  comparison  of  methods  as  regards  satisfactory  and  reason- 
able accuracy,  I  suppose  that  the  broad  principle  of  the  eventual 
balancing  of  errors  when  any  indefinitely  large  section  is  treated 
obtains  here  in  its  fullest  extent,  and  any  one  of  the  methods  carried 
out  fairly  will  give  results  equally  acceptable  to  the  contractor  and 
engineer. 

The  investigations  of  the  paper  indicate  that  for  the  particular 
areas  selected  there  was  no  choice. 

Mr.  B.  F.  Goodnough,  a  fellow  member,  has  handed  me  a 
few  figures  of  work  done  recently  on  the  borders  of  Lake  Cochituate, 
which  are  interesting.  He  found  that  the  stripping  from  a  7-acre 
section  at  Snake  Brook  Meadow  was  16,727  cubic  yards  measured 
by  50- foot  strips,  while  25-foot  strips  made  it  16,666  cubic  yards, 
the  ratio  being  1.0036  to  i.oooo.  In  another  case  he  found  the 
stripping  from  an  area  of  37.35  acres  at  the  Pegan  Brook  Meadows 
to  measure  147,757  ^^^  I47>720  cubic  yards,  respectively,  by  the 
50-foot  and  25-foot  strips,  or  a  ratio  of  1.0002  to  i.oooo,  and  here 
also  there  was  evidently  no  choice, 

Mr.  Miller  speaks  of  the  errors  as  being  independent  of  the 
average  depth  of  the  cutting  or  soil-stripping,  whether  it  was  5  feet 
or  50  feet.  Yes,  the  error  in  cubic  yards  would  be  the  same,  but 
the  proportionate  error  would  be  very  dependent  on  the  average 
depth,  and  with  a  great  average  depth  might  be  properly  ignored, 


SOIL  EXCAVATION  FROM  WACHUSETT  RESERVOIR.      177 

when,  were  all  other  conditions  equal  and  the  depth  quite  shallow, 
the  errors  would  condemn  the  method. 

If  we  take  our  elevations  to  the  nearest  tenth  of  a  foot,  we 
have  right  here  an  error,  in  the  case  of  an  average  depth  of  i  foot, 
stripping,  of  from  plus  5  per  cent,  to  minus  5  per  cent,  for  each 
surface,  but  if  the  average  depth  is  10  feet,  this  range  of  error 
decreases  to,  from  plus  -J  per  cent,  to  minus  -|  per  cent.  If,  in  the 
long  run,  in  the  first  case  the  errors  balance,  there  is  no  room  left 
for  dissatisfaction  for  cases  of  greater  average  depths.  The  first 
case  is  the  case  of  the  investigation,  the  case  of  soil-stripping  as 
practiced  on  water  supply  reservoirs. 

Mr.  Miller  also  spoke  of  the  prejudice  involved  in  the  com- 
parison of  the  50-foot  strips  with  the  25-foot  strips,  where  the 
profiles  of  the  50-foot  strips  are  used  over  again  with  those  inter- 
mediate between  them  to  complete  the  set  of  25-foot  profiles.  If 
he  will  take  the  following  view  I  think  he  will  see  that  there  is 
really  no  prejudice  affecting  the  comparisons  :  Suppose  the  profiles 
50  feet  apart  are  worked  up  and  results  obtained,  and  the  question 
is  asked.  What  difference  will  be  shown  if  the  25-foot  profiles  are 
added  ?  What  gain  in  accuracy  is  indicated  ?  Well,  we  show  that 
no  matter  what  the  standard  is,  whether  25-foot  squares  or  some 
unattainable  hypothetical  refinement  which  shall  be  unquestionable 
and  unquestioned,  we  get  about  as  near  to  that  standard  by  the 
one  method  as  by  the  other,  the  differences  balancing  because  of 
their  different  signs  and  the  conclusion  being  that  the  25-foot 
profiles  were  not  needed. 

We  might  have  continued  our  work  further,  as  suggested  by 
Mr.  Brock,  and  made  a  second  set  of  50-foot  strips,  using  those 
profiles  not  used  in  the  first  set.  I  should  not  expect  to  get  aggre- 
gate results  different  from  what  we  have  alreadv  shown. 

As  the  practical  cases  integrate,  may  I  use  the  expression,  all 
of  the  different  conditions  involved  and  give  each  its  due  weight, 
there  is  not  as  much  demand  for  or  importance  attached  to  the 
discussion  and  expounding  of  the  mathematical  -principles  governing 
the  comparisons.  Yet,  as  they  have  been  referred  to  and  used 
to  some  extent  in  the  discussion,  I  may  be  pardoned  if  I  offer  a  few 
thoughts  and  suggestions  which  may  be  pertinent  to  the  subject. 

In  the  first  place,  the  50-foot  profile  is  supposed  to  have  had 
enough  elevations  taken  in  making  it  to  make  it  a  substantially 
accurate  representation  of  its  whole  length,  and  to  be  so  near  the 
truth  that  no  more  elevations  would  be  needed. 

The  25-foot  profile  is,  of  course,  of  the  same  accuracy  in  itself, 
and  its  comparison  in  weight  to  the  50-foot  profile  is  commonly 
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set  as  inversely  to  the  areas  in  arithmetical  proportion.  It  has 
been  suggested,  with  some  apparently  plausible  reasoning,  that  the 
proportion  is  of  a  higher  degree,  but  we  will  accept  the  usual  view. 

Now,  if  two  sets  of  these  profiles,  instead  of  being  determined 
as  above,  had  been  determined  by  independent  points  50  and  25  feet 
apart,  respectively,  by  the  same  reasoning  we  should  say  that  they 
had  a  relative  value  of  i  to  2,  and  if  in  a  third  set  the  independent 
points  were  only  5  feet  apart,  the  profiles  containing  them  would 
accordingly  have  a  value  of  10;  what  value  then  shall  we  allow  to 
those  profiles  whose  points  are  so  selected  as  to  represent  an  almost 
continuous  line  of  points  (or  locus  of  a  point  moving  along  the 
surface)  ? 

In  the  second  place,  the  25-foot  squares  with  elevations  at  the 
centers  are  the  same  as  25-foot  squares  with  elevations  taken  at 
the  corners,  as  Mr.  Miller  has  so  carefully  explained,  and  25-foot 
squares  with  points  taken  at  the  corners  will  afford  parallel  profiles 
25  feet  apart  with  points  taken  25  feet  distant  from  each  other, 
which  suggests  a  condition  of  comparison  with  other  profiles  taken 
25  feet  and  50  feet  apart,  as  referred  to  above,  and  we  simply  repeat 
the  question,  What  relative  values  shall  we  allow  to  two  profiles, 
one  with  points  25  feet  apart,  regardless  of  undulations,  and  the 
other  with  points  sufficient  to  represent,  more  or  less  accurately, 
those  undulations  ?    The  intimated  answer  is  not  satisfying,  I  admit. 

If  the  errors  are  all  going  to  be  one  way,  or  if  the  signs  of  the 
errors  were  to  be  neglected,  and  if  the  undulations  were  to  be  of  all 
possible  varieties,  we  might  have  some  such  comparisons  as  are 
just  suggested. 

I  do  not  know  just  how  an  expert  in  the  use  of  the  theory  of 
probabilities  would  attack  this  problem.  There  are  so  many  com- 
plications involved  in  an  actual  case  that  I  should  suppose  the 
values  of  the  results  obtained  would  themselves  be  subject  to 
similar  treatment  and  would  not  compensate  the  investigator  for 
his  efiforts.  But  I  will  dare  to  suggest  a  broad  view  of  the  subject 
that  may  be  interesting,  and  possibly  lead  some  of  the  competent 
ones  to  further  and  better  conclusions  than  I  am  able  to  ofifer  at  this 
time  in  this  line  of  analysis. 

I  first  suggest  this  general  princiole,  that  in  comparing  different 
methods  actual  errors  are  likely  to  happen  in  the  same  proportion 
that  the  maximum  error  can  happen.  For  instance,  if  in  two 
cases  the  maximum  errors  that  can  happen  are  10  and  30,  then  the 
actual  errors  will  probably  be  in  the  proportion  of  i  to  3. 

I  apply  this  principle  to  our  subject  in  the  following  manner: 
Assume  an  area  cross-sectioned  by  parallel  lines  25  feet  apart,  with 
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points  on  these  lines  indicating  25-foot  squares.  Now,  with,  say, 
a  slope  of  2  to  I,  how  much  material  can  be  heaped  up  on  this 
area,  if  level,  without  covering,  in  the  first  case,  any  point  on  the 
lines  50  feet  apart ;  in  the  second  case,  any  point  on  the  lines  25 
feet  apart,  and  in  the  third  case  any  of  the  points  indicating  the 
corners  of  25-foot  squares? 

It  is  evident  at  once  that  two  times  the  amount  can  be  placed 
on  an  area  between  the  50-foot  lines  that  can  similarly  be  placed 
on  the  same  area  between  25-foot  lines,  and  that  more  can  be 
placed  on  the  same  area  with  25-foot  squares  than  with  25-foot 
profiles. 

For  an  area  of  10,000  square  feet  I  make  the  quantities  as 
follows : 

For  50-foot  strips,     62,500  cubic  feet ; 

For  2c;-foot  strips,     31,250  cubic  feet; 

For  25-foot  squares,  47,780  cubic  feet ; 

or  in  proportion  of  2  to  i  and  1.53,  which  is  in  the  neighborhood 

of  what  Mr.  Miller  has  figured  out  by  his  method  of  analysis. 

The  assumption  of  a  level  plane  on  which  to  heap  up  these 
maximum  additions  allows  for  the  greatest  possible  quantities  in 
each  case,  and  it  is  evidently  also  true  that  if  the  opposite  condi- 
tion was  assumed,  viz,  the  taking  away  of  as  much  as  possible  of 
material  from  the  area,  leaving  the  slopes  2  to  i,  and  not  disturbing 
the  lines  of  the  profiles  or  the  corners  of  the  squares  as  the  several 
cases  may  call  for,  the  quantities  removed  would  figure  out  the 
same  as  above,  with,  of  course,  opposite  signs. 

The  changing  of  the  assumed  slopes  will  not  change  the  above 
proportions. 

This  conclusion  may  seem  more  acceptable  than  was  the 
result  by  the  former  analysis,  but  when  we  settle  down  to  a  sum- 
ming UD  of  the  whole  matter,  and  take  into  consideration  the  condi- 
tion that  equal  errors  of  opposite  signs  are  equally  probable,  and 
that  other  conditions  which  might  not  be  called  errors  are  as  likely 
to  affect  the  results  favorably  or  adversely  with  equal  degrees  of 
probability  and  magnitude,  the  whole  resulting  in  a  fairly  well 
balanced  estimate  of  the  quantity  of  soil-stripping  removed,  we  may 
agree  with  Mr.  Brock  that  there  are  other  more  important  condi- 
tions than  ways  of  measurements  to  attend  to,  and  the  method  which 
the  engineer  prefers  and  finds  least  expensive  and  best  adapted 
ought  to  be  satisfactory  to  all  concerned. 
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RED    RIVER    VAI.EEY     DRAINAGE    DITCHES;    THEIR 
REPAIR    AND    MAINTENANCE. 


By  Professor  W.  R.  Hoag,  Member  Engineers'  Club  of  Minneapolis. 


[Read  before  the  Club,  March  i6,  1903.*] 

Very  little  constructed  by  the  hand  of  man  can  be  said  to  be 
permanent,  and,  though  it  be  the  promptings  of  an  inborn  desire  to 
perpetuate  his  name  or  achievements,  and  though  the  reward  of 
great  wealth  be  promised  for  its  success,  yet  man  stands  at  the 
very  threshold  baffled  and  defied,  and  finds  at  best  his  work  cir- 
cumscribed by  the  limitations  fixed  by  the  inexorable  laws  of  nature 
governing  the  materials  with  which  he  must  construct. 

True,  he  can  cross  the  valley  with  a  dam  made  of  materials 
taken  from  the  ''everlasting  hills,"  yet  a  Mill  River  or  a  Johnstown 
disaster  records  its  complete  and  tragic  passing.  He  can  build 
bridges  which  will  carry  with  absolute  safety  their  loads  for  a 
generation  or  more,  but  it  must  finally  yield  either  to  the  gradual 
deteriorating  action  of  the  elements,  give  way  under  some  excessive 
load  or  be  replaced  by  a  new  structure  to  meet  new  conditions  with 
which  it  has  become  associated.  He  can  build  massive  viaducts, 
with  their  solid  masonry  resting  upon  the  granite  hills,  yet  a  single 
quake  of  nature  and  it  falls  in  shapeless  ruin,  its  very  elements  of 
stability  proving  its  destruction. 

This  evident  desire  to  build  for  all  time  manifested  itself  in  the 
works  of  the  earliest  builders.  The  crumbling  remains  of  ancient 
temples  and  monuments  furnish  us  at  once  the  proof  of  this  longing 
to  gain  perpetuity  and  the  futility  of  the  attempt. 

But  why  seek  to  gain  that  which  is  not  only  unattainable,  but 
equally  undesirable.  The  Pyramids  might  well  have  passed  with 
the  people  that  built  them,  for  their  remains  are  but  grim  monu- 
ments to  the  superstitious  age  which  produced  them.  The  granite 
obelisks  have  carried  their  message,  and  their  hieroglyphics  are 
gradually  becoming  obliterated,  whether  by  the  sifting  sands  of 
their  native  home  or  by  the  wasting  gases  of  a  New  York,  London 
or  Paris  atmosphere. 

Every  work  constructed  accordino^  to  economic  design  under 
engineering  supervision  must  satisfy  the  rigid  conditions  imposed 
by  the  commercial  world,  as  well  as  those  fixed  by  the  material  and 
forces  with  which  it  has  to  do.  A  means  is  to  be  provided  for 
conducting  a  railway  across  a  deep  ravine.  The  engineer  can 
readily  present  several  plans  for  accomplishing  this.     He  can  use 
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a  timber  trestle  on  piling,  costing,  say,  $100,000.  He  can  make 
embankment  approaches,  using  trestle  for  the  central  part,  the 
whole  to  cost  about  $125,000;  or  he  can  substitute  steel  for  the 
wood  part,  with  a  total  cost  of,  say,  $250,000.  Again,  he  can  con- 
struct it  of  stone,  at  a  cost  of  $350,000 ;  or,  by  introducing  curvature 
and  thus  adding  somewhat  to  the  length  of  the  line,  he  can  avoid 
the  ravine  altogether,  with  a  total  cost  of,  perhaps,  but  $25,000. 

Now,  all  of  these  plans  would  offer  equally  sure  and  safe 
means  for  the  passage  of  trains.  The  last  and  cheapest  in  first 
cost  would  call  for  the  largest  annual  charge  to  operate,  together 
with   small  repairs.     The  wooden   structure  would  bring  a  large 


Felton  Ditch,  Clay  County. 

annual  outlay  in  care  and  repairs,  and  in  a  duplication  of  the  original 
structure,  with  the  original  cost,  in  a  few  vears.  The  steel  structure 
would  cost  but  little  in  the  item  of  repairs,  and  its  probable  renewal 
would  be  too  remote  to  justify  a  railroad  in  giving  it  much  con- 
sideration. The  stone  viaduct  would  necessitate  no  annual  outlay, 
and  its  renewal  would  be  very  remote,  even  in  the  life  of  govern- 
ments. 

Now,  what  plan  is  best?  Evidently  there  is  no  choice  to  the 
engineer  who  is  to  design  and  construct  it,  since  there  is  no  differ- 
ence as  to  feasibility  or  safety.  But  there  may  be  a  wide  range  of 
choice  to  the  company.  State  or  government  which  is  to  pay  the  bill. 
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A  company  with  small  financial  backing,  whose  bonds  would 
not  find  a  ready  market,  would  wisely  select  that  having  the  smaller 
first  cost  with  the  larger  annual  cost  of  maintenance,  while  a  State 
or  government  would  naturally  incline  to  the  other  extreme. 

\Mthout  tracing  the  controlling  considerations  which  should 
govern  in  the  selection  of  any  design,  which  in  turn  will  fix  the 
cost  and  its  probable  length  of  usefulness,  we  believe  it  will  be 
granted  that  small  first  cost  does  not  argue  a  preference  of  design ; 
ne'.ther  does  a  long  life  of  an  engineering  structure,  of  itself,  con- 
stitute commercial  economy ;  neither  does  small  repair,  or  its  absence 
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Snake  River  Ditch,  Polk  County.  Showing  the  Confluence  of  the  Polk 

County  Ditch. 

altogether,  when  considered  alone,  mean  engineering  excellence  or 
business  sagacity. 

What  is  true  of  one  engineering  structure,  in  a  large  measure 
is  true  with  all.  The  cost  of  repair,  and,  perhaps,  ultimate  renewal, 
must  be  considered,  and  is  usually  of  controlling  importance. 
Repairs  are  as  legitimate  as  first  cost  or  cost  of  operation.  .The 
engineer  displays  his  skill  as  much  in  providing  for  the  mainte- 
nance of  his  work  against  the  harmful  action  to  which  it  is  sub- 
jected, or  the  natural  deterioration  of  the  material  of  which  it  is 
made,  as  he  does  in  fixing  the  general  features  of  the  design. 
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The  consideration  of  repairs  will  hold  this  importance  in 
design  as  long  as  forces  continue  to  be  master  over  matter,  or  as 
long  as  it  costs  human  effort  to  build. 

The  problem  confronting  the  engineer  who  proposes  to  provide 
a  more  speedy  removal  of  excess  water  from  a  piece  of  country 
presents  no  exception  to  the  law  referred  to  above.  After  the 
general  geographical  distribution  of  the  ditches  has  been  agreed 
upon  by  the  constructing  commission,  since  each  drainage  district 
or  each  county  will  seek  some  share  of  the  benefits,  the  engineer 
must  then  determine  where,  of  what  size  and  of  w^hat  length  the 
several  ditches  shall  be  built.  In  fixing  these  important  matters 
he  must  consider  the  probable  behavior  of  the  ditch  in  service,  the 
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Tamarack  Riv^r  Ditch.  Marshall  County,  Showing  the  Caving  of  the 
Banks.     Eight  Miles  Long.     Cost  $20,000. 

nature  of  the  soil,  the  character  and  extent  of  the  area  to  be 
drained,  since  all  of  these  will  have  an  important  bearing  upon  the 
nature  and  cost  of  the  repairs.  For  example,  if  the  natural  slope 
of  the  land  along  the  line  of  the  ditch  is,  say,  2  feet  to  the  mile,  a 
large  area  is  tributary  and  a  sufficient  outlet  is  found,  economy, 
both  in  less  cost  to  construct  and  greater  carrying  capacity  would 
suggest  a  deep  and  comparatively  narrow  ditch.  This  would  give 
the  maximum  velocity  of  flow,  and  thus  lead  to  the  smallest  deposit 
of  sediment,  which  is  likely  to  determine  the  subsequent  efficiency 
of  the  ditch.  On  the  other  hand,  if  a  comparatively  short  connec- 
tion is  needed  to  restore  a  lost  watercourse  through  a  swamp,  a 
broad,  shallow  ditch  would  be  best,  since  the  slope  of  the  ditch 
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usually  will  be  slight  and  consequent  depth  small,  and  to  gain  the 
desired  capacity  it  must  be  made  broad. 

That  which  claims  our  most  serious  consideration  in  the  matter 
of  repair  of  such  ditches  as  we  have  in  the  Red  River  Valley  is  the 
combined  action  of  sedimentation  and  vegetable  growth  in  the 
bottom. 

While  yet  the  ditches  are  new  and  their  bottoms  are  the  hard 
clay  underlying  all  this  region,  in  which  it  is  difficult  for  the  peren- 
nials to  get  a  st.^rt,  comparatively  little  difficulty  will  appear  from 
this  cause. 

But  as  this  clay  loosens  under  frost  action  and  the  natural 
erosive  action  of  the  water  and  is  carried  away  by  it,  pockets  will 
form,  6wing  to  the  unequal  action  of  each,  as  well  as  the  varying 
consistency  of  the  clay,  which  will  be  filled  with  loose  alluvial 
deposit,  affording  the  very  best  soil  for  native  grasses. 


Sand  Hill  River  Ditch,  Polk  County.    Thirteen  Miles  Long.     Exerts  a 
Beneficial  Influence  over  at  least  50,000  Acres.     Cost  $24,000. 


It  may  require  a  half  dozen  years  for  this  tendency  to  develop 
to  any  apprehensive  stage  in  the  majority  of  the  ditches  which 
have  a  sufficient  slope,  i.e.,  from  3  to  5  feet  to  the  mile. 

Those  having  less  than  this,  say  from  ij  to  3  feet  per  mile, 
have  such  a  slight  velocity  that  even  the  first  season  may  result  in 
a  considerable  filling  up  of  sediment,  and  subsequent  seasons  bring 
a  considerable  growth  of  flags,  rushes,  arrow-wort  and  other 
aquatic  plants. 

The  uninterrupted  growth  of  these,  of  course,  will  soon  termi- 
nate the  usefulness  of  the  ditch. 

The  choking  up  of  the  channel  by  the  growth  of  flags  and 
reeds  is  likely  to  be  increased  by  the  gradual  drying  up  of  swamp 
lands  feeding  such  ditches,  by  lessened  erosive  action  or  by  the 
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conversion  of  the  grass  land  alongside  into  cultivated  fields.  A 
very  dry  season,  completely  drying  out  the  ditch,  might  lead  to  a 
partial,  or  even  complete,  destruction  of  the  aquatic  vegetation. 

These  same  conditions,  however,  especially  the  presence  of 
cultivated  fields,  will  bring  conditions  favorable  to  the  filling  up 
of  the  ditch  with  sedimentary  deposit.  This  action  is  that  re- 
quiring the  closest  attention,  as  it  is  most  likely  to  finally  limit  the 
usefulness  of  the  whole  system. 

While  the  ditches  were  new  and  the  side  slopes  were  unpro- 
tected by  vegetation,  those  having  a  fall  of  over  5  feet  on  the  mile, 
giving  a  velocity  of  three  to  four  miles  per  hour,  according  to  the 
depth  of  water  in  the  ditch,  excessive  erosion  has  taken  place. 


Spring  Creek  Ditch,  Norman  County. 


With  a  slope  less  than  2  feet  per  mile,  a  still  worse  evil 
develops.  The  lower  four  miles  of  the  Rabbit  River  Ditch,  in 
Wilkin  County,  has  a  slope  of  about  ij  feet  per  mile.  This  does 
not  create  sufficient  current  to  prevent  an  accumulation  of  debris 
which  comes  to  the  ditch  from  the  cultivated  fields,  and  a  filling 
up  of  the  channel  takes  place.  If  the  ditch  is  without  w^ater,  except 
at  flood  season,  vegetation  soon  gets  a  foothold,  and  then  the  use- 
fulness of  the  ditch  is  at  an  end.  The  Mustinka  Ditch,  in  Traverse 
County,  is  well  advanced  in  this  stage,  and,  until  repaired,  will 
not  furnish  full  relief  in  time  of  flood.  With  these  few  exceptions, 
the  ditches  are  enlarging  gradually,  as  it  was  planned  they  should, 
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are  fulfilling  all  expectations  of  the  projectors  and  are  contributing 
their  full  share  to  increasing  the  wheat  area  and  general  produc- 
tiveness of  Uie  already  famous  Red  River  Valley. 

If  the  ditch  is  to  have  a  medium  stage  of  water  throughout 
the  season,  and  for  a  long  succession  of  seasons  its  repair  will  be 
comparatively  simple  and  inexpensive,  since  vegetation  is  much  less 
likely  to  gain  a  foothold  and  thus  retard  the  flow  of  water  in  the 
ditch.  If,  in  addition  to  a  continued  flow  of  water,  the  slope  of  the 
ditch  is  sufficient  (3  to  10  feet  per  mile)  to  insure  a  fair  velocity, 
the  work  of  repair  will  be  further  simplified. 

With  the  opposite  conditions,  viz,  running  water  only  at 
times  of  spring  freshets  and  summer  floods  and  such  slope  (i  to 


Ada  Ditch,  Norman  County. 

3  feet  per  mile),  the  slight  velocity  will  permit  a  considerable  sedi- 
mentary deposit  with  each  flood,  which,  together  with  the  vegetable 
growth  which  is  certain  to  spring  up  during  the  dry  season,  will, 
in  a  few  seasons,  seriously  impair  the  action  of  the  ditch. 

No  reliable  tables  can  be  constructed  which  will  show  the 
exact  sedimentation  which  will  take  place  with  different  soils  of 
varying  degrees  of  velocities  of  flow. 

The  conditions  are  not  only  much  too  numerous,  but  are  them- 
selves undefinable. 

It  is  only  by  observing  the  exact  behavior  of  each  ditch,  and 
by  studying  these  seemingly  unimportant  phenomena  from  the 
first,  that  any  scientific  study  can  be  made  and  any  reliable  knowl- 
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edge  gained  as  to  the  best  way  and  at  the  least  cost  these  evils  can 
be  corrected. 

There  is  still  another  class  of  obstructions  which  we  have 
found  much  too  common  with  the  ditches  in  the  valley.  We  have 
found  occasional  deliberate  attempts  to  stop  the  flow  of  water, 
from  a  single  board  placed  up  edgewise  across  the  bottom  of  the 
ditch  to  a  well-made  earthen  bank  nearly  the  full  depth  of  the 
ditch.  We  have  found  the  ditch  completely  stopped  by  hay, 
placed  there  to  serve  as  a  bridge.  While  these  infractions  of  the 
law  have  not  resulted  from  any  hostility  to  the  system,  and  the 
motives  prompting  them  are  good,  yet  it  breeds  a  disregard  for 
the  ditches  and  is  sure  to  bring  ultimate  injury  to  the  whole  system. 

The  heavy  growth  of  weeds  along  the  banks  of  the  ditches, 
especially  on  the  north  side,  will  result  in  heavy  snow  drifts,  which 
will  remain  in  the  ditch  and  be  likely  to  prove  a  serious  obstruction 
at  a  time  when  the  ditch  is  most  needed. 

A  word  now  as  to  what  it  costs  to  keep  these  ditches  in  repair. 
Possibly  one-half  of  them  have  not  been  a  dollar's  expense  to  the 
county  since  they  were  made,  in  1895  or  1896,  if  we  except  the 
matter  of  bridges.  This  cannot  be  offered,  however,  as  proof  that 
the  next  five  years  will  bring  no  expense.  On  the  other  hand, 
it  has  cost  over  $200  to  repair  the  damage  to  a  single  ditch  occa- 
sioned by  a  single  rain.  Several  ditches  now  require  a  few  hun- 
dred dollars  to  remove  the  sediment  and  vegetable  growth,  and 
thus  bring  them  to  their  former  efficiency.  In  fact,  it  is  safe  to 
say  that,  compared  to  the  original  cost,  to  say  nothing  of  a  com- 
parison to  the  great  benefits,  the  item  of  repair  is  too  small  to 
justify  being  entered  at  all  in  the  account. 

THE    RED    RIVER   VALLEY. 

Xowhere  within  the  boundaries  of  the  State  of  Minnesota 
do  we  find  such  marked  peculiarities  as  obtain  in  the  strip  of  land 
15  to  20  miles  wide  and  225  miles  long  bordering  on  the  Red  River 
of  the  North. 

This  tract  of  land,  once  the  bottom  of  a  large  inland  sea,  is 
remarkable  for  its  great  richness  of  soil  and  is  capable  of  the 
highest  and  most  profitable  cultivation.  Its  extreme  flatness,  how- 
ever, and  consequent  absence  of  the  natural  means  of  riddance  of 
storm  water  threatens,  through  frequent  inundations,  to  discourage 
farming  altogether  or  to  render  it  extremely  hazardous  over  con- 
siderable areas.  Occasional  severe  summer  rains  drown  crops 
already  well  started.     These  storms,  however,  occur  only  at  inter- 
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vals  of  about  five  years,  and  are  not  the  most  serious  obstacle  to 
successful  farming  in  the  valley. 

The  tardiness  with  which  the  water  from  the  winter  snows 
and  early  spring  rains  drains  off  this  extremely  flat  country,  thus 
delaying  the  time  of  seeding  by  a  week  or  ten  days,  is  the  great 
evil  which  attends  this  flatness  of  country,  and  to  help  correct 
which  this  State  has  wisely  spent  about  a  quarter  of  a  million 
dollars  in  a  comprehensive  system  of  ditches  for  the  valley. 

W'e  thus  see  that  the  State  is  here  seeking  to  supply  the  one 
deficient  condition  for  adequate  storm-water  drainage.  It  cannot 
actually  supply  the  necessary  slope  to  produce  natural  rivers 
across  this  level  tract  of  land,  but  it  can  do  the  engineering  equiva- 
lent. It  can  cut  deep,  straight  canals  across  this  territory,  which 
will  oft'er  the  least  possible  resistance  to  the  flow  of  water  and 
thus  render  the  2  or  3  feet  per  mile,  usually  available,  quite  suffi- 
cient to  pass  the  water  from  the  eastern  slope  to  the  Red  River. 

The  first  attempt  to  correct  this  evil,  resulting  from  heavy 
rains  and  slow  drainage,  appears  to  have  been  made  in  1879  by 
President  James  J.  Hill,  of  the  Great  Northern  Railroad.  He 
built  about  forty-five  miles  of  ditches,  which  were  from  2  to  4 
feet  deep  and  from  4  to  6  feet  wide. 

They  were  from  a  half  mile  to  three  miles  long,  and  were 
scattered  through  Kittston,  Polk,  Norman  and  Clay  Counties. 
These  earlier  attempts  at  drainage  were  of  but  small  local  benefit, 
and  at  the  time  of  the  spring  freshets  and  severe  summer  rains 
they  were  wholly  unable  to  care  for  the  flood  water. 

Without  doubt  much  good  was  done  by  these  small  pioneer 
ditches,  not  the  least  of  which  was  the  object  lesson  they  furnished 
to  the  farmers  of  what  service  even  small  drains  could  be.  From 
the  working  of  these  they  could  easily  see  of  what  great  benefit 
larger  ditches  would  be,  if  they  w^ere  of  adequate  size  and  were  to 
begin  somewhat  to  the  east  of  the  Great  Northern  track  and  extend 
to  a  sufficient  outlet.  Most  of  these  ditches  have  now  become  filled 
up,  some  by  natural  processes,  while  others  have  been  filled  by  the 
hand  that  made  them.  This  was  done  to  prevent  further  litigation 
on  account  of  real  or  imagined  damage  done  to  the  land  along  the 
line  of  the  ditch,  especially  at  its  lower  end,  from  water  brought  to 
it  by  the  ditch. 

THE    TEOPLE    TAKE    UP    THE    WORK    OF    DRAINAGE. 

The  first  practical  move  by  the  people  interested  to  successfully 
solve  this  drainage  problem  was  made  in  July,  1886,  when  a  con- 
vention was  held  at  Crookston  to  formulate  a  plan  of  united  action. 
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At  this  convention  Marshall,  Polk,  Norman,  Clay  and  Wilkin 
Counties  united  and  raised  one-half  of  the  ten  thousand  dollars 
needed  to  make  a  topographic  survey  of  the  territory.  President 
Hill,  of  the  Great  Northern  Railroad,  donated  the  other  five  thou- 
sand for  this  purpose.  Grant,  Kittson  and  Traverse  Counties  later 
joined  in  the  work. 

The  survey  showed  the  need  of  about  275  miles  of  main 
ditches,  costing  about  $750,000. 

After  repeated  failures  with  the  legislatures  of  1887,  1889 
and  1 89 1  to  secure  an  appropriation  for  this  work,  success  finally 
was  gained  in  1893,  at  which  time  a  bill  was  passed  creating  the 
Red  River  Valley  Drainage  Commission,  or  Board  of  Audit,  and 
granting  $100,000  with  which  to  begin  the  work. 

Of  the  conscientious  work  done  by  the  friends  of  the  cause 
during  the  eight  years  necessary  to  get  legislative  favor,  very  little 
has  been  written  and  little  is  known  by  the  thousands  of  prosperous 
farmers  whose  chances  for  good  crops  have  been  increased  tenfold 
through  the  untiring  and  unselfish  work  of  these  public  benefactors. 

As  the  great  service  rendered  by  these  men  becomes  more  fully 
realized,  the  credit  due  them  will  be  freely  given.  Already  monu- 
ments to  their  worth  and  wisdom  are  being  made  in  nearly  every 
township  throughout  the  valley  in  the  way  of  lateral  ditches  to 
supplement  the  work  of  the  main  State  ditches  secured  to  this 
valley  through  the  persistent  efforts  of  a  few  public-spirited  men. 

In  the  construction  of  these  State  ditches  1,862,865  cubic 
yards  of  earthwork  were  removed,  many  miles  of  which  were  taken 
from  very  wet  swamp  lands,  where  pitchforks,  shovels  and  wheel- 
barrows were  the  only  fools  used  by  the  hardv  laborers. 

The  averag-e  price  paid  contractors  for  this  work  was  8.8  + 
cents  per  cubic  yard,  and  the  average  cost,  including  all  expenses, 
was  9.7  +  cents  per  cubic  yard. 

There  are  in  all  twenty-two  State  ditches  and  extensions,  very 
equally  and  fairly  distributed  among  the  eight  counties  of  the 
valley.  The  largest  of  these  ditches  are  20  feet  at  the  bottom,  with 
a  slope  of  i^  to  i,  and  vary  in  depth  from  3  to  10  feet.  They 
could  float  a  good-sized  vessel  in  time  of  high  water.  One  of 
these  ditches  at  flood  tide  passes  320,000  gallons  per  minute.  At 
this  rate  the  water  falling  upon  a  square  mile  of  surface  during  an 
ordinary  all-day  rain  will  be  carried  away  by  the  ditch  in  less  than 
an  hour.  It  is  estimated  that  more  than  1,000,000  acres  of  land 
have  been  benefited  by  the  construction  of  these  State  ditches. 
Hundreds  of  thousands  of  acres  of  these  lands,  including  130,000 
acres  which  belonged  to  the   State,  have  increased   in  value,   bv 
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reason  of  these  State  ditches,  from  five  to  twenty  dollars  per  acre, 
and  millions  of  dollars  have  been  saved  the  farmers  of  the  valley 
by  these  ditches,  which,  but  for  the  ditches,  would  have  been  lost 
by  floods.  The  estimated  damages  to  the  farmers  of  the  valley 
in  1882  alone,  from  loss  on  crops  by  lack  of  drainage,  was  over 
$2,000,000.  It  is  maintained  by  responsible  farmers  that  one  of 
those  ditches  in  a  single  season  saved  more  to  the  farmers,  by 
preventing  loss  of  crops  by  floods,  than  the  total  cost  of  the  whole 
system  of  twenty-two  State  ditches.  The  farmers  are  enabled 
to  put  in  their  crops  at  least  two  weeks  earlier  by  reason  of  these 
ditches,  which  means  a  saving  of  many  thousands  of  dollars  to 
them.  The  counties  interested,  seeing  the  benefit  of  drainage  by 
the  great  success  of  the  State  ditches,  are  now  completing  the 
general  system  by  putting  in  cross  drainage  ditches.  Polk  County 
alone  has  expended  over  $150,000  in  this  manner,  and  other 
counties  are  spending  large  sums  of  money  in  this  work,  and  a  few 
years  will  find  the  valley  covered  with  a  more  comprehensive  system 
of  ditches  than  planned  for  by  the  original  projectors. 

With  a  seeding  time  one  week  to  ten  days  earlier,  thus  insuring 
crops  against  early  frosts  and  complete  freedom  from  summer 
floods,  the  Red  River  Valley  will  soon  take  the  place  to  which  its 
rich  soil  and  salubrious  climate  justly  entitles  it,  as  second  to 
nothing  within  the  boundaries  of  the  State. 
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ST.  I.()LIl>  WATER  SI  PPT^Y. 


By  R.  E.  McMath,  Member  Engineers'  Club  of  St.  Louis. 


[Read  before  the  Club,  November  5,  1902.*] 
STATEMENT    OF   THE    PROBLEM    TO    BE   CONSIDERED. 

St.  Louis  must  improve  its  water  supply  in  respect  to  its 
appearance  and  purity.  It  is  desirable  that  the  improvement  be 
secured  as  soon  as  practicable,  for  muddy  water,  believed  by 
many  to  be  also  impure,  is  not  in  harmony  with  the  idea  of  a  new 
St.  Louis.  The  question  is.  How  shall  the  city  make  the  needed 
improvement  ? 

Promise  of  speedy  realization  of  better  water  is  made  by  those 
who  advocate  filtration  applied  to  and  made  a  part  of  the  present 
supply  system.  It  is  claimed  that  the  installation  of  a  filter  plant 
to  treat  the  entire  supply  can  be  provided  for  out  of  funds  now  in 
hand  and  current  revenue. 

The  report  of  City  Comptroller  dated  July  28,  1902,  states: 

Unappropriated  balance,  April  8,  1902 $1,541,431.85 

Anticipated  revenue   1902-3    1,750,000.00 

Total   available    $3,291,431.85 

Deduct   for   expenses    722,456.98 

Available  for  improvements  1902-3   $2,568,974.87 

The  cost  of  installing  a  filter  plant  was  estimated  by  the  Ex- 
pert Commission  (Appendix  G)  at  $1,948,000. 

*]\Ianuscript  received  December  15,  1902. — Secretary,  Ass'n  of  Eng.  Socs. 
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An  offer  has  been  made  by  parties  engaged  in  the  business 
of  instalHng  filter  plants  to  install  a  mechanical  filtration  plant  to 
demonstrate  its  ability  to  clarify  and  purify  water  taken  from  the 
Mississippi  River  at  Chain  of  Rocks. 

We  have  therefore  a  result  wanted,  and  an  agency  willing 
and  ready  to  produce  that  result,  and  no  difficulty  in  sight  as 
to  price  or  its  payment.  Why,  then,  do  the  authorities  of  the 
city  hesitate  to  go  ahead?  The  answer  is  an  old  one,  but  always 
new — Because  of  their  unbelief. 

The  condition  of  unbelief  may  be  undesirable,  but  it  is  a  neces- 
sary stage  of  mind  while  a  proposition  is  being  considered,  before 
acceptance  or  rejection. 

The  filter  company  making  the  offer  is  not  moved  by  philan- 
thropic considerations,  nor  by  love  for  St.  Louis.  It  is  after 
business,  and  big  business.  Sentimental  considerations  should 
have  no  weight.  The  offer  is  a  complication,  and  not  an  assist- 
ance, in  settling  the  main  question  before  the  authorities,  which, 
broadly  stated,  is.  Does  the  City  of  St.  Louis  want  filtered  Missis- 
sippi water ;  that  is,  water  taken  from  the  Mississippi  River  at  Chain 
of  Rocks,  pumped  twice  and  filtered  by  any  process  involving  the 
use  of  a  coagulating  chemical? 

If  the  Mississippi  at  Chain  of  Rocks  was  the  only  possible 
source  from  which  a  water  supply  for  the  city  could  be  ob- 
tained, the  question  as  stated  would  still  be  the  main  question,  but 
would  extend  only  to  the  availability,  cost  and  results  of  several 
methods  of  treating  the  water.  Two  modes  involve  the  use  of  a 
coagulant ;  they  are  known  as  mechanical  filtration  and  modified 
slow  sand  filtration,  sometimes  called  "American"  and  "Modified 
English"  systems.  Two  other  modes  of  treatment  do  not  use  a 
coagulant;  they  are  "Slow  Sand"  filtration  (English)  and  "Plain 
Subsidence"  for  sufficient  time  to  rid  the  water  of  suspended  solids. 
If  the  question  above  stated  is,  after  careful  consideration,  answered 
in  the  negative,  then  the  next  step  is  to  consider  the  practicability 
and  results  of  the  methods  not  requiring  the  use  of  a  coagulant. 

But  the  Mississippi  at  Chain  of  Rocks  is  not  the  only  possi- 
ble source  of  supply ;  there  are  two  others,  the  Missouri  River 
and  the  headwaters  of  the  Meramec  River.  The  claims  of  the 
latter  possible  source  to  consideration  are,  principally,  that  the 
water  would  be  delivered  by  gravity,  and,  therefore,  save  pumping, 
and  would  be  so  pure  as  to  require  no  treatment  to  fit  it  for  use. 

The  preceding  two  paragraphs  set  forth  in  plain  terms  the 
water  question  which  is  before  the  authorities  and  people  of  the 
City  of  St.  Louis. 
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METHODS    OF    WATER    TREATMENT CONDITIONS    OF    SUCCESS. 

For  the  removal  of  earthy  matters  from  water,  filtration  is 
straining  through  a  medium  whose  texture  depends  on  the  fine- 
ness of  the  particles  to  be  removed.  Early  forms  of  filters  were 
designed  to  secure  a  clear  effluent  only,  but  when  the  germ  theory 
of  disease  was  developed,  and  the  conditions  of  bacterial  life  studied, 
it  was  found  that  the  number  of  bacteria  in  water  was  largely  re- 
duced by  filtration  through  sand.  Later  it  was  discovered  that 
removal  of  bacteria  by  sand  filters  depended  upon  the  formation 
of  a  gelatinous  film  on  the  sand.  To  this  film  the  Germans  gave 
the  name  "Schmutzdecke" ;  the  English  call  it  "Bacterial  felt." 
Until  the  bacterial  felt  is  formed  so  as  to  be  a  continuous  surface 
film,  penetrating  to  a  very  small  distance  below  the  surface  and 
into  the  channels  between  the  particles  of  sand,  the  effluent  from  a 
sand  filter  is  unsatisfactory  from  a  bacteriological  standpoint.  The 
,  film  accumulates  and  resists  the  passage  of  water,  and  so,  to  renew 
the  activity  of  the  filter,  the  surface  must  be  cleaned  and  the  process 
repeated.  Cleaning  is  done  by  removing  the  sand  to  moderate 
depth.  The  formation  of  the  bacterial  felt  on  the  slow  sand  filter 
is  due  to  the  bacteria  themselves  producing  a  natural  coagulum. 
Sand  filtration  is  in  consequence  a  comparatively  slow  process, 
requiring  large  area  of  filters. 

Mechanical  filtration  aims  to  accomplish  the  same  result 
rapidly  by  artificial  production  of  the  coagulum  and  frequent 
removals  of  the  felt.  This  is  accomplished  by  adding  to  the  influent 
water  a  coagulant  and  removing  the  accumulated  coagulum  at  short 
intervals  by  a  reversed  current  of  filtered  water,  which  cleans  and 
washes  the  sand.  To  mechanical  filtration  these  three  steps  are 
necessary :  first,  coagulation ;  second,  sedimentation,  and  third, 
filtration.  In  slow  sand  filtration  the  last  two  are  essential;  the 
first  is  not. 

The  action  of  a  coagulant,  usually  sulphate  of  alumina,  when 
introduced  into  a  water  containing  carbonates  of  lime  or  mag- 
nesia, is  to  break  up  and  enter  into  new  chemical  combinations,  one 
of  which  is  precipitated  as  alumina-hydroxide,  which  is  of  gela- 
tinous appearance  and  claimed  to  be  quite  insoluble  in  water.  This 
substance,  falling  through  the  water,  entangles  all  suspended  mat- 
ter and  bacteria  and  is  deposited  upon  the  surface  of  the  sand. 
The  layer  so  deposited  replaces  the  naturally  formed  bacterial  felt 
of  the  sand  filter.  Another  claimed  action  of  the  precipitated 
hydroxide  is  to  unite  with  the  dissolved  coloring  matters  of  tinged 
or  stained  waters,  removing  them  and  producing  a  clear  and  spark- 
ling product,  which  cannot  be  attained  by  slow  sand  filtration. 
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The  use  of  a  coagulant  is  therefore  essential  to  mechanical 
filtration.  It  is  just  as  essential  that  the  quantity  of  coagulant  be 
duly  proportioned  to  the  work  it  has  to  do. 

A  clear  water  containing  the  necessary  carbonates  must  re- 
ceive a  dose  proportionate  to  the  work  to  be  done.  If  the  dose 
be  too  small,  the  action  is  incomplete;  if  too  large,  undecomposed 
alum  will  pass  into  the  effluent.  If  the  water  be  turbid,  the  dose 
must  vary  with  the  turbidity,  and  kind  of  turbidity;  if  the  water 
is  colored  the  dose  must  increase  on  that  account.  This  suggests 
that  proportioning  and  administering  the  dose  is  a  very  delicate 
matter.  An  expert  chemist  and  bacteriologist  must  be  at  hand 
to  fix  the  proportion ;  an  expert  must  be  employed  to  make  the 
application. 

Considering  that  Mississippi  water  at  St.  Louis  comes  from 
numerous  tributaries  draining  a  vast  area,  7oo,ckx)  square  miles, 
considerable  variation  in  the  quality  of  the  water  and  its  chemi- 
cal constituents  must  occur.  The  flood  and  low  stage  periods 
of  the  tributaries  are  irregular,  and  the  characteristics  of  the 
water  will  depend  upon  the  tributary  whose  flood  waters  may  be 
passing  at  any  time,  and  may  change  in  a  few  hours  from  those  of 
one  tributary  to  another. 

The  task  of  adjusting  the  dose  to  the  \arying  conditions 
is  admitted  to  be  vastly  more  difficult  at  St.  Louis  than  at  any 
other  locality  where  coagulation  and  filtration  are  used  or  have 
been  proposed.  Mr.  Allen  Hazen,  of  the  St.  Louis  Expert  Com- 
mission, in  his  minority  report  to  Mayor  Wells,  recognizes  the 
difficulty,  saying,  page  76  of  report:  "It  is  true  that  the  water 
at  St.  Louis  is  a  difficult  one  to  treat ;  that  more  thorough  methods 
must  be  used  than  are  necessary  elsewhere." 

Slow  sand  filtration,  as  practiced  in  Europe  and  some  Ameri- 
can cities,  has  high  bacterial  efficiency,  and  is  credited  with  a 
material  decrease  in  number  of  deaths  from  typhoid  fever 
wherever  it  is  used.  Its  dependence  upon  ''bacterial  felt"  has 
already  been  stated.  The  rate  of  filtration  may  be  taken  as  3,000,- 
000  gallons  daily  per  acre ;  hence  the  area  of  filter  required  at 
St.  Louis  for  100,000,000  supply  would  be  somewhere  near  40 
acres,  allowing  for  the  need  of  scraping  and  renewing  the  surface 
and  the  formation  of  the  bacterial  felt.  It  is  considered  that  the 
amount  of  suspended  solids  in  influent  water  must  not  exceed  125 
parts  in  a  million.  To  attain  this  limiting  turbidity  a  second  sedi- 
mentation would  be  required,  since  the  present  sedimentation  does 
not  reduce  the  suspended  solids  much  below  300  parts  in  a  million, 
as  an  average.  It  is  appropriate  to  say  in  this  connection,  though  the 
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remark  applies  to  all  methods  of  water  treatment,  that  average 
results  are  of  little  consequence.  From  the  hygienic  point  of 
view,  the  worst  conditions  are  the  important  ones,  though  they 
continue  but  a  few  days  at  a  time. 

To  meet  the  condition  of  excessive  turbidity  continuing  but 
a  few  days  at  a  time,  "Modified  Slow  Sand"  filtration  has  been 
suggested  for  Cincinnati  and  recommended  for  Washington,  D.  C. 
The  modification  consists  in  the  use  of  a  coagulant,  during  periods 
of  excessive  turbidity,  to  reduce  the  suspended  solids  within  the 
limit  of  125  parts  per  million  in  the  water  when  it  passes  to  the 
sand  filtration  beds. 

"Plain  Subsidence"  is  a  method  with  which  St.  Louis  has 
had  practical  experience,  but  it  has  not  been  extended  beyond 
subsidence  for  about  60  hours.  How  long  subsidence  would  be 
necessary  to  obtain  a  fairly  satisfactory  water,  without  other  treat- 
ment, is  not  knowm.  But  we  do  know  that  water  standing,  in 
considerable  bodies,  at  rest,  does  become  clear  and  pure  by  natural 
process  of  sedimentation.  Of  this  fact  lakes  are  the  conclusive 
evidence. 

In  several  instances  filtering  galleries  have  been  constructed 
under,  or  alongside  of,  bodies  of  turbid  water  to  receive  water 
percolating  through  the  intervening  material.  For  the  sake  of 
a  name  this  method  may  be  called  "Induced  natural  filtration." 
It  has  been  suggested  that  an  opportunity  for  this  method  might 
be  developed  on  the  Missouri  River.  Hence  it  is  necessary  to 
mention  the  method  in  a  discussion  intended  to  be  fair  to  all. 

CONTROLLING    CONDITIONS    OF    WATER    SUPPLY    FOR    ST.    LOUIS. 

Mississippi  River  water  at  St.  Louis  is  always  turbid.  Dur- 
ing parts  of  every  year  it  is  very  heavily  burdened  with  sus- 
pended solids,  sand  and  clay.  The  sand  quickly  subsides  when  the 
water  is  at  rest,  but  the  very  finely  divided  clay  matter  settles 
very  slowly.  In  addition  to  the  burden  of  earthy  matter,  the  water 
contains  much  organic  matter  from  land  drainage  and  the  sewage 
of  many  cities.  By  the  census  of  1900  the  urban  population, 
cities  of  4,000  inhabitants  and  over,  was  reported.  Cities  on  water- 
shed of  Upper  Mississippi,  its  tributaries  and  Chicago  sewage  canal, 
3,252,481;  cities  in  Missouri  watershed,  1,090,832;  total  urban 
population  above  St.  Louis,  4,343,313.  This  urban  population  is 
doubtless  increasing  more  than  100,000  each  year.  The  probable 
sewage  pollution  is  already  considerable,  and  will  surely  increase. 
Rural  population  and  animals  add  much  to  the  prospect  of  pollution. 
Except  the  products  of  decomposed  sewage,  the  matter  has  nothing 
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in  solution  which  is  detrimental  to  health.  The  turbidity  of  the 
water  makes  it  repulsive  in  appearance  and  unfits  it  for  many  uses ; 
hence  it  must  be  clarified.  The  suspicion  of  pollution  justifies  a 
demand  that  it  be  purified,  also. 

To  obtain,  clarify  and  purify  water  taken  from  the  Mississippi 
at  Chain  of  Rocks  the  following  steps  are  necessary  to  the  me- 
chanical or  modified  English  methods : 

1.  Pumping  from  river  to  sedimentation  basins. 

2.  Preliminary  sedimentation. 

3.  Introduction  of  coagulant. 

4.  Second  sedimentation. 

5.  Filtration. 

6.  Pumping  for  distribution. 

If  the  city  would  be  content  with  a  slightly  clouded  water  and 
a  diminished  purity,  it  is  possible  to  obtain  a  greatly  improved  water 
by  plain  subsidence. 

This  method  would  dispense  with  the  third  step  and  substitute 
a  third  and  extended  subsidence  in  receiving  reservoir  for  the  fifth 
step. 

St.  Louis  is  a  manufacturing  city,  and  expects  to  become 
much  more  so.  The  uses  of  water  in  connection  with  industries 
are  of  much  importance,  and  no  treatment  of  the  water  which 
will  materially  injure  it  for  such  uses  is  admissible.  The  success 
or  failure  of  a  locality  as  a  manufacturing  center  often  depends  on 
what  may  seem  small  questions  w^hich  affect  the  cost  of  products. 

Observations  of  water  from  the  Chain  of  Rocks  intake  w^re 
made  January  to  December,  1900,  and  January  to  June,  1901, 
as  to  amount  of  suspended  solids.  The  monthly  means  varied 
in  1900  from  a  maximum  of  2,483  parts  in  a  million  in  July 
to  a  minimum  of  195  in  December.  Average  for  11  months,  1,209 
parts.  In  1900  the  monthly  means  varied  from  maximum  2,705 
in  June  to  207  in  February.  Average  for  6  months,  1,015  parts. 
Average  for  17  months,  1,140  parts.  Since  the  season  of  1901 
was  without  usual  spring  floods,  1,200  parts  per  million  may  be 
assumed  to  approximate  the  normal  average. 

The  limit  of  suspended  solids  in  water  to  be  filtered  by  slow 
sand  process  is  taken  at  125  parts  per  million.  In  17  months  of 
1900-01  the  quantity  exceeded  this  limit  449  times  out  of  462,  or 
97i  P^i"  cent,  of  the  observations.  Observations  of  water  taken 
near  Illinois  shore.  Chain  of  Rocks,  gave  maximum  monthly  mean, 
June,  1901,  2,073;  minimum,  December,  1900,  73.  Average  17 
months,  522  parts.  The  average  on  the  Illinois  side  is,  therefore, 
less  than  one-half  that  at  the  intake.     This  is  "due  to  the  fact  that 
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the  moderately  turbid  water  of  the  Upper  Mississippi  has  not  been 
thoroughly  mixed  with  the  muddy  ^Missouri  water. 

USES    MADE    OF    WATER. 

The  quantity  of  water  required  by  a  city  is  usually  expressed 
as  so  many  g^allons  per  capita  daily.  In  estimating  future  wants, 
the  Expert  Commission  assumed  that  the  consumption  might  be 
kept  at  no  gallons  per  capita  daily,  equal  to  40,150  gallons  for  a 
year.  This  assumption  of  a  uniform  per  capita  for  future  years 
is  not  warranted  by  experience.  Most  of  the  consumption  of 
water  is,  in  fact,  independent  of  the  number  of  people. 

By  an  analysis  of  the  table,  showing  daily  consumption  of 
water  from  April  i,  1900,  to  April  i,  1901,  given  in  the  Water 
Commissioners'  report  for  that  year,  page  23,  something  of  a  clue 
may  be  found  for  an  estimate  of  some  uses. 

The  sprinkling  of  streets  began  March  15th  and  ended  No- 
vember 30th.  The  use  of  water  on  lawns  and  grounds  is  mostly 
made  between  these  dates.  From  the  table  we  find  that  the  total 
water  consumption  between  March  15,  190 1,  and  November  30th 
was  17,025.6  million  gallons,  a  daily  average  of  65.48  millions. 
During  the  non-sprinkling  period  the  total  consumption  was  5,968.0 
millions,  giving  a  daily  average  of  56.84  millions.  The  difference, 
65.48  —  56.84  =  8.64  millions,  may  be  taken  as  the  daily  average 
of  water  used  for  sprinkling  and  other  uses  which  depend  on  the 
season. 

8.64  X  260  =  2,246.4  millions,  which  is  9.77  per  cent,  of  the 
total  quantity  for  the  year,  22,993,668,600  gallons. 

If  the  consumption  on  Sundays  and  Christmas  be  summed, 
2,948.1  millions,  it  gives  an  average  Sunday  consumption  of  54,594 
millions,  and  the  weekday  consumption,  20,045.4  millions,  gives 
64.454  millions  as  the  average  weekday  consumption.  The  differ- 
ence, 64.454  —  54-594  ^  9-86  millions,  is  the  average  decrease  due 
to  cessation  of  use  on  Sundays  for  industrial  purposes.  If  it  be 
assumed  that  this  is  about  one -half  of  the  normal  weekday  use,  we 
obtain:  9.86  X  2  X  311  =  6,132.92  millions  used  on  weekdays; 
9.86  X  I  X  54  =  53244  millions  used  on  Sundays,  making  total, 
6,665.36,  which  is  28.99  P^r  cent,  of  the  yearly  consumption,  as 
an  approximation  to  the  proportionate  quantity  used  for  industrial 
purposes.. 

The  use  for  sprinkling  and  industries  obviously  has  no  direct 
relation  to  the  population. 

To  arrive  approximately  at  the  use  which  does  depend  upon 
the  number  of  people,  it  is  well  to  make  a  liberal  allowance,  such  as : 
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Drinking  water,  i  gallon  daily  per  capita;  preparation  of  food, 
2  gallons  daily  per  capita ;  kitchen  use,  5  gallons  daily  per  capita ; 
a  total  of  8  gallons  daily  per  capita. 

The  population  in  1900  was  575,238. 

575,200  X  365  X  8  =  1,679,584,000,  which  is  7.30  per  cent, 
of  the  total  consumption  for  the  year. 

The  use  of  water  for  baths  and  laundry  purposes  is  also  pro- 
portioned to  population.  If  25  gallons  daily  be  allowed  for  these 
purposes,  575,200  X  365  X  25  =  5,248,700  =  22.83  per  cent,  of 
total  consumption. 

Making  an  arbitrary  division  of  loss  and  waste,  slip  of  pumps, 
4  per  cent. ;  evaporation,  leakage  of  conduit  mains  and  distribution, 
12.11  per  cent.,  and  defective  plumbing  and  wilful  or  careless  waste, 
15  per  cent.,  we  may  make  a  schedule  : 

Slip  of  pumps 4.00%  Taken  as  4% 

Leakage  of  city  mains,  etc 12.11%  "  '"  12% 

Leakage  private  pipes  and  waste  15.00%  "  "  15% 

Sprinkling  or  season  use 977%  "  "  10% 

Bath  and  laundry  use   22.83%  "  **  23% 

Industrial  use  28.99%  "  "  29% 

Drinking  and  house  use   7-30%  "  "  7% 


100.00%  100% 

PROBABLE    NEEDS    OF   THE    CITY. 

The  data  available  for  a  forecast  of  the  probable  needs  of 
the  city  for  its  future  water  supply  are  meager.  The  present 
supply  system  is  practically  one  of  direct  pumping  into  the  distri- 
bution, for  the  storage  reservoir  at  Compton  Hill,  capacity  60,- 
000,000,  can  only  assist  to  tide  over  a  deficiency  for  a  few  days. 

The  times  of  greatest  consumption  occur  when  the  summer 
heat  and  winter  cold  are  excessive,  and  the  increased  consumption  at 
such  times  is  largely  waste.  Until  waste  is  brought  under  control, 
the  city  must  provide  against  these  extremes.  Hence  the  maximum 
consumption  represents  the  need  for  water  which  must  be  met,  and 
a  month  is  the  longest  period  which  may  be  averaged  to  obtain  a 
measure  of  the  need. 

If  the  estimate  of  ''Average  daily  consumption"  and  of  "Aver- 
age daily  consumption  for  month  of  maximum  consumption," 
given  on  page  32  of  Water  Commissioners'  report,  1900-01,  are 
extended,  following  the  apparent  basis  of  estimate  we  get  the 
first  four  columns  of  the  following  table;  since  the  result  is  evi- 
dently too  great,  a  more  probable  estimate  is  made  in  columns  5  to  8 : 
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By  extension  of  official  figures. 

By  Population  and  per  capita  use  increasing 
2000  gallons  every  three  years. 

Year. 

8   .2 
«    E 

3   0 
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Daily  average  con- 
sumption in  maxi- 
mum month.  Million 
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rt      0 
.5    ^ 

Daily  use  per  capita. 
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Average  daily  con- 
sumption.   Million 
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Average  daily  con- 
sumption in  maxi- 
mum month.     Mil- 
lion gallons. 
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112. 7 

71. II 

77.610 

1907 
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143-3 

114.00 

676,800 

1 14. 7 

77.61 

84.650 

1910 

114.00 

1571 

133.00 

725,600 

116.6 

84.65 

91.940 

1913 

133.00 

171-5 

154.00 

775,700 

118.7 

91.94 

100.050 

I916 

15400 

185.7 

177.00 

829,200 

120.7 

100.05 

108.740 

1919 

177.00 

199.7 

202.00 

886,500 

122.6 

108.74 

117. 910 

1922 

202.00 

213.6 

229.00 

945,800 

124.7 

II7.9I 

127.670 

1925 

229.00 

227.2 

258.00 

1008,000 

126.7 

127.67 

138.240 

1928 

258.00 

240.2 

289.00 

1074,000 

128.6 

138.24 

149.460 

1931 

289.00 

252.6 

322.00 

1144,000 

130.6 

149.46 

161.220 

1934 

322.00 

265.0 

357-00 

1215,200 

132.7 

161.22 

178.480 

From  these  estimates  it  would  appear  that  St.  Louis  must 
soon  take  steps  to  extend  its  water  works,  as  well  as  improve 
the  quality  of  the  water.  It  is  stated  in  Appendix  "H"  of  Expert 
Commission  report,  page  161,  "that  in  December,  1901,  the  city  was 
in  danger  of  shortage  of  water,"  when  high-service  pumps  of 
nominal  daily  capacity  of  139,000,000  gallons  were  in  use.  The 
figures  above  indicate  that  there  will  be  continued  shortage  by 
1909,  and  shortage  in  maximum  month  in  1907. 

The  present  reported  pumping  capacity,  low  service,  at  Chain 
of  Rocks  is  believed  to  be  reliable,  but  for  the  maximum  month's 
supply  we  must  allow  that  one  engine  will  be  out  of  service, 
hence  the  practical  limit  will  be  130,000,000  for  the  present  station. 
The  three  old-style  engines  at  Bissells  Point,  H.  S.  No.  2,  cannot  be 
rated  higher  than  16,000,000  each;  together,  48,000,000  daily. 
The  three  new-type  engines  under  construction  may  be  taken  at 
60,000,000.  But  for  actual  work  one  of  the  six  engines  at  Bissells 
Point  must  be  in  reserve,  hence  the  working  capacity  of  the  station 
is  not  more  than  48,000,000  +  60,000,000  —  20,000,000  =  88,- 
000,000  daily. 

At  the  Baden  High  Service  Station  there  are,  or  will  soon  be, 
two  10,000,000  pumps  and  four  15,000,000,  a  total  capacity  of  80,- 
000,000.  Allowing  one  engine  in  reserve,  the  working  capacity  is 
65,000,000  gallons  daily.  The  total  present  working  capacity  of 
both  stations  is,  therefore,  88,000,000  +  65,000,000  =  153,000,000. 

The  entire  water  supply  is  carried  from  Chain  of  Rocks  to 
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Baden  by  a  conduit  having  an  easy  capacity  of  110,000,000,  which 
may  be  forced  to  150,000,000.  The  smaller  conduit  from  Baden  to 
Bissells  Point  has  a  safe  capacity  of  65,000,000,  which  may  be  in- 
creased to  the  working  capacity  of  the  Bissells  Point  pumps. 

From  the  data  we  may  conclude  that  the  present  works  have  a 
capacity  for  regular  work  of  110,000,000  gallons  per  day,  and  may, 
to  meet  emergencies,  be  operated  at   15,000,000  gallons. 

From  data  given  on  page  43  of  Water  Commissioners'  report 
for  1901-02  and  estimates  of  population  between  census  years 
the  follow- ing  table  is  obtained: 
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1885 

387,660 
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1,508  ,  27,457 
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13-30 

24,690 
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105.40 
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588,800 
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880 

69,483 

8.47 

41,670 
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The  principal  lesson  to  be  drawn  from  this  table  is  that  the 
per  capita  use  of  water  is  steadily  increasing,  and  that  it  will  in  all 
probability  continue  to  increase.  The  persons  per  tap  seem  to 
be  approaching  a  limit. 

The  increase  per  capita  from  1890  to  1900  has  as  tangible 
reasons:  (i)  A  greater  proportion  of  the  population  w'as  served 
with  water;  (2)  wells  and  cisterns  were  disused;  (3)  systematic 
street  sprinkling  introduced  after  1880  was  not  complete  in  1890; 
(4)  the  movement  of  the  well-circumstanced  people  to  new  parts 
of  the  city   greatly   increased   lawn   sprinkling;    (5)    progressive 
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change  of  habits  as  to  bath  and  laundry  use  of  water,  people  being 
better  housed  and  having  more  conveniences;  (6)  large  increase  of 
use  for  industrial  purposes. 

The  use  of  water  for  legitimate  purposes  will  be  likely  to 
increase  in  more  rapid  ratio  than  losses  by  leakage  and  waste 
will  decrease ;  therefore,  the  per  capita  of  water  consumed  will 
continue  to  increase,  but  at  a  much  less  rapid  rate  than  from  1890 
to  1900.  The  writer  assumes  that  by  steady  increase  it  will  reach 
150  gallons  per  day  by  i960. 

The  normal  increase  in  population  is  logically  at  a  compound- 
ing rate,  which  rate  may  be  expected  to  diminish  slowly.  If 
the  census  population  in  1880  is  taken  to  have  had  a  yearly  rate 
of  increase  of  2.55  per  cent.,  computation  would  make  an  expected 
population  of  450,676  in  1890.  The  census  of  that  year  found 
451,770.  Again,  computing  from  the  1890  census  figure,  at  yearly 
rate  of  2.45  per  cent.,  the  computation  gives  575,482  for  1900.  It 
may  be  inferred  from  the  data  that  the  yearly  rate  diminished  by 
o.io  per  cent,  in  each  successive  decade.  In  this  way  the  population, 
column  No.  3  in  the  table  following,  has  been  computed. 

Growth  of  Water  Consumption  and  Revenue. 
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To  a  consideration  of  the  city's  future  water  supply  it  is 
important  to  have  an  approximate  idea  of  the  direction  in  which 
the  city  will  expand,  and  what  will  be  the  probable  limits  of  its 
expansion. 

Opportunity  for  proper  drainage  will  be  the  chief  factor  in 
determining  direction  and  limits.  Maline  Creek  and  its  branches 
will  nearly  define  the  northern  limits,  and  thfe  Des  Peres  and  its 
branches  will  practically  define  the  southern  and,  in  a  great  measure, 
the  western  limits  of  urban  and  semi-urban  population.     If  lines 
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are  drawn  directly  west  from  Chain  of  Rocks  and  mouth  of  Des 
Peres,  they  will  include  nearly  the  entire  territory  whose  sewering 
would  be  reasonably  easy. 

The  Chain  of  Rocks  is  at  the  northeast  corner  of  the  city 
now,  and  is  likely  always  to  be  so.  The  Chain  of  Rocks  will, 
therefore,  not  be  a  good  location  from  which  to  distribute  water 
for  the  greater  St.  Louis  of  the  future,  and  this  fact  is  a  strong 
argument  against  extending  the  works  at  Chain  of  Rocks  more 
than  to  develop  the  present  capacity  of  conduits  and  pumping 
engines. 

Under  the  State  Constitution  the  city  has  had  no  financial 
resources  applicable  to  water-works  improvement,  except  the  sur- 
plus of  water  revenue  and  its  accumulation  after  paying  all  main- 
tenance, operation  and  administration  expenses. 

This  condition  has  been  materially  changed  by  amendments 
adopted  at  the  late  election.  Water  revenue  must  now  provide  for 
the  interest  and  principal  of  old  bonds  to  the  amount  of  $5,808,000, 
now  bearing  4  per  cent,  interest.  As  these  bonds  fall  due  they  may 
be  renewed  for  a  term  of  20  years.  The  city  is  also  authorized  to 
issue  new  bonds  for  such  an  amount  as  the  surplus  water  revenue 
is  able  to  pay  interest  and  provide  for  payment  of  principal  within 
20  years  after  date  of  issue. 

The  amount  of  new  bonds  which  might  be  issued  to  pay  for 
new  work  would  be  from  $20,000,000  to  $25,000,000. 

Since  the  amendments  make  the  water  revenue  bear  a  burden 
heretofore  borne  by  another  fund,  raised  by  direct  tax  on  property, 
and  since  municipal  revenue  will  be  largely  increased  by  the 
amendments,  it  will  be  just  and  proper  to  relieve  the  water  works 
from  furnishing  free  water  for  municipal  purposes ;  that  is  to  say, 
the  city  should  treat  the  water  works  as  a  business  conducted  under 
municipal  ownership.  This  course  would  add  considerably  to  the 
estimated  resources  of  the  water  fund. 

MERITS  AND  DEMERITS  OF  THE  SEVERAL   METHODS  OF  TREATING 

V^ATER. 

Sand  filtration  has  been  in  use  for  a  long  time  and  on  a 
large  scale  in  Europe  and  America.  It  is,  in  fact,  nature's  process 
of  clearing  water  applied  through  filters  of  man's  construction  and 
arrangement.  The  limitations  of  man's  work  do  not  allow  exact 
duplications  of  nature's  process,  such  as  unlimited  time  and  great 
area  and  depth  of  material. 

The  conditions  of  successful  slow  sand  filtration  are:  That 
the  amount  of   suspended   solids   must   not   exceed    125   parts   in 
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a  million ;  the  water  must  contain  enough  bacteria  to  form  a 
bacterial  felt  over  the  entire  surface  of  the  filter  in  a  reasonable 
time ;  the  bacterial  felt  by  accumulation  lessens  the  rate  of  filtration 
and  must  be  removed  and  a  new  felt  formed ;  the  working  capacity- 
is  not  more  than  3,000,000  gallons  per  acre  daily. 

Mississippi  water  at  St.  Louis,  after  60  hours  of  sedimenta- 
tion, is  usually  much  too  turbid  for  slow  sand  filtration;  therefore 
no  one  suggests  or  advocates  this  method  at  St.  Louis,  and  its 
further  consideration  here  is  unnecessary. 

In  ''modified  slow  sand  filtration"  the  modification  consists 
of  the  use  of  a  coagulant  and  sedimentation  to  remove  excess  of 
turbidity  and  so  prepare  the  water  for  filtration.  After  such 
preparation  the  conditions  of  success  are  the  same  as  for  slow  sand 
filtration. 

The  method  was  suggested  by  Mr.  George  W.  Fuller  for 
Cincinnati  in  his  report  to  the  Board  of  Trustees,  January  31, 
1899,  and  has  been  recommended,  but  not  yet  adopted,  for  Wash- 
ington, D.  C,  after  much  discussion  of  the  relative  merits  of  this 
method  and  of  mechanical  filtration.  The  evidence  of  experiments 
is  against  its  practicability  when  applied  to  turbid  waters,  such 
as  the  Ohio,  Potomac  and  Mississippi  Rivers. 

Mr.  Fuller's  suggestion  at  Cincinnati  followed  an  elaborate 
experimental  study  of  Ohio  River  water.  After  an  experimental 
study  of  Potomac  water,  Colonel  Miller,  U.  S.  Engineer,  recom- 
mended the  mechanical  filtration  system.  Opposition  sprung  up, 
and  the  Committee  on  District  of  Columbia  of  U.  S.  Senate 
invited  a  number  of  men  having  reputation  as  experts  on  filtration 
to  appear  before  the  Committee  to  testify.  After  the  hearing  the 
Committee  employed  Messrs.  Rudolph  Hering,  George  W.  Fuller 
and  Allen  Hazen  to  advise  the  Committee  as  to  a  conclusion. 
The  body  of  testimony  is  valuable  as.  expressing  the  latest  views  of 
practical  and  theoretical  men  of  established  reputation. 

The  water  question  at  Washington  was  as  to  the  best  method 
of  treating  water  taken  from  the  Potomac  River  at  Great  Falls, 
passed  through  a  receiving  reservoir  and  conduit  to  a  distributing 
reservoir.  The  proposed  filters  were  to  be  located  between  the 
distributing  reservoir  and  the  city,  hence  the  water  would  have 
two  periods  of  subsidence  before  entering  the  filters.  Observa- 
tions showed  that  at  Great  Falls  the  water  was  turbid  53.8  per 
cent,  of  the  time,  after  passing  the  receiving  reservoir  about  45 
per  cent.,  and  after  passing  distributing  reservoir,  35  per  cent. 

The  standard  of  turbidity  was  that  a  copper  ball  i  inch  in 
diameter  should  be  visible  through  22  inches  of  water.     If  visible, 
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"no  objection  is  made  to  the  water  on  the  score  of  turbidity." 
At  Cincinnati  excessive  turbidity  was  found  36  per  cent,  of  the 
time  in  river  water,  but  the  standard  was' 125  parts  of  sediment  in 
1,000,000.  At  the  intake  of  St.  Louis  water  works  the  standard 
of  125  to  1,000,000  was  exceeded  97.6  per  cent,  of  the  time  in  1900 
and  97.2  per  cent,  from  January  to  June,  1901. 

Water  from  outlet  chamber  of  settHng  basins  showed  excess  of 
turbidity  in  34.3  per  cent,  of  the  observations.  Apparently  the 
subsided  water  of  the  St.  Louis  water  works  is  slightly  less  turbid 
than  the  natural  water  of  the  Ohio  at  Cincinnati.  Assuming  that 
water  rated  as  "turbid"  at  Washington,  8  to  14  inches  visibility, 
approximated  the  ratio  125  to  1,000,000  then  excess  of  turbidity 
after  one  sedimentation  existed  29  per  cent,  of  the  time.  The  three 
proportions  of  time,  Cincinnati,  36  per  cent. ;  Washington,  29  per 
cent.,  and  St.  Louis,  34  per  cent.,  look  as  if  the  conditions  were 
similar  and  the  treatment  that  would  be  good  for  one  would 
answer  for  all;  but  there  is  this  important  difference;  The  excess 
period  was  continuous  at  St.  Louis  from  April  loth  to  May  27th 
in  the  exceptionally  dry  spring  of  1901,  while  at  the  other  localities 
it  continued  for  a  few  days  at  a  time.  In  normal  years,  such  as 
1900  may  be  taken  to  have  been,  the  excess  after  subsidence  at 
St.  Louis  would  have  been  continuous  from  March  to  November, 
9  months.  This  means  that  if  the  modified  sand  filtration  system 
were  adopted  for  St.  Louis,  to  follow  sedimentation,  as  now 
practiced,  the  use  of  coagulating  chemical  would  be  necessary  three- 
fourths  of  the  year,  instead  of  occasionally  for  a  few  days,  as  at 
Washington. 

The  sand  filtration  which  in  this  system  follows  coagulation 
depends  on  the  formation  of  the  bacterial  felt  by  the  bacteria 
themselves,  as  has  been  said.  It  is  a  known  fact  that  Missis- 
sippi water  loses  a  large  part  of  its  bacteria  by  natural  sub- 
sidence; many  more  will  be  entagled  in  the  coagulum  resulting 
from  the  use  of  a  chemical  and  will  be  deposited  in  the  settling 
basins.  The  question  arises  whether  there  will  be  enough  bacteria 
in  the  water,  after  coagulation  and  subsidence,  to  form  the  neces- 
sary gelatinous  film  on  the  sand  filters. 

Experiment  and  experience  has  caused  some  doubt  whether 
Mississippi  water,  after  natural  subsidence,  contains  enough  bac- 
teria to  insure  practical  success  of  sand  filtration.  This  doubt  is 
strengthened  by  evidence. 

Mr.  George  W.  Fuller,  in  his  Cincinnati  report,  page  142, 
said:  "One  of  the  most  characteristic  features  of  the  English 
filters  operated  at  Cincinnati  was  the  comparative  absence,  with  a 
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few  possible  exceptions  at  times,  of  very  low  or  fairly  clear  water 
in  the  river,  of  such  gelatinous  surface  coating  (Schmutzdecke) 
as  is  almost  universally  associated  with  filters  of  this  type." 

In  the  Senate  Committee  investigation  Mr.  Fuller  was  asked 
(page  48)  :  "Q.  In  the  study  of  our  Potomac  water,  so  far  as 
you  have  examined  this  report,  is  there  anything  to  indicate  that 
such  organic  matter  was  absent?  A.  I  gather  that  it  was  absent, 
but  I  cannot  state  it  specifically.  Q.  You  state  further  that  the 
slow  sand  filters  failed  there  because  of  'the  imperfect  formation 
of  a  gelatinous  surface  coating  upon  the  top  of  the  sand  layer.'  Is 
there  any  indication  in  the  report  of  Colonel  Miller  of  *an  imperfect 
formation  of  a  gelatinous  surface  coating  on  fop  of  the  sand  layer?' 
A.  I  gathered  the  impression  that  there  w^as  something  abnormal 
at  Washington  on  that  general  line." 

Mr.  Robert  Spurr  \\'eston,  who  was  in  charge  of  the  Wash- 
ington experiments,  said  (page  126)  :  ''This  biologic  action,  so 
essential  to  the  operation  of  sand  filters,  does  not  occur  at  Wash- 
ington, since  nearly  all  of  the  organic  film-forming  material  is 
absorbed  by  the  particles  of  silt  during  the  turbid  seasons,  leaving 
none  to  form  a  film  on  the  sand  grains." 

The  evidence  establishes  that  a  water,  once  turbid,  when 
cleared  of  turbidity  by  plain  sedimentation,  or  coagulation  and 
sedimentation,  is  biologically  too  pure  for  successful  subsequent 
slow  sand  filtration.  By  obvious  inference,  this  biological  purity 
greatly  reduces  the  need  for  further  treatment  by  any  process. 

The  presence  in  the  water  of  finely-divided  clay  causes  another 
serious  practical  difficulty  in  the  way  of  sand  filtration.  The  very 
fine  particles  penetrate  the  body  of  sand  and  eventually  destroy  its 
efficiency  by  making  it  impervious,  or  they  are  washed  through. 

Although  modified  slow  sand  filtration  was  recommended  for 
Washington,  the  force  of  the  precedent  disappears  when  the  vastly 
greater  turbidity  due  to  fine  clay  in  JMississippi  water  at  St.  Louis 
is  taken  into  account. 

The  great  and  nearly  continuous  turbidity  of  Mississippi  water 
would  require  the  nearly  continuous  use  of  coagulant  in  large 
quantities,  with  its  attendant  expense. 

Sand  filters  would  fail  for  want  of  the  necessary  bacterial  felt. 

Sand  filters  would  be  clogged  by  the  very  finely  divided  clay 
lodging  in  the  body  of  the  filter. 

These  three  substantial  reasons  are  enough  to  warrant  the 
rejection  of  modified  slow  sand  filtration  for  St.  Louis,  without 
taking  into  consideration  other  objections  which  might  be  raised. 
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These  objections  will  of  necessity  be  considered  when  discussing  the 
rival  method  of  mechanical  filtration. 

The  treatment  of  turbid  and  other  undesirable  water  with 
chemicals  is  doubtless  as  old  as  civilization.  The  Hindoos  have 
practiced  it  from  time  immemorial,  and  the  Egyptians  no  doubt 
did  the  same.  Sulphate  of  alumina  or  alum  has  been  repeatedly 
used  to  purify  water  supplies  in  Holland  at  ''Groningen,  Gonda, 
Schiedam,  Loewarden,  Delft,  Alkmaar  and  Vlaardingen." 

The  use  of  a  chemical  agent  as  coagulant  is  essential  to 
mechanical  filtration  whether  the  water  be  clear  or  turbid,  else 
the  process  would  be  no  more  than  rapid  straining  of  water,  too 
rapid  to  do  much  good.  With  a  coagulant  it  is  claimed  that  sus- 
pended solids  are  taken  out,  bacteria  almost  entirely  caught,  but  not 
killed,  and  color  removed.  The  principal  results  come  from  the 
chemical  action ;  the  mechanical  parts  regulate  the  introduction  of 
chemical,  the  influx  and  efflux  of  water  and  the  cleaning  of  the 
filter. 

The  appliances  used  for  these  purposes  are  many  and  in- 
genious. Of  course,  the  appliances  are  patentable  and  the  patents 
number  several  hundred,  most  of  which  have  passed  into  the 
hands  of  a  combination  which  has  capital  and  the  command  of 
skill,  legal  and  business  ability.  Very  naturally,  the  combination 
promotes  its  business  by  setting  forth  the  merits  of  the  system 
in  the  strongest  light ;  the  demerits,  if  any  exist,  must  be  found, 
as  they  best  may,  by  the  cities  or  citizens  with  whom  the  combina- 
tion tries  to  do  business. 

Several  years  ago  the  Board  of  Public  Improvements  of 
St.  Louis  took  the  position  that  a  series  of  experimental  studies 
should  be  made  by  and  at  the  city  to  develop  the  local  conditions. 
It  did  so  because  the  conditions  of  successful  filtration  of  Missis- 
sippi water  on  the  large  scale  required  for  the  city  are  not  known, 
and  may  not  safely  be  assumed  to  be  the  same  or  even  like  those 
suited  to  Ohio  water  at  Pittsburg,  Cincinnati  or  Louisville,  Potomac 
water  at  Washington  or  any  other  water  whose  peculiarities  have 
been  studied  experimentally  or  practically. 

The  Municipal  Assembly  repeatedly  refused  to  authorize  the 
experimental  studies,  and  ignorance  as  to  the  peculiar  qualities  of 
St.  Louis  water  continues. 

Although  it  has  been  confidently  asserted  that  mechanical 
filtration  has  passed  out  of  its  experimental  stage  and  is  now  on 
sure  ground,  there  seems  to  be  much  uncertainty  in  the  minds  of 
experts. 
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Mr.  Allen  Hazen,  of  the  St.  Louis  Expert  Commission,  in 
his  minority  report  said  (page  76)  :  "I  believe  that  the  construc- 
tion and  operation  of  the  proposed  filter  plant  involves  no  difficulties 
which  cannot  be  successfully  met."  The  somewhat  slender  founda- 
tion for  his  belief  is  disclosed  in  what  he  said  before  the  Senate 
Committee  (page  23)  :  "It  is  possible  to  operate  them  to  give  very 
bad  results,  or  it  is  possible,  by  taking  great  care,  and  particularly 
by  using  large  amounts  of  chemicals,  to  get  very  high  efficiencies." 

"Q.  What  advantage  has  the  mechanical  filter  to  recommend 
its  use  in  preference  to  the  sand  filter?  A.  The  mechanical  filter 
is  always  used  in  connection  with  a  coagulant,  and  the  coagulant 
is  necessary  for  the  treatment  of  extremely  turbid  water.  Q.  Is 
Necessary?  A,  Yes,  is  necessary,  so  that  when-  a  water  is  so 
turbid  that  it  must  be  coagulated,  it  is  better,  or,  at  least,  cheaper, 
to  filter  it  with  the  mechanical  filters.  Q.  That  opens  up  two  ques- 
tions, better  and  cheaper.  A.  I  think  it  has  usually  been  decided 
upon  because  it  is  cheaper.  Q.  Then  you  would  have  no  hesitation 
in  saying  that  a  mechanical  filter  properly  constructed  will  give 
satisfactory  results  from  the  standpoint  of  bacterial  efficiency?  A.- 
A  mechanical  filter  can  be  operated  to  give  a  very  high  bacterial 
efficiency.  Q.  Well,  have  they  been  so  operated?  A.  In  plants 
actually  built?  Q.  Yes.  A.  I  do  not  think  so;  at  least,  not  very 
often.  I  have  tested  some  mechanical  filter  plants  and  operated 
them — experimental  mechanical  filter  plants — and  plants  on  a 
considerable  scale,  and  while  it  is  possible  to  obtain  very  good 
efficiencies,  there  are  a  good  many  things  in  connection  with  me- 
chanical filters  to  cause  low  degrees  in  the  efficiency.  It  seems  to 
me  that  there  are  greater  possibilities  of  accidents  of  this  kind  hap- 
pening with  mechanical  filters  than  with  sand  filters,  where  the 
operations  take  place  more  slowly  and,  it  seems  to  me,  can  be  more 
perfectly  controlled." 

Mr.  George  W.  Fuller  gave  support  to  Mr.  Hazen  as  minority 
of  St.  Louis  Expert  Commission  and  his  contributions  were  printed 
(pages  80-86).  He  minimized  the  difficulties  (page  82).  *'So 
far  as  filtration  proper  is  concerned  at  St.  Louis,  therefore,  the 
project  involves  no  problems  materially  different  from  or  more 
difficult  than  a  number  of  others  which  have  been  considered  in 
great  detail,  and  for  which  works  are  now  being  constructed." 
It  is  evident  that  his  confidence  was  not  based  on  realized  results 
at  other  cities,  but  on  expected  or  hoped-for  results  of  incomplete 
works.  The  context  shows  that  Mr.  Fuller  had  in  mind  works 
23 
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for  ''the  treatment  of  fairly  clear  surface  waters,  which  in  the 
eastern  part  of  this  country  have  been  successfully  purified  by 
filtration  when  the  conditions  of  construction  and  operation  are 
favorable."  (Page  82.)  If  Mr.  Fuller  had  realized  results  with 
fairly  clear  eastern  water  instead  of  hoped-for  as  a  ground  of 
confidence,  he  would  still  have  had  no  ground  for  an  unqualified 
assertion  as  to  St.  Louis  water.  Speaking  of  the  specific  character 
of  Potomac  water,  he  said  to  Senate  Committee  (page  41)  :  ''I 
consider  this  to  be  a  fundamental  essential  to  a  satisfactory  solution 
of  your  problem.  That  is  to  say,  it  is  not  the  question  of  a  system 
of  filtration  that  has  got  to  be  considered  by  itself,  but  you  have 
to  consider  the  subject  with  reference  to  the  character  of  the 
Potomac  water  as  it  leaves  the  Washington  reservoirs."  He  then 
followed  with  an  elaborate  statement  as  to  difference  between 
eastern  waters,  coming  from  glacial  drift  formations,  and  southern 
waters,  containing  much  clay,  the  Potomac  being  in  a  middle  class. 
St.  Louis  water  belongs  in  the  clay-bearing  class.  Hence  eastern 
precedents,  if  they  were  real,  would  be  of  no  value  as  to  St.  Louis 
elemental  essentials. 

Messrs.  Rudolph  Hering,  George  W.  Fuller  and  Allen  Hazen 
were  employed  to  advise  the  Senate  Committee.  In  their  report 
(page  XIV  of  Senate  Report  No.  2,380)  they  showed  a  favorable 
leaning  toward  mechanical  filtration,  saying :  "As  to  the  rela- 
tive merits  of  the  two  systems  of  purification  studied  by  Colonel 
Miller,  namely,  the  treatment  of  plain  subsided  water  by  sand 
and  mechanical  filtration,  his  conclusion  is  correct,  namely,  that 
the  latter  system  would  be  the  more  efficient  and  the  more 
judicious  one  for  the  City  of  Washington  to  adopt."  On  page 
XV  they  say :  "Practical  experience  with  sand  filters  is  more 
extensive  and  more  favorable  than  with  mechanical  filters.  Our 
knowledge  of  what  they  will  do  rests  not  alone  upon  experimental 
investigations,  but  upon  actual  use  for  many  years  by  some  of  the 
largest  cities  of  the  world.  The  force  of  this  statement  is  some- 
what reduced,  however,  by  the  fact  that  the  raw  water  at  Wash- 
ington is  more  turbid  than  the  raw  water  at  the  places  where  sand 
filters  have  been  generally  used." 

"Our  knowledge  as  to  the  results  that  can  be  obtained  by 
mechanical  filters  rests  more  upon  experimental  evidence  than  upon 
results  obtained  in  practice." 

"After  a  full  consideration  of  the  various  aspects  of  the  prob- 
lem, we  are  of  the  opinion  that  the  long  and  favorable  experience 
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with  sand  filters,  particularly  in  the  light  of  the  effect  which  they 
had  upon  the  health  of  the  communities  using  them,  should  be  given 
greater  weight  than  the  present  evidence  that  American  filters  are 
able  to  give  substantially  equal  hygienic  efficiency.  In  view  of  the 
fact  that  there  is  no  available  evidence  of  decided  advantage  to  be 
gained  by  adopting  the  newer  method,  we  prefer  in  this  case  to 
adhere  to  the  one  supported  by  long  precedent." 

Their  conclusion  (page  XVI)  was:  ''In  consideration  of  the 
full  evidence,  we  recommend  the  construction  of  a  complete  system 
of  slow  or  sand  filters,  with  such  auxiliary  works  as  may  be  neces- 
sary for  preliminary  sedimentation,  and  the  use  of  a  coagulant  for 
a  part  of  the  time.  There  is  no  reason  to  believe  that  the  use  of 
this  coagulant  will  in  any  degree  affect  the  wholesomeness  of  the 
water." 

Evidently  the  opinion  of  these  experts,  February  8,  1901, 
Vv'as  that  mechanical  filtration  on  a  large  scale  was  too  much 
of  an  experiment  to  justify  its  adoption  at  Washington,  Never- 
theless, only  eleven  months  later  two  of  them  recommended  its 
adoption  for  St.  Louis,  where  it  is  admitted  the  much  greater 
and  persistent  turbidity  of  the  water  greatly  increases  the  difficulties 
to  be  overcome,  and  where  the  presence  of  much  clay,  very  finely 
divided,  adds  a  difficulty  which  is  scarcely  recognized  at  Wash- 
ington. 

From  the  evidence  available  at  the  present  time  the  conclusion 
is  unavoidable  that  mechanical  filtration  is  too  uncertain  as  to 
practical  results,  and  the  risk  of  operation  on  the  extensive  scale 
required  too  great,  to  justify  its  adoption  for  St.  Louis. 

Mechanical  filtration  is  given  a  prominent  place  in  this  dis- 
cussion because  it  has  been  distinctly  proposed,  and  its  adop- 
tion by  St.  Louis  is  being  urged.  In  fact,  the  people  of  St. 
Louis  have  heard  but  little  concerning  other  possible  methods 
of  treating  water.  So  far  as  other  methods  involve  the  use  of 
chemicals,  they  belong  to  the  same  class  and  are  open  to  the  same 
objections.  The  action  of  the  chemical  is  one  of  the  chief  elements 
of  uncertainty  in  mechanical  filtration,  and  equally  so  in  modified 
sand  filtration.  The  Washington  case  did  much  to  bring  to  light 
the  weak  points  of  the  one.  The  recommendation  of  the  other, 
so  far  from  being  a  precedent  to  be  followed  by  St.  Louis,  should 
put  our  city  on  its  guard.  Washington  and  St.  Louis  are  in  strong 
contrast.     Washington,   if   it   has   any   alternative   to   the   use   of 
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Potomac  water,  does  not  know  it.  St.  Louis  has  alternatives. 
Washington  is  not  a  manufacturing  city.     St.  Louis  is. 

It  is  the  amhition  of  filtration  interests  to  have  their  sys- 
tem adopted  by  a  large  city  as  it  has  been  by  small.  Small 
cities  have  no  alternative ;  their  supplies  come  from  small  streams 
or  lakes  and  need  purification.  Their  financial  resources  are  lim- 
ited ;  that  is,  the  power  to  borrow,  by  constitutional  provisions, 
usually  to  5  per  cent,  of  assessed  valuations,  and  the  total  valua- 
tion, even  if  the  city  has  no  prior  debt,  would  be  too  small  to 
bear  the  greater  first  cost  of  constructing  sand  filters ;  gravity 
supply  of  water  in  most  cases  is  out  of  the  question,  or  the  cost 
prohibitive,  and  the  quantity  of  water  is  too  small  for  effective 
clarification  and  purification  by  subsidence  or  any  other  means 
than  filtration.  To  these  conditions  we  may  add  that  mechanical 
filtration,  being  in  fact  property,  through  control  of  numerous 
patents,  has  been  actively  and  ably  promoted,  as  well  as  advocated, 
by  the  interested  parties.  The  small  cities  could  do  no  better,  and 
may  have  done  wisely  in  accepting  mechanical  filtration. 

How  is  it  with  St.  Louis?  True,  the  city's  present  supply 
greatly  needs  improvement.  But  the  needed  improvement  can  be 
secured  in  more  than  one  way. 

The  possibility  of  securing  a  water  practically  clear  and  satis- 
factorily pure  by  plain  subsidence,  and  thereby  avoid  the  cost  of 
filtration  and  the  grave  objections  to  use  of  a  chemical  coagulant, 
has  not  been  exhaustively  studied.  Moreover,  it  is  almost  certain 
that  St.  Louis  could  obtain  an  ample  supply  of  pure  water,  delivered 
by  gravity,  at  a  cost  within  the  city's  financial  ability,  and  so  save 
the  great  and  continuing  expense  of  pumping  and  treatment. 

The  chemical  treatment  of  water  is  objectionable,  first,  on 
account  of  its  continuing  cost.  It  is  customary  to  speak  of  co- 
agulant as  being  used  in  amounts  of  from  -J  to  10  grains  per 
gallon.  Grains  and  gallons  are  small  units  to  measure  large 
quantities.  The  yearly  consumption  in  1906  will  be  at  least  26,800 
million  gallons.  Allowing  an  average  of  4  grains  to  the  gallon  and 
$25  a  ton  for  alum  gives  7,557  tons  at  a  cost  of  $188,925.  Adding 
to  this  cost  of  chemical  $6,075  ^^^  other  expenses  gives  $195,000, 
which  is  equal  to  the  interest  on  $6,000,000  at  3J  per  cent. 

A  second  objection  to  chemical  treatment  is  that  it  increases 
the  hardness  of  the  water  and  compels  the  use  of  greater  quantities 
of  soap.  If  has  been  estimated  that  a  saving  of  100,000  yearly 
would  result  from  adopting  soft  water  for  a  supply  of  80,000,000 


ST.  LOUIS  WATER  SUPPLY.  211 

gallons  daily.  It  increases  the  corrosive  action  on  boilers  and 
pipes,  which  shortens  the  useful  life  of  steam  and  other  plants.  It 
adds  to  encrusting  qualities,  which  results  in  diminished  efficiency 
of  fuel  for  heating  and  industrial  purposes. 

Making  low  allowances,  we  may  roughly  estimate :  Extra  soap, 
J-  cent  per  week  per  capita,  661,000  X  -26  =  $171,860;  extra  depre- 
ciation of  steam  plants,  $5,000,000  X  -015  =  $75,000;  loss  of 
evaporating  efficiency  of  fuel,  7,000,000  bus.  X  -0075  =  $52,500; 
total,  $299,360. 

This  sum  equals  the  interest  at  3^  per  cent,  on  $9,211,000.  It 
thus  appears  that,  acting  in  the  interest  of  the  people,  the  city 
would  be  warranted  in  expending  $6,000,000  +  $9,211,000  = 
$15,211,000  to  avoid  the  cost  and  money-measured  consequences  of 
chemical  treatment. 

A  third  objection  to  chemical  treatment,  joining  money  and 
supposed  sanitary  considerations,  is  that,  allowing  the  claim  that  the 
water  is  made  more  wholesome  by  coagulation  and  filtration,  the 
proportion  of  the  total  supply  whicli  is  in  any  way  made  better 
for  the  uses  to  which  it  is  put  is  small.  It  has  been  shown  that  the 
proportion  is  7  per  cent,  benefited,  52  per  cent,  injured,  10  per  cent, 
neutral  and  31  per  cent,  wasted.     Wherefore,  using  figures  given 

above,  it  would  cost  the  city  -- — ^ X  .07  =  $10=;. ^2,  and 

^  26,450,000,000  ^        ^     00  > 

the  citizens  -^ — -^^ X   .07  =  $161.14  per  million  gallons 

26,450,000,000  /^      /  ^  -+  i^ 

for  each  million  which  anyone  can  claim  to  be  the  better  for  filtra- 
tion. If  it  be  assumed  that  there  are  100,000  families  in  the  city 
who  would  use  filtered  water  for  drinking  and  food  preparation, 

tj^en  I95>QQQ  +  299,360  ^  ^  family,  which  would  buy  a 

100,000 
good  filter,  new  each  year.  Therefore,  it  would  be  good  policy  for 
the  city  to  furnish  each  family  with  a  modest  filter,  rather  than 
adopt  chemical  treatment  for  the  entire  supply.  It  must  be  noted 
that  this  argument  assumes  that  a  clear  water  can  be  had  without 
chemical  treatment. 

A  fourth  objection  to  chemical  treatment  is  that  the  chemical 
used,  alumina  sulphate,  has  undesirable  effects  on  the  human  sys- 
tem, and  is,  therefore,  to  be  avoided. 

In  regard  to  the  effect  of  alumina  sulphate  and  the  derivative, 
alumina  hydrate  or  hydroxide,  we  have,  on  the  one  hand,  the  asser- 
tion of  filtration  advocates  that  alum  used  in  properly  proportioned 
doses  unites  with  carbonates  of  lime  and  magnesia,  and  that  alumina 
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hydrate  is  the  new  form  taken  by  the  released  alumina.  This 
alumina  hydrate  is  the  effective  agent  of  coagulation,  and  is  said  to 
be  insoluble  by  water  and,  therefore,  harmless,  even  if  it  passes 
through  the  filter  into  the  effluent.  On  the  other  hand,  we  have  the 
concurrent  testimony  of  chemists  and  physicians  that  alumina  hy- 
drate is  soluble  by  acids,  that  lactic  acid  is  present  in  the  human 
stomach,  and  that  alumina  hydrate  is  as  dangerous  a  form  of 
cumulative  mineral  poison  as  arsenic,  bismuth  or  mercury. 

The  evidence  of  chemists  and  physicians  is  so  nearly  unani- 
mous as  to  the  effect  of  repeated  small  doses  of  alum  in  impairing 
digestion,  with  an  attendant  train  of  evils,  that  it  may  be  safely  said 
that  the  voice  of  the  scientific  world  condemns  the  use  of  alum 
for  any  purpose,  or  in  any  form,  in  the  preparation  of  food  or 
drink  for  man  or  beast. 

Filtration  experts  admit  that  alumina  hydrate  passes  through 
the  filters  under  usual  normal  conditions,  and  that  free  alum  will 
pass  the  filters  if  used  in  undue  proportions.  Therefore,  we  have 
to  do  with  solid  facts. 

Alum  is  injurious  to  man  and  beast,  and  alum,  in  native  or 
disguised  form,  is  present  in  water  that  has  been  chemically  treated 
and  filtered  by  mechanical  or  sand  filters.  Native  alum  gives 
notice  of  its  presence  by  its  peculiar  taste ;  alumina  hydrate,  being 
tasteless,  is  a  more  insidous  and  dangerous  form. 

Specious  arguments  in  favor  of  filtration  are  based  on  sta- 
tistics of  reduced  number  of  proportion  of  deaths  from  typhoid 
fever,  which  is  said  to  have  followed  filtration  of-  public  water 
supplies.  The  argument  would  really  be  stronger  if  claim  was 
made  for  only  a  share  of  the  credit,  for  other  contemporary 
improvements  are  made,  notably  in  treatment  of  the  disease,  and, 
beside,  statistics  based  on  short  and  limited  experience  are  liable  to 
be  misleading;  but  even  if  filtration  does  lessen  liability  to  fever 
epidemics,  the  gain  in  that  respect  may  easily  be  too  dearly  pur- 
chased if  alum  in  water  impairs  digestion,  especially  of  the  weak 
and  young,  and  induces  diseases  of  stomach,  bowels  and  kidneys, 
affects  the  blood  and  impairs  vitality,  as  the  testimony  shows  that 
it  does. 

Of  the  total  number  of  bacteria  in  water,  but  a  very  small 
fraction  are  likely  to  be  pathogenic  or  dangerous.  It  is  usually 
assumed  by  filtrationists  that  the  number  of  dangerous  bacteria 
will  be  diminished  in  the  same  proportion  as  the  non-dangerous. 
This  assumes  that  all  kinds  of  bacteria  are  of  one  size  and  of  like 
form,  so  as  to  pass  through  the  filters  with  equal  facility  or  diffi- 
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ciilty.  Bacteriologists  find  great  difference  in  size  and  form. 
Lehman  and  Newman,  ''Text-Book  of  Bacteriology,"  gives  as  di- 
mensions of  bacteria : 

Bacterium  prodigiosum Length,  1.6  micron.  Widlh,    i.o  mic. 

"         proteus  vulgarias "  1.6  to  4.0   "  "        0.4        " 

"         vulgatus "  i.6to5  0   "  "         0.8        " 

"         cyanogenes  (Flugge) "  1.2103.0  "  "         0.5        " 

"         colon "  2.0  to  4.0  "  "  04  to  0.6  " 

"          diphtheria '. "  6.0  to  8.0  "  "          i.o 

"          cholera      • "           2.0        "  "         0.4        " 

"          typhoid "  1.0  to  3.0   "  "   0.5  to  0.8  " 

Spirillus  fluorescens  (Krahl) "  0.8103.0  "  "         0.4        " 

I  Micron  =  o.oooo^g^?  =  —  "^       of  i  inch. 
^^^^^        25400 

Evidently,  a  filter  which  would  be  diphtheria-germ  proof  might 
be  an  easy  thoroughfare  for  tvphoid  germs.  The  texture  of  the 
real  filter,  therefore,  is  of  much  consequence.  The  slowly  accumu- 
lated bacterial  felt  of  slow  sand  filters  catches  nearly  all  sizes,  and 
hence  sand  filtration  is  credited  with  marked  reduction  of  typhoid. 

The  rapidly  collected  and  frequently  changed  coagulum  skin 
of  mechanical  filters  is  of  coarser  texture,  and  lets  the  typhoid 
germs  pass,  and  so  mechanical  filters  earn  a  bad  record  as  to 
typhoid. 

On  page  196  of  Senate  Committee  Compilation  the  reduction 
of  deaths  from  typhoid  fever  after  adoption  of  sand  filtration  in 
four  American  cities  is  given  as  78.5  per  cent.,  and  in  five  cities 
having  mechanical  filtration  as  26  per  cent.,  and  in  Lexington,  Ky., 
there  was  an  increase  of  256  per  cent,  in  the  four  years  1895-99 
over  the  preceding  four  years  before  filtration. 

After  the  preceding  pages  w^ere  written,  a  new  proposition 
was  made  by  the  filter  people,  but  the  terms  have  not  been  made 
public.  The  writer  understands  that  it  professedly  promises  to 
use  iron  as  the  agent  of  coagulation  instead  of  alum.  This  substi- 
tution of  an  unknowm  agent  for  one  that  has  become  too  well  known 
emphasizes  what  has  been  said  as  to  the  system  of  mechanical 
filtration  being  in  an  experimental  stage,  and  virtually  admits  that 
the  use  of  alum  should  be  avoided. 

Favorable  experience  with  iron  as  the  chemical  agent  in  con- 
nection with  mechanical  filtration  is  claimed  at  Quincy,  111.,  and 
Lorain,  Ohio,  but  the  testimony  is  mostly  that  of  employes  of  the 
company  which  controls  the  process,  and  consists  of  claims  based 
on  scant  array  of  disclosed  facts. 

Filtration  experts  have  condemned  iron  as  a  coagulant. 

Mr.  Fuller. — 'Tn  short,  the  carbonic  acid  in  the  water  renders 
the  use  of  ferrous  sulphate,  and  all  compounds  of  iron,  inadmissible 
for  coagulation,  owing  to  the  passage  of  dissolved  iron  through  the 
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filters.  To  remove  carbonic  acid  before  applying  the  ferrous  com- 
pounds would  be  too  costly  to  be  practicable." 

Mr.  Hazen. — 'Tron-containing  waters  when  first  drawn  from 
the  ground  are  bright  and  clear.  On  exposure  to  the  air  they 
quickly  become  turbid  from  the  oxidation  of  the  iron  and  its  pre- 
cipitation as  ferric  hydrate." 

"Ferrous  sulphate  is  not  readily  oxidized,  and  for  this  reason 
has  not  been  successfully  used  in  water  purification." 

"Ferric  sulphate  acts  in  much  the  same  way  as  sulphate  of 
alumina,  but  has  not  been  used  in  practice  on  account  of  increased 
cost  as  compared  with  its  effect,  and  to  the  practical  difficulties  of 
applying  it  in  the  desired  quantities  due  to  its  physical  condition." 

(Among  the  claims  based  on  Quincy  and  Lorain  experience  is 
that  of  cheap  production  of  ferrous  sulphate.) 

"Waters  containing  iron  have  been  used  as  mineral  waters  for 
a  very  long  time.  Such  waters  have  an  astringent  taste  and  have 
been  esteemed  for  some  purposes.  As  ordinary  water  supplies, 
however,  they  are  objectionable.  The  iron  deposits  in  the  pipes 
make  the  water  turbid  and  disagreeable,  and,  still  worse,  the*  iron 
often  gets  through  the  pipe  system  in  solution  and  deposits  in  the 
wash-tub,  coloring  the  linen  a  rusty  brown  and  quite  spoiling  it. 
One-tenth  of  a  part  is  quite  sure  to  precipitate  and  give  rise  to 
serious  complaint.  Two  or  three-tenths  of  a  part  will  make  the 
water  entirely  unsuitable  for  laundry  purposes,  and  will  hardly  be 
tolerated  by  a  community." 

Though  there  is  much  difference  of  opinion  as  to  the  necessity 
for  bacterial  purification  of  St.  Louis  water,  there  can  be  none 
as  to  clarification.  So  long  as  St.  Louis  takes  water  from  the 
Mississippi  or  Missouri  Rivers,  the  first  pumping  will  be  of  a 
muddy  water,  but  all  water  pumped  the  second  time,  even  that 
which  is  lost  or  wasted,  should  be  clear,  if  for  no  other  reason 
than  to  lessen  the  work  and  wear  of  engines  and  pumps.  The  de- 
mand for  clear  water  on  account  of  hygienic,  economical,  business 
and  aesthetic  reasons  is  imperative. 

PLAIN    SUBSIDENCE.  ■* 

The  use  of  chemicals  tO'  clarify  the  water  has  been  shown  to  be 
undesirable.  The  only  way  in  which  Mississippi  water  can  be 
clarified  without  a  coagulant  is  subsidence  for  a  sufficient  time. 

The  clear  water  seen  in  lakes  and  ponds  proves  that  sub- 
sidence is  effective,  under  suitable  conditions.  All  waters  of  rivers 
and  lakes  have  their  ultimate  origin  in  rainfall.  The  rain  falling 
on  a  mountainous,  rocky  country  becomes  turbid,  but  the  suspended 
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material  is  speedily  dropped  when  the  water  comes  to  comparative 
rest.  That  which  falls  upon  more  fertile  lands  takes  longer  time 
to  become  clear  and  must  be  more  nearly  at  rest.  If  the  ground  on 
w^hich  the  rain  falls  is  a  deep  clay  formation,  there  is  need  for 
more  time  and  more  complete  rest.  Time  and  quiet  are  the  essen- 
tial conditions  for  clarification  by  subsidence. 

The  turbidity  of  Mississippi  water  at  St.  Louis  is  made  up 
of  sand,  which  will  quickly  subside,  of  silt,  wdiich  takes  longer 
time,  and  clayey  matter,  some  of  which  consists  of  impalpable 
particles,  which  subside  so  slowly  that  a  perfectly  clear  water 
is  not  practically  obtained  by  subsidence,  but  one  suffic'ently  clear 
for  all  ordinary  purposes  can  be  obtained. 

At  Washington  no  complaint  is  made  when  a  copper  ball  is 
visible  through  22  inches  of  water.  A  like  standard  of  clearness 
would  answer  for  St.  Louis;  and  this  can  be  done  if  subsiding 
basins  of  suitable  depth,  area  and  shape  are  provided  and  properly 
used. 

St.  Louis  has  already  made  two  attempts  to  improve  its 
water  by  subsidence,  having  constructed  four  basins  at  Bissels 
Point  wath  an  aggregate  water  area  of  15.427  acres,  and  a  drawing 
depth  of  12  feet.  These  were  in  use  from  1867  to  1894.  Since 
the  latter  date  they  have  been  used  but  little.  In*  1894  six  basins  at 
the  Chain  of  Rocks  were  put  in  service,  having  an  aggregate  area 
of  36,363  acres,  costing  $1,164,133,  practically  $32,000  per  acre. 

The  present  settling  basins  were  designed  to  be  operated  by 
filling  and  drawing  with  an  interval  of  rest.  As  the  filling  was 
done  through  a  single  inlet,  direct  currents  and  eddies  prevented 
subsidence  during  the  time  of  filling,  and  the  drawing  being  through 
a  single  outlet  near  the  bottom  of  the  basin,  mud  which  had  parti- 
ally subsided  was  carried  out  with  the  effluent  water.  By  dividing 
the  incoming  water  and  using  devices  to  draw  from  near  the  sur- 
face and  at  several  points,  better  results  could  be  obtained,  and  if 
the  entire  pumping  capacity  was  used  for  filling,  several  hours 
could  be  added  to  the  rest  period  and  a  further  gain  made.  Re- 
cently the  method  of  operation  has  been  changed  to  that  of  con- 
tinuous flow  through  several  basins.  If  the  motion  of  water  could 
be  directly  forward,  and  if  the  draft  of  overflow  weirs  could  be 
confined  to  surface  layers,  the  result  of  continuous  flow  might  be 
fairly  good.  But  eddy  currents  are  set  up  in  the  basins,  as  well  as 
direct,  and  water  from  all  depths  is  drawn  to  the  outlet,  and,  as 
a  consequence,  very  fine  clay  in  suspension  has  really  no  chance  to 
subside. 
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The  result  of  sedimentation  for  an  average  of  60  hours 
is  stated  (page  30,  Expert  Commission  report)  to  range  from 
65  per  cent,  for  months  of  least  sediment  to  94  per  cent,  for 
months  of  maximum  sediment.  Three  months  of  minimum  sedi- 
ment in  1900-01  give  a  mean  of  233  parts  per  million;  65  per  cent, 
removal  leaves  81.5  parts.  The  average  of  three  maximum  months 
in  1900  gives  2,523  parts  per  million ;  94  per  cent,  removal  leaves 
15 1.4  parts.  The  subsidence  is,  therefore,  large  in  amount,  but  is 
far  from  satisfactory.  The  standard  of  admissible  turbidity  is, 
of  course,  arbitrary.  Forty  parts  per  million  might  be  tolerable 
and  20  parts  quite  good. 

How  long  subsidence  would  be  required  to  obtain  satisfactory 
results  is  now  a  matter  of  estimate  for  want  of  reliable  informa- 
tion. We  will  assume  that  24  hours'  sedimentation  will  remove  the 
great  bulk  of  sediment  whose  accumulation  would  make  frequent 
cleaning  of  basins  necessary.  That  a  second  sedimentation  for 
48  hours  would  remove  the  silt,  and  the  basins  would  require 
occasional  cleaning,  and  that  if  the  water  is  then  held  in  receiving 
reservoirs  for  ten  days,  the  deposits  in  the  reservoirs  will  accumu- 
late slowly.  By  13  days'  sedimentation  in  3  distinct  steps  the 
result  would  practically  reach  a  limit  beyond  which  it  would  be 
useless  to  go. 

For  a  daily  supply  of  110,000,000,  supposing  basins  to  be  12 
feet  available  depth,  and  one-sixth  in  reserve,  there  would  be  re- 
quired : 

Preliminary  basins  6,  area  32.73  acres. 
Secondary  basins  6,  area  65.47  acres. 
Receiving  basins  12,  area  336.7  acres. 

The  present  basins,  having  area  of  36.363  acres,  would  amply 
suffice  for  the  preliminary  sedimentation. 
It  would  be  necessary  to  construct: 

65.5  acres  secondary  basins,  at  $30,000 $1,965,000 

337  acres  receiving  basins,  at  $25,000 8,425,000 

Land  and  contingencies   1,610,000 

Transfer  of  intake  to  Missouri  River  at  Bellefountain  bluff 2,000,000 

Probable  cost  of  sedimentation  works $14,000,000 

The  transfer  of  intake  is  included  in  estimate  for  two  reasons : 
First,  it  would  eliminate  three-fourths  of  the  probable  pollution  by 
sewage;  second,  Missouri  River  water  is  believed  to  part  with  the 
remnant  of  sediment,  after  two  preliminary  sedimentations,  more 
readily  than  Upper  Mississippi  and  Illinois  River  waters. 
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By  the  expenditure  of  $14,000,000  the  city  could  have  a  supply 
of  well-subsided  water  that  will  suffice,  in  quantity,  for  its  wants 
until  extension  of  present  works  is  necessary.  The  subsided  water 
will  not  be  ideally  perfect,  for  at  its  best  it  will  be  slightly  clouded 
when  looked  at  in  a  glass  vessel,  and  at  times  there  may  be  trace  of 
dark  color. 

The  quantity  would  be  limited  to  the  capacity  of  existing 
conduits  and  pumps,  for  it  is  not  probable  that  land  suitable 
for  the  purpose  could  be  had  for  a  much  greater  area  of  reservoir 
than  has  been  estimated.  As  the  time  approaches  when  a  larger 
supply  will  be  required,  new  St.  Louis  will  doubtless  have  developed 
conditions  of  distribution  which  will  demonstrate  that  no  extension 
of  works  should  be  made  at  Chain  of  Rocks,  but  that  the  city  must 
resort  to  another  source  of  supply  for  its  then  immediate  and  pros- 
pective wants.  The  sedimentation  and  pumping  works  will  in  any 
case  retain  their  place  and  value  as  part  of  the  water  supply  system 
of  the  city. 

SUPPLY    FROM  MERAMEC    W^ATERSHED. 

Rain  water  is,  as  a  rule,  soiled  by  coming  into  contact  with 
the  ground,  and  needs  clarification  to  greater  or  less  extent.  In 
some  cases  the  clear  water  of  mountain  streams  is  of  sufficient 
constant  volume  to  supply  towns  without  storage  of  the  surplus 
at'  one  time  to  meet  the  deficiency  of  another  season;  but  usually 
such  storage  is  necessary,  and  the  storage  reservoir  may,  and 
usually  does,  serve  the  further  purpose  of  a  subsiding  basin. 

New  York  is  spending  many  millions  on  Croton  dam  and 
aqueduct  to  impound,  clarify  and  convey  its  water  supply.  Boston 
and  its  neighbor  cities  are  associated  as  a  metropolitan  water  and 
sewage  district  to  obtain  water  from  Nashua  River,  and  are  build- 
ing a  very  large  storage  reservoir  and  miles  of  conduit  in  intelli- 
gent preference  to  taking  water  from  a  nearer  river  which  would 
need  to  be  purified.  Liverpool,  Alanchester  and  Birmingham,  Eng- 
land, bring  their  water,  at  great  cost  for  works,  from  the  mountain 
region  of  Wales,  and  London,  after  long  experience  with  filtration, 
is  about  to  take  steps  to  bring  water  from  the  Welsh  mountains. 

In  order  that  the  water  from  a  catchment  area  may  be  utilized 
to  supply  a  city,  certain  conditions  must  exist.  Most  of  them 
are  nature's  provisions.  The  catchment  area  must  be  large  enough 
to  ensure  an  ample  supply  for  a  considerable  future  period;  the 
elevation  must  be  great  enough  to  deliver  water  at  the  city  under 
sufficient  head ;  the  climatic  conditions  must  be  reliable ;  the  geology 
of   the    region    must    be    appropriate   to   avoid    mineralization    of 
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its  drainage  and  loss  of  water  by  percolation  to  great  depths  or 
by  following  fissures  or  strata  to  outlets  beyond  reach.  The  area 
must  not  be  fertile  or  rich  in  mineral  or  other  resources,  not  even 
affording  good  pasturage,  lest  it  attract  cultivation  and  numbers 
of  men  or  animals.  For  storage  reservoirs  there  must  be  valleys 
of  considerable  width  and  moderately  fiat  longitudinal  profile;  the 
sides  need  to  be  steep  and  the  floors  impervious.  Favorable  sites 
for  dams  on  secure  foundations  are  requisite. 

When  nature,  by  providing  these  necessary  conditions,  has 
made  it  possible  for  a  city  to  obtain  a  supply  of  pure  water 
delivered  by  gravity  there  can  be  no  question  but  that  it  should  be 
preferred  to  any  scheme  which  requires  pumping,  and  much  more 
if  any  treatment  of  the  alternative  supply  is  necessary,  unless 
the  cost  is  beyond  the  financial  resources  of  the  city. 

This  self-evident  proposition  brings  the  water  problem  for 
St.  Louis  to  these  two  questions.  Is  a  supply  of  pure  water  de- 
livered by  gravity  a  physical  possibility?  And  is  it  financially 
possible  under  present  or  anticipated  conditions? 

If  nature  has  provided  a  water  supply  for  St.  Louis  that  can 
be  delivered  by  gravity,  it  must  be  found  in  the  tributaries  of  the 
Meramec  River  which  drain  the  rugged  country  to  the  east  and 
south  of  that  stream. 

The  physical  features  of  this  territory  have  been  as  fully  shown 
in  the  report  of  the  Expert  Commission  as  available  information 
permitted.  The  majority  of  the  Commission  recommended  that 
the  city  adopt  the  gravity  supply  system,  and  in  eft'ect  proposed  to 
make  use  of  the  water  of  the  Courtois  and  Huzza  water  sheds  as 
the  first  stage  of  development,  that  of  the  Water  Fork  of  the 
Meramec  and  the  flow  from  Meramec  Spring  as  a  second  stage, 
and  development  of  the  water  resources  of  the  Dry  Fork  water 
shed  to  increase  the  flow  of  the  spring  as  a  supplementary  stop 
wdien  needed. 

The  catchment  areas  are :  Courtois  and  Huzza,  501  square 
miles ;  Water  Fork  of  Meramec,  344  square  miles ;  Dry  Fork  of 
Meramec,  383  square  miles.  Total  1228  square  miles.  In  the 
eastern  states  engineers  estimate  the  available  water  from  a  catch- 
ment area  at  500,000  gallons  daily  per  square  mile.  Missouri 
climatic  and  rainfall  conditions  do  not  justify  so  large  an  estimate. 
The  Expert  Commission  make  a  conservative  estimate  of  238,000 
for  dryest  year,  and  382,000  for  ordinary  dry  years  as  the  avail- 
able daily  supply  per  square  mile  of  the  Meramec  water  shed, 
which  w^ould  make : 
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Courtois-Huzza  in  dryest  year 119,000,000  ordinary  dry  191,000,000 

Water  fork  in  dryest  year 82,000,000        "  "    131,000,000 

Meramec  spring  in  dryest  year  41,000,000         "  "      60,000,000 

Dry  fork  in  dryest  year   50,000,000         "  "      85,000,000 

Totals    292,000,000  467,000,000 

From  this  estimate  of  available  water,  it  appears  that  the 
Courtois-Huzza  water  shed,  as  sole  source  of  supply,  will  in  dryest 
year  suffice  for  the  wants  of  th^  city  until  1922.  If  made  a  supple- 
ment to  existing  works  the  dryest  year  limit  will  be  reached  about 
1940.  If  the  Water  Fork  and  Meramec  Spring  be  added  as  sec- 
ond stage  of  development,  the  gravity  supply,  as  sole  source,  would 
suffice  until  about  1950,  with  existing  works,  as  a  supplement,  until 
about  1970. 

The  above  figures  are,  of  course,  mere  approximations,  but 
they  serve  to  show  the  importance  of  the  Courtois-Huzza  water 
shed,  as  the  first  stage  of  development,  and  its  necessity  to  a  com- 
plete scheme  for  the  future  supply  of  the  city. 

Very  little  is  known  concerning  the  Courtois-Huzza  water 
shed  as  respects  its  availability  for  water  supply.  We  know  its 
existence  and  approximate  area,  that  it  is  rugged  and  is  very 
sparsely  populated,  11  to  the  square  mile  in  1900.  The  dry  season 
flow  of  streams  is  probably  small,  the  floods  of  short  duration,  but 
of  large  volume.  There  will,  therefore,  be  need  of  large  storage 
capacity.  Whether  requisite  capacity  can  be  had  is  perhaps  the 
most  serious  question  involved. 

Until  surveys  have  been  made  the  Meramec  as  a  source  of 
supply  is  a  promising  possibility,  well  worth  the  expense  of  sur- 
veys. If  the  result  of  surveys  should  prove  that  it  is  not  prac- 
ticable the  expense  of  survey  would  not  be  lost,  for  until  the  main 
question  is  settled  the  possibility  will  stand  in  the  way  of  the  adop- 
tion of  other  plans. 

Full  and  satisfactory  answer  to  the  question  as  to  physical 
possibility  cannot  now  be  made. 

As  to  the  probable  cost  of  developing  a  gravity  supply,  as- 
suming that  it  is  feasible,  we  have  the  estimates  made  by  the 
Expert  Commission,  Appendix  ''G,"  page  193.  These  estimates 
were  for  the  development  of  the  Water  Fork  and  Meramec 
Spring.  To  make  a  rough  estimate  for  the  Courtois-Huzza  we 
may  assume  that  the  proportion  of  pipes,  conduit  and  tunnel  will 
be  about  the  same,  so  that  taking  the  Courtois  line  as  15  miles 
shorter  than  that  to  the  Meramec,  we  obtain : 
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Pipe,  conduit  and  tunnel  lines $12,400,000 

Reservoirs   near  city    1,904,000 

Pipe  from  reservoir  to  city  3,586,000 

Dam,  clearing,  land,  gate  houses,  etc 4,837,000 

Engineering  and   contingencies    2,273^000 

Total    $25,000,000 

Allowing,  as  did  the  Commission,  that  accumulated  fund  and 
current  revenue  will  contribute  to  construction  $4,000,000,  the  bal- 
ance, $21,000,000,  would  be  raised  by  issue  of  bonds  which  would 
bear  3J  per  cent,  interest  and  could  be  placed  at  par. 
The  interest  account  after  1905  will  be : 

$5,808,000  old  bonds  at  4%  $232,320 

$21,000,000  new  bonds  at  3^%   682,500 

Total  interest  in  1908 $914,820 

The  comptroller  estimates  the  surplus  water  revenue  for 
1902-03  at  $1,027,543;  therefore,  the  city  can  carry  the  debt  to  be 
incurred.  Expected  growth  of  revenue  from  surplus  of  $1,000,000 
in  1902  to  $2,750,000  in  1925  will  easily  retire  the  $21,000,000  of 
new  issue  as  is  required  by  the  State  Constitution. 

If  the  Meramec  Spring  and  Water  Fork  be  taken  as  the  first 
step  of  development,  the  amount  of  bond  issue  required  would  be 
$22,500,000  and  the  yearly  interest  in  1908  would  be  $963,570. 

To  justify  the  assertion  that  the  Meramec  project  is  legally 
and  financially  possible,  the  following  financial  statement  has  been 
prepared  on  recognized  business  principles. 

It  is  assumed  that  the  actual  cost  of  gravity  works  will  be 
$26,500,000,  and  that  they  will  be  completed  and  in  use  in  1908. 
It  is  reasonable  to  allow  that  water  revenue  may  have  contributed 
$5,000,000  toward  construction  and  that  new  bonds  bearing  3.25 
per  cent,  interest  are  placed  at  par,  to  the  amount  of  $21,500,000. 
The  new  bonds  to  be  payable  in  sums  of  $500,000  at  dates  ranging 
from  1909  to  1927,  and  the  old  water  debt  of  $5,808,000  to  be 
renewed  in  1904  and  1924,  at  the  same  rate  of  interest  as  the  new 
bonds.  The  estimate  of  revenue  is  made  at  rate  of  $70  per  mil- 
lion for  a  consumption  of  110  gallons  per  capita  daily.  A  liberal 
allowance  for  extension  of  distribution  system  is  made  in  the 
column  headed  "Working  Expense." 

According  to  this  statement  there  would  be  a  balance  of  un- 
paid bonds  in  1928,  amounting  to  $2,500,000.  This  apparent  def- 
icit would  probably  be  cared  for  by  the  probable  permanent  in- 
crease in  the  city's  population  resulting  from  the  Worlds  Fair  in 
1904,  for  which  no  allowance  is  made  in  the  estimate. 
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FINANCL/\L  STATEMENT  OF  GRAVITY  SUPPLY  PLAN, 
Amounts  to  Nearest  Thousand  Dollars. 


Year. 

Water 

Working 

Interest 

Total 

Surplus 

Interest 

Yearly 

Paid 
Construction 

Revenue. 

Expense. 

Paid. 

Charges. 

Revenue. 

Received 

Balance. 

and  Bonds. 

^1,540 

1902 

;^i,688 

^853 

^853 

^835 

$46 

2,421 

f3,ooo 

1903 

1,727 

864 

$232 

1,096 

630 

73 

3,124 

1904 

1,767 

879 

297 

1,176 

591 

4 

719 

500 

1905 

1,809 

892 

400 

1,292 

517 

6 

742 

5  CO 

1906 

1,852 

906 

546 

1,452 

399 

7 

649 

500 

1907 

1,895 

919 

693 

1,612 

283 

4 

437 

500 

1908 

1,939 

692 

888 

1,580 

360 

3 

194 

1909 

1,985 

701 

888 

1,589 

396 

6 

596 

500 

1910 

2,032 

710 

871 

1,582 

450 

3 

549 

500 

1911 

2,078 

719 

855 

1,574 

503 

I 

553 

500 

1912 

2,124 

728 

839 

1,567 

557 

2 

612 

500 

1913 

2,172 

737 

823 

1,560 

612 

3 

728 

500 

1914 

2,221 

746 

806 

1,553 

068 

7 

903 

500 
1,000 

1915 

2,271 

755 

790 

1,545 

725 

12 

1,140 

1916 

2,322 

764 

758 

1,522 

800 

4 

945 

500 

1917 

2,374 

774 

741 

1,515 

859 

13 

1,317 

1,000 

1918 

2,427 

783 

709 

1,491 

936 

10 

1,263 

1,000 

1919 

2,482 

792 

676 

1,467 

1,015 

8 

1,287 

1,000 

1920 

2,538 

801 

644 

1,444 

1,096 

8 

1,390 

1,000 

1921 

2,593 

810 

611 

1,420 

1,172 

12 

1,574 

1,500 

1922 

2,648 

819 

563 

1,380 

1,268 

2 

1,345 

1,000 

1923 

2,705 

828 

530 

1,357 

1,348 

10 

1,703 

1,500 

1924 

2,763 

837 

481 

1,317 

1,415 

7 

1,625 

1,500 

1925 

2,823 

846 

433 

1,278 

1,545 

4 

1,673 

1,500 

1926 

2,883 

855 

384 

1,238 

1,645 

5 

1,824 

1,500 

1927 

2,945 

864 

335 

1,198 

1,747 

10 

2,080 

2,000 

1928 

3,008 

873 

270 

1,142 

1,866 

2 

1,949 

1,500 

1929 

z,o^3 

882 

221 

1,103 

1,970 

13 

2,432 

2,000 

1930 

3,139 

891 

155 

1,047 

2,092 

13 

2,538 

2,500 
2,308 

193I 

3,204 

901 

75 

976 

2,228 

4 

2,370 

1932 

3,269 

910 

0 

910 

2,359 

2 

2,423 

. 

THE    MISSOURI    AS    SOURCE    OF   SUPPLY. 

In  case  a  supply  of  pure  water  delivered  by  gravity  from 
the  Meramec  watershed  should  be  found  impracticable,  the  Mis- 
souri must  sooner  or  later  be  made  the  source  of  supply.  If 
it  must  eventually  be  the  source,  then  the  sooner  it  is  adopted  the 
better  for  the  city.  Makeshifts  are  costly,  and  a  city  which  has  an 
assured  future,  as  St.  Louis  has,  and  is  financially  foot  free,  as  St. 
Louis  now  is,  should  not  resort  to  them. 

In  the  discussion  of  plain  subsidence,  incidental  mention  was 
made  of  change  of  intake  from  the  Chain  of  Rocks  to  Belle- 
fountain  Blufl  on  the  Missouri  River,  as  part  of  the  plan  to 
obtain  better  water  without  use  of  chemicals,  and  two  rea- 
sons were  briefly  given.  First.  It  would  eliminate  three-fourths 
of  the  probable  pollution  by  sewage.  This  is  equally  true  of 
any  supply  from  the  Missouri.     The  proof  of  the  statement  has 
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been  given ;  of  the  total  urban  population  above  St.  Louis  in 
1890,  4,343,313,  74.9  per  cent,  were  located  on  the  Upper  Mis- 
sissippi and  25.1  per  cent,  in  the  Missouri  watershed.  Although 
the  areas  of  the  watersheds,  Missouri  527,155  square  miles.  Upper 
Mississippi  173,518  square  miles,  are  very  nearly  in  reverse  propor- 
tions the  natural  conditions  ensure  that  the  preponderance  of 
population  will  remain  as  now.  The  Mississippi  area  will  support 
a  dense  population;  the  Missouri  area  being  largely  semi-arid  or 
mountainous  cannot.  Density  of  population  is  an  important  ele- 
ment of  probable  sewage  pollution  of  drainage  waters. 

Second.  Missouri  River  water  is  believed  to  be  purer  and 
more  readily  clarified  than  that  of  the  Upper  Mississippi.  The 
movement  of  silt  by  the  Missouri  is  manifold  that  by  the  Missis- 
sippi and  silt  movement  is  a  purifying  agency. 

Although  the  Missouri  below  the  Yellowstone  always  deserves 
its  name  of  the  "Big  Muddy,"  it  does  not  transport  its  silt  burden 
continuously,  but  drops  it  to  form  sand  bars  and  accretions  along 
its  course  and  takes  up  new  material  by  scour  of  bed  and  erosions, 
thus  making  frequent  exchanges  of  load,  but  always  loaded. 

If  clean  sand  be  mixed  with  dirty  water  the  sand  when  de- 
posited will  be  dirty,  and  of  necessity  the  water  must  lose  the  dirt 
which  the  sand  takes.  The  sand  grains  moving  with  and  de- 
scending through  the  water  come  in  contact  with  clay  particles 
and  organic  matter  which  adhere  to  the  grains  and  are  deposited 
with  them.  While  the  deposit  remains  at  rest  the  organic  matter 
is  decomposed  and  chemical  changes  occur. 

Since  there  are  many  changes  of  silt  burden  it  is  not  probable 
that  any  sewage  pollution  from  Omaha  will  pass  St.  Joseph,  that 
of  St.  Joseph  pass  Kansas  City  or  that  of  Kansas  City  reach  the 
western  borders  of  St.  Louis  county. 

The  Upper  Mississippi  is  not  an  active  silt  carrier,  the  Illinois 
carries  very  little;  hence,  the  conclusion  that  Missouri  River  water 
is  purer  than  the  mixed  waters  at  the  Chain  of  Rocks. 

When  water  is  treated  by  a  coagulant  the  coagulum  descending 
through  the  water  entangles  clay  particles  and  bacteria  much  in 
the  same  fashion  as  does  sand,  and  it  is  not  improbable  that  much 
of  the  bacterial  efficiency,  claimed  for  mechanical  filters,  is  due  to 
this  action. 

The  facts  considered  above  account  for  the  absence  of  bacteria 
in  waters  once  turbid  after  subsidence  and  their  absence  measures 
the  efficiency  of  silt  purification. 

To  develop  the  Chain  of  Rocks  station,  so  as  to  get  the 
best  possible   results    from   the   present   plant,   the   intake   should 
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be  changed  to  the  Alissouri  River,  But  the  Chain  of  Rocks  is 
not  a  suitable  location  for  works  to  supply  the  entire  city,  now  or 
in  the  future.  The  locality  lacks  area  of  ground  suitable  for 
sedimentation  works  and  it  is  at  great  disadvantage  as  a  point  of 
distribution,  being  at  the  extreme  northeast  corner  of  the  city 
and  the  growth  of  the  city  will  always  be  away  from  the  station. 
New  works  should  therefore  be  located  on  the  Missouri  above  St. 
Charles  and  Creve  Cour  Lake,  and  be  so  designed  as  to  admit  of 
extensions  as  required  from  time  to  time.  The  system  adopted 
for  new  works  should  be  plain  subsidence  or  slow  sand  filtration 
after  subsidence.  The  cost  of  installing  new  works  cannot  be  now 
estimated,  it  would  certainly  be  greater  than  is  herein  estimated 
for  the  ]\Ieramec  supply  and  the  cost  of  pumping  w^ould  have  to 
be  met  for  all  time. 

It  has  been  suggested  that  the  sand  rock  formation  which 
borders  and  underlies  the  Missouri  in  the  western  part  of  St. 
Louis  county  might  he  utilized  for  natural  filtration.  The  fine 
clay  in  the  water  renders  the  method  impracticable,  for  if  the 
water  could  be  brought  in  contact  with  the  sand  rock  and  the 
rock  surface  kept  bare  the  fine  clay  carried  into  the  pores  of 
the  rock  would  soon  close  them  and  it  would  not  be  possible  to 
reopen  them  or  to  remove  the  obstructed  stratum. 

CONCLUSION. 

The  foregoing  discussion  leads  to  the  following  practical  con- 
clusions : 

First.  The  first  step  should  be  the  passage  of  an  ordinance 
authorizing  and  providing  for  surveys  of  the  valleys  of  the  Cour- 
tois-Huzza  and  Water  Fork  of  the  Meramec  to  determine  the 
existence  or  absence  of  the  essential  physical  conditions  for  large 
collecting  and  storage  reservoirs.  If  these  conditions  are  not 
found,  then  that  water  shed  and  its  possibilities  w^ill  be  eliminated 
from  the  water  problem.  If  they  are  found,  then  the  feasibility  of 
a  gravity  supply  will  be  established,  and  further  surveys  and  in- 
vestigations will  be  in  order,  such  as  conduit  routes,  dam  sites, 
reservoir  areas,  observations  of  rainfall,  gaugings  of  streams, 
chemical  and  biological  studies  of  the  water  to  obtain  data  for  re- 
liable estimates  of  cost  of  works  and  to  put  the  questions  as  to 
quantity  and  quality  of  water  on  a  solid  basis  of  ascertained  facts. 
If  the  estimates  show  that  the  cost  would  be  within  the  financial 
resources  of  the  city,  and  the  quantity  and  quality  is  satisfactory, 
then  the  water  problem  will  have  been  solved,  for  the  advantages 
24 
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of  a  gravity  supply  of  pure  water  are  so  great  and  obvious  that 
there  can  be  no  consideration  of  other  sources  of  supply. 

It  has  been  said  that  waters  collected'  from  a  catchment  area 
like  the  Croton  will  sooner  or  later  be  polluted  to  an  extent  re- 
quiring that  they  be  filtered  for  a  public  water  supply.  This  is 
certainly  dealing  in  futures.  A  future  pollution,  if  it  comes,  must 
be  caused  by  the  evacuations  of  men  or  animals.  Anyone  who  has 
seen  the  water  sheds  of  the  Upper  Meramec  will  certainly  admit 
that  nature  has  fully  guarded  the  region  by  a  poor  soil  and  the 
absence  of  everything  that  would  attract  men  or  animals  in  con- 
siderable numbers. 

Well-studied  general  laws  protecting  water  supplies  will  still 
further  prevent  possible  pollution. 

Second.  If  nature  has  not  provided  the  essential  conditions 
in  the  Meramec  water  shed,  the  city  should  turn  its  attention  to 
the  Missouri  River  and  study  the  possibility  of  plain  subsidence 
works,  to  supply  the  future  city  and  similar  works  near  Chain  of 
Rocks,  to  meet  present  needs  and  to  supply  part  of  the  city  in  com- 
ing years. 

Third.  Slow  sand  filtration  of  subsided  water  will  fail  for 
lack  of  material  to  form  the  necessary  bacterial  felt.  Moreover, 
the  fine  clay  will  choke  the  filters. 

Fourth.  ■  Modified  sand  filtration  must  also  fail  for  lack  of 
film-forming  material,  after  coagulation ;  use  of  coagulant  would  be 
necessary  for  months  at  -a  time,  entailing  much  expense  and  positive 
injury  to  the  water  for  many  uses,  and  any  astringent  chemical, 
with  alum  or  iron  base,  is  not  healthful,  no  matter  how  small  the 
quantity. 

Fifth.  Mechanical  filtration,  on  the  scale  required  at  St. 
Louis  and  with  exceedingly  turbid,  fine  clay  bearing  water,  is  no 
more  than  an  experiment.  Since  the  method  requires  the  use  of 
a  coagulant  the  economical  and  hygienic  objections  to  use  of  chem- 
icals have  full  force,  and  the  method  should  be  rejected.  The 
niethod  is  held  in  proprietory  control  through  patents  covering 
details. 

Sixth.  The  water  works  must  remain  the  property  of  the 
city  and  be  maintained  and  operated  l)y  the  city. 

Seventh.  Water  revenue  must  be  carefully  managed  on  sound 
business  principles. 

Eighth.  If  so  managed  the  revenue  will  be  sufficient  to  carry 
interest  and  pay  the  principal  of  the  sum  required  to  construct  a 
new  supply  system. 
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Ninth.  The  State  of  Missouri  should  by  appropriate  legisla- 
tion define  the  rights  of  individuals,  corporations  and  cities  to  the 
use  of  water  and  prevent  its  pollution. 

Tenth.  The  interests  of  the  city  will  be  served  by  the  adop- 
tion of  a  definite  policy  at  as  early  a  date  as  is  consistent  with 
careful  consideration,  and  by  energetic  action  to  carry  the  adopted 
policy  to  the  result  of  improved  water.  Hesitation  and  make- 
shifts are  costly. 

DISCUSSION. 

Mr.  Edward  Flad. — The  main  conclusion  reached  by  ^Ir.  Mc- 
]\Iath  is  that  the  city  should  appropriate  funds  for  surveys  and 
plans  and  estimates  for  a  supply  of  water  from  the  valley  of  the 
Meramec.  This  conclusion  follows  naturally  from  the  assumption 
that  the  water  furnished  would  be  ''so  pure  as  to  require  no  treat- 
ment to  fit  it  for  use,"  and  the  further  assumption  that  mechanical 
filtration  of  our  present  supply  ''is  too  uncertain  as  to  practical 
results       ....     to  justify  its  adoption  for  St.  Louis." 

The  writer  believes  that  neither  of  these  assumptions  is  well 
founded.  The  writer  is  of  the  opinion  that  the  water  to  be  ob- 
tained from  the  valley  of  the  Meramec,  with  the  construction  of 
large  impounding  reservoirs,  as  contemplated,  v/ould  be  praccically 
clear  most  of  the  time,  but  would  otherwise  be  very  little,  if  any, 
superior  to  unfiltered  water  from  the  Mississippi  River.  As  a 
potable  water,  filtered  water  from  the  Mississippi  River  would  be 
very  much  superior  to  unfiltered  water  from  the  valley  of  the 
Meramec. 

The  relative  density  of  the  population,  or  the  comparative 
number  of  people  per  square  mile  of  area  on  two  dififerent  water- 
sheds, furnishes,  under  ordinary  conditions,  a  fair  indication  of 
the  relative  purity  of  the  waters  to  be  obtained  from  same.  The 
valleys  of  the  Meramec  which  it  is  proposed  to  utilize  are  the 
Courtois-Huzza,  having  in  1900  a  population  of  11  to  the  square 
mile,  the  Water  Fork,  a  population  of  14.5  per  square  mile,  and 
the  Dry  Fork,  a  population  of  27  per  square  mile."^  Combined, 
they  have  a  population  of  20,840,  or  an  average  of  17  people  to  the 
square  mile. 

These  valleys  may  be  "sparsely  populated,"  but  the  popula- 
tion is  almost  twice  as  dense  as  the  population  in  the  valley  of  the 
Missouri  River. 

The  population,  both  rural  and  urban,  on  the  watershed  of  the 
Missouri  River  is  9  to  the  square  mile,  that  of  the  Illinois  River 

*See  Report  of  Commission  of  Hydraulic  Engineers,  1902.     Page  50. 
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is  127  to  the  square  mile  and  that  of  the  Mississippi,  above  the 
mouth  of  the  Missouri  and  exclusive  of  the  Illinois,  is  33  per 
square  mile.  The  population  of  these  three  areas  combined  aver- 
ages 19  to  the  square  mile.* 

Owing  to  the  location  of  the  intake  on  the  west  shore  of  the 
river,  probably  75  per  cent,  of  the  water  taken  into  the  intake 
tower  of  the  St.  Louis  Water  Works  comes  from  the  Missouri 
River,  the  waters  of  wdiich  travel  along  the  west  shore,  and  only 
a  very  small  percentage  from  the  Illinois  River,  which  flows  along 
the  east  side.  Assuming,  how^ever,  that  a  thorough  mixture  of  the 
waters  resulted  before  they  reach  the  intake,  we  would  be  drawing 
water  from  a  drainage  area  having  a  population  of  19  to  the  square 
mile,  or,  if  we  should  place  our  intake  on  the  Missouri  River,  only 
9  to  the  square  mile,  as  against  a  population  of  17  to  the  square 
mile  from  the  valley  of  the  Meramec.  Moreover,  the  pollution 
of  the  Meramec  Valley  would  reach  our  impounding  reservoirs 
fresh  and  in  active  form,  and,  the  w^atershed  being  comparatively 
small,  a  single  source  of  pollution  might  endanger  the  whole  supply, 
while  the  greater  part  of  the  pollution  in  the  valleys  of  the  Missis- 
sippi and  Missouri  is  subjected  to  weeks  or  months  of  chemical 
change  and  bacterial  nitrification. 

In  drawing  water  for  domestic  consumption  for  the  City  of 
St.  Louis  from  the  Mississippi  River,  the  danger  from  pollution 
due  to  the  concentrated  discharge  of  some  sewage-laden  branch 
above  the  intake  is  more  to  be  dreaded  than  in  infinitely  larger 
discharge  of  sewage  hundreds  of  miles  above. 

In  1895  the  intake  was  removed  to  the  Chain  of  Rocks,  in 
order  to  avoid  pollution  from  creeks  discharging  above  the  former 
intake.  Since  this  time  the  water  furnished  by  the  St.  Louis 
Water  Works,  though  often  dark  in  appearance  and  containing 
objectionable  amounts  of  suspended  matter,  is  not  as  black  as  it 
has  been  painted,  when  judged  by  its  effect  on  the  health  of  the 
community. 

Laboratory  tests  of  water  are  valuable  indications,  but  the 
daily  test  furnished  by  the  thousands  who  drink  the  water  furnishes 
the  best  information  as  to  its  potable  qualities.  It  has  been  gener- 
ally agreed  upon  by  the  scientific  world  that  the  typhoid  fever 
death  rate  is  the  best  indication  of  the  degree  of  contamination  of  a 
water  supply  (the  report  of  "typhoid  cases"  is  not  considered  relia- 
ble for  the  purpose  of  comparison).  Judged  by  this  standard,  we 
find  that  St.  Louis  water,  in  its  unfiltered  state,  was  better,  during 


*  Calculated  from  census  of  1900. 
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,  the  five  years  from  1895  to  1899,  inclusive,  than  the  water  obtained 
from  the  drainage  areas  and  impounding  reservoirs  by  Boston, 
Baltimore  and  San  Francisco,  and  but  little  inferior  to  the  water 
obtained  by  New  York  City  from  the  Croton  Valley.  The  average 
annual  number  of  deaths  per  100,000  population  for  the  five  years 
from  1895  to  1899,  inclusive,  was  32  for  Boston,  37  for  Baltimore, 
2,2  for  San  Francisco,  22  for  St.  Louis  and  17  for  New  York  City.* 
All  of  these  cities  except  St.  Louis  obtain  supplies  from  drainage 
areas  in  a  manner  similar  to  that  proposed  for  St.  Louis  from  the 
valley  of  the  Meramec. 

Mr.  McMath  claims  that  it  is  ''dealing  in  futures"  to  say  "that 
water  collected  from  a  catchment  area  like  the  Croton  wall  sooner 
or  later  be  polluted  to  an  extent  requiring  that  they  be  filtered  for  a 
public  w^ater  supply."  The  difficulties  which  New  York  has  en- 
countered in  preventing  excessive  pollution  of  its  water  supply  are 
well  known.  It  is  acknowledge  by  those  best  entitled  to  an  opinion 
that  the  water  from  the  Croton  is  not  satisfactory  in  quality,  ac- 
cording to  modern  standards. 

Many  prominent  engineers  have  for  years  past  recognized  the 
desirability  of  filtering  the  supply  from  the  Croton. 

As  an  evidence  of  the  presence  of  this  sentiment,  we  find  in 
the  report  of  John  R.  Freeman,  under  date  of  March  23,  1900,  to 
the  Comptroller  of  New  York  City,  on  "New  York's  Water  Sup- 
ply," t  the  following:  'T  venture  to  express  the  belief  that  twenty 
years  hence  the  public  will  have  become  educated  to  demand  a 
higher  standard  of  purity  in  public  water  supplies,  and  that  all 
future  work  should  be  laid  out  with  a  view  to  filtration  ten  or 
twenty  years  hence  of  all  water  entering  the  distribution  system. 
.  .  .  .  Personally,  I  believe  that  with  complete  meters  and 
proper  waste  restriction  filters  could  be  properly  advised  at  once 
for  the  Croton  supply." 

In  the  report  made  to  ''The  Merchants'  Association  of  New 
York  City,"  under  date  of  June  15,  1900,  by  the  "Engineering 
Committee,"  which  consisted  of  the  following  well-known  en- 
gineers, to  wit:  Thomas  C.  Clarke  (chairman),  Rudolph  Hering, 
Edward  P.  North,  H.  Haines,  D.  McN.  Stauffer,  H.  G.  Prout, 
E.  E.  Olcott,  Henry  R.  Towne,  D'Le  Roy  Dreasser  and  R.  R. 
Bowker,  we  find  the  following  ::j: 

"We  consider  the  time  to  have  arrived  when  the  surface  waters 
of   the    Croton,    Bronx   and   Long   Island    watersheds    should    be 

*See  Annual  Report  of  Water  Commissioner  for  year  ending  April,  1901. 
tPage  12. 
tPage  54. 
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filtered.  It  is  not  so  much  the  occasional  turbidity  and  unpleasant, 
taste  of  these  waters  which  demand  this  improvement,  but  the 
frequent  high  percentage  of  bacteria  contained  in  them,  .... 
The  evidence  in  hand,  connecting  certain  diseases  with  water  sup- 
plies exposed  to  occasional  pollution,  as  are  the  Croton,  Bronx  and 
populated  parts  of  Long  Island  watersheds,  is  now  so  strong  that 
it  is  no  longer  questioned." 

What  better  evidence  could  be  asked  for  to  prove  that  the 
prediction  that  water  catchment  areas  like  the  Croton  will,  sooner 
or  later,  require  filtration  is  not  ''dealing  in  futures"  ? 

Assuming  that  further  investigations  and  surveys  should  de- 
monstrate that  all  of  the  conditions  for  an  abundant  supply  from 
the  valley  of  the  Meramec  are  as  favorable  as  those  who  are  now 
advocating  the  plan  hope  to  find  them,  it  would  require,  to  carry 
out  the  scheme,  a  preliminary  investment  by  the  City  of  St.  Louis 
of  $26,500,000,  according  to  Mr.  McMath's  estimate,  or  of  $31,- 
000,000,  according  to  the  estimate  of  the  Expert  Commission. 
On  the  other  hand,  we  have  the  proposition  to  filter  the  water 
supply  from  the  Mississippi  River  at  an  expenditure  for  a  filter 
plant  of  $1,700,000,  with  an  annual  cost  of  operation,  exclusive  of 
interest  and  sinking-fund  charges,  of  $150,000  to  $180,000,  accord- 
ing to  the  amount  of  coagulant  used,  based  on  our  present  average 
consumption  of  67,000,000  gallons  per  day. 

If  such  a  filter  plant  can  be  operated  successfully  and  satis- 
factorily, then  the  city  should  build  the  filter  plant  rather  than 
spend  from  $25,000,000  to  $30,000,000  in  developing  the  Meramec 
supply,  and,  if  that  conclusion  is  correct,  then  there  is  no  further 
need  for  surveys  or  investigations  of  the  valley  of  the  Meramec. 
Objection  is  made  to  the  filter  plant  on  account  of  the  necessity 
of  using  a  coagulant.  There  is  a  strong  popular  objection  to  the 
use  of  alum,*  which  is,  however,  founded  largely  on  prejudice  and 
ignorance.  ''We  want  no  chemically  treated  water;  alum  is  an 
astringent  and  will  poison  the  people — it  will  render  the  water 
unfit  for  boiler  purposes."  These  are  the  stock  arguments  against 
the  filtration  plant. 

How  do  a  proper  interpretation  of  the  chemical  action  which 
takes  place  and  the  experience  of  existing  plants  bear  out  these 
predictions  ?  True,  alum  is  an  astringent,  but  with  only  reasonable 
care  no  alum  remains  in  the  filtered  water.  Nor  is  it  necessary,  in 
our  case,  to  proportion  the  amount  of  alum  to  suit  the  varying 

♦Correctly  speaking,  sulphate  of  alumina,  sometimes  called  "filter  alum," 
is  used. 
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amounts  of  carbonates  of  lime  and  magnesia  present  in  the  water. 
It  is  necessary  only  to  add  sufficient  alum  to  bring  about  coagula- 
tion, and  this  amount  is  independent  of  the  quantity  of  carbonates 
present,  if  only  this  quantity  is  sufficient  to  decompose  the  alum 
required.  The  water  at  St.  Louis  will  at  all  times  decompose 
from  8  to  20  grains  of  alum  per  gallon  of  water,  and  a  maximum 
of  4  grains  of  alum  would  be  required  for  fiUration. 

As  applied  to  alum  filters  for  residences  or  hotels,  the  objec- 
tions to  the  use  of  alum  have  considerable  force,  because  no  regu- 
lation is  provided  whereby  the  number  of  grains  of  alum  intro- 
duced per  gallon  can  be  definitely  regulated;  but  in  a  city  plant, 
where  a  known  and  definite  quantity  of  water  is  being  pumped, 
no  difficulty  is  encountered  in  so  regulating  the  addition  of  alum 
.  as  to  insure  the  absence  of  free  alum  in  the  filtered  water. 

When  the  required  amount  of  alum  is  added  to  our  water, 
which  contains  at  all  times  considerable  quantities  of  carbonates 
of  lime  and  magnesia,  a  chemical  change  takes  place,  forming 
aluminum  hydrate  and  sulphates  of  lime  and  magnesia.  A  small 
amount  of  carbonic  acid  gas  is  set  free.  The  aluminum  hydrate, 
so  formed,  is  insoluble  in  water  and  takes  the  form  of  a  floculent 
precipitate.  It  is  taken  out  of  the  water  in  part  in  the  settling 
basins  and  the  balance  is  removed  in  the  filter.  The  filtered  water 
then  has  suffered  no  change,  except  that  a  portion  of  the  carbonates 
originally  existing  in  the  same  have  been  changed  to  sulphates, 
which  are  entirely  harmless,  there  has  been  a  slight  increase  in  the 
amount  of  carbonic  acid  gas  and  the  mud  and  bacteria  have  been 
removed. 

All  the  direful  predictions  of  injury  which  is  supposed  to  result 
from  the  daily  introduction  into  the  human  system  of  even  minute 
quantities  of  alum  have  no  force  whatever,  because  with  only  ordi- 
nary precaution  the  filtered  water  will  contain  no  alum. 

As  an  illustration  of  the  amount  of  alum  required,  we  may 
compare  the  quantify  used  in  filtering  water  with  the  quantity  used 
in  baking  bread  with  alum  baking  powders.  In  baking  a  loaf  of 
bread  weighing  14  ounces  with  an  alum  baking  powder,  about  30 
grains  of  alum  are  introduced  with  the  baking  powder.  This 
amount  of  alum  would  suffice  for  the  clarification  of  from  10  to  60 
gallons  of  water.  There  is  also  this  distinction,  that  in  using 
alum  baking  powder  the  aluminum  hydrate  remains  in  the  bread, 
whereas  in  the  purification  of  water  with  alum  the  aluminum 
hydrate  is  removed  by  the  filter. 

Should,  however,  a  trace  of  the  aluminum  hydrate  remain  in  . 
the  water,  even  under  careful  operation,  it  is  safe  to  assume  that 
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not  more  than  2  per  cent,  of  the  original  amount  would  remain. 
In  a  gallon  of  water  this  would  correspond  to  the  amount  con- 
tained in  1-500  to  1-3000  part  of  a  loaf  of  the  aforesaid  bread. 
Would  even  Mr.  jMcAIath  hesitate  to  trust  to  his  digestive  organs 
a  so  highly  attenuated  shadow  of  aluminum  hydrate? 

The  successful  and  satisfactory  operation  of  mechanical  filters 
on  water  similar  to  that  obtained  at  St.  Louis  furnishes  reliable 
evidence  as  to  results  which  might  be  expected  here. 

More  than  twenty-five  cities  in  America  are  using  alum  for 
purposes  of  water  clarification.  Some  of  them  have  been  using 
alum  for  more  than  ten  years.  Among  those  now  using  alum 
may  be  mentioned  Kansas  City,  Mo. ;  East  St.  Louis,  111. ;  St. 
Joseph,  Mo. ;  Cairo,  111. ;  Davenport,  Iowa ;  Vincennes,  Ind. ;  At- 
lanta, Ga. ;  Lexington,  Ky.,  and  Chattanooga,  Tenn.  A  32,000,000- 
gallon  filter  plant,  designed  to  operate  with  the  use  of  alum,  has 
recently  been  completed  at  Little  Falls,  N.  J.  The  cities  of  Louis- 
ville, Cincinnati  and  New  Orleans,  after  extensive  experiments, 
have  practically  adopted  the  same  system.  The  plant  at  Louisville, 
having  an  immediate  capacity  of  37,500,000  gallons,  and  designed 
for  an  ultimate  capacity  of  75,000,000  gallons,  is  at  present  under 
construction. 

In  support  of  the  statement  that  the  filter  plants  operating 
upon  wafer  similar  to  ours  are  producing  satisfactory  results,  quo- 
tations from  letters  received  some  months  ago  are  ofifered,  as 
follows : 

Mr.  C.  J.  Borden,  Mayor  of  St.  Joseph,  where  for  about  four 
years  they  had  been  filtering  with  alum  water  taken  from  the 
Missouri  River,  writes :  "Since  the  installation  of  the  filter  plant 
now  in  use  the  water  has  given  very  good  satisfaction,  both  for 
family  use  and  for  use  in  steam  boilers.  I  have  heard  no  com- 
plaint about  the  alum The  water  is  clear  and  I  have 

never  heard  any  complaints  of  its  being  unwholesome 

The  water,  so  far  as  I  know,  is  giving  perfect  satisfaction." 

Mr.  M.  C.  Wright,  Mayor  of  Cairo,  111.,  where  for  more 
than  a  year  they  had  been  filtering  with  alum  the  water  from  the 
Ohio  River,  writes :  "We  certainly  consider  the  filtration  as 
nearly  perfect  as  possible;  in  other  words,  we  find  no  objection 
whatever  to  the  water  they  have  been  giving  us  since  the  filter  plant 
has  been  put  in  operation." 

Mr.  M.  M.  Stevens,  Mayor  of  East  St.  Louis,  where  for  a 
year  and  a  half  they  had  been  filtering  with  alum  water  taken 
from  the  Mississippi  River,  writes :  "Would  state  that  this  plant 
went  into  operation  in  April,   1901,  and  the  water  through  same 


ST.  LOUIS  WATER  SUPPLY.  231 

has  been  practically  clear  at  all  times,  and,  so  far  as  I  know, 
entirely  satisfactory  to  the  consumers  of  water  in  the  city.  The 
water  is  soft  and  seems  to  answer  all  purposes  satisfactorily,  and 
is  used  by  our  factories  in  steam  boilers,  and  also  in  the  locomo- 
tives of  the  railroads  entering-  East  St.  Louis." 

The  capacities  of  the  above  mentioned  plants  are  as  follows : 
St.  Joseph,  7,000,000  gallons ;  Cairo,  3,000,000  gallons ;  East  St. 
Louis,  9,000,000  gallons  per  day. 

It  has  also  been  urged  that  the  use  of  alum  would  render  the 
water  unfit  for  boiler  purposes.  Letters  addressed  to  large  con- 
sumers of  water  for  boiler  purposes  in  East  St.  Louis,  Kansas  City 
and  St.  Joseph  have  brought  forth  the  following  replies : 

A  total  of  twenty-four  answers  were  received.  Ten  con- 
sumers claimed  that  the  water  was  better  for  boiler  purposes  than 
it  was  before  alum  was  used,  eleven  consumers  merely  stated  that 
no  injury  had  resulted  from  the  use  of  alum,  and  three  consumers 
claimed  that  alum  was  not  a  good  thing  for  boilers,  but  did  not 
present  any  conclusive  evidence  of  injury  to  boilers. 

With  the  use  of  alum  a  portion  of  the  carbonate  of  lime  is 
changed  to  sulphates,  and  it  is  conceded  that  the  sulphates  are 
considered  more  objectionable  in  boilers.  This  change,  however, 
is  more  than  counterbalanced  by  the  removal  of  the  suspended 
matter.  From  the  evidence  above  it  appears  that  the  objection  to 
the  use  of  alum  on  account  of  possible  injury  to  boilers  is  not 
well  founded. 

Careful  experiments  conducted  at  Louisville,  Cincinnati,  New 
Orleans  and  elsewhere  demonstrated  conclusively  that  the  form 
of  filter  suggested  will  not  only  clarify  the  water,  but  will,  with 
proper  operation,  remove  from  97  to  98  per  cent,  of  the  bacteria. 
It  would  serve,  therefore,  not  only  as  a  clarifying,  but  also  as  a 
purifying  process.  The  efficacy  of  a  filter  plant  in  purifying 
water  is  usually  measured  by  the  completeness  of  the  removal  of 
the  bacteria,  and  that  a  removal  of  the  bacteria  will  result  in 
reducing  the  danger  from  typhoid  fever  and  other  water-borne 
diseases  is  too  well  proven  to  admit  of  any  doubt. 

Opposition  to  the  construction  of  a  filter  plant  is  due  also  in 
part  to  the  erroneous  belief  that  some  individual  or  filter  company 
controls  patents  which  would  put  the  city  more  or  less  at  the 
mercy  of  the  patentee.  As  a  matter  of  fact,  the  controlling  patent 
on  mechanical  filtration  has  expired,  and  there  are  no  existing 
patents  on  details  which  are  essential  to  the  successful  operation 
of  a  mechanical  filter  plant.  The  City  of  Louisville  is  at  present 
building  a  filter  plant  of  this  type  without  reference  to  existing 
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patents,  claiming  that  they  infringe  none.  A  well-known  con- 
sulting engineer,  who  has  been  connected  for  fifteen  years  with  the 
manufacture  of  mechanical  filters  and  has  been  in  the  employ  of 
some  of  the  principal  filter  companies,  writes  as  follows :  "It  is 
possible  to  design  filters  which  will  not  only  possess  all  the  best 
features  of  filters  now  on  the  market,  but  which  will  embody  im- 
provements upon  present  practices  and  designs,  all  without  fear 
of  infringement  of  patents." 

It  appears,  therefore,  that  there  is  no  good  foundation  for  the 
statement  that  large  royalties  could  be  exacted  by  parties  holding 
patents  on  mechanical  filtration. 

In  mechanical  filtration  the  cost  of  the  coagulant  is  an  important 
item.  The  addition  of  a  small  amount,  averaging  perhaps  i  grain 
per  gallon,  is  sufficient  if  clarification  only  is  required,  but  an  addi- 
tional amount  and  more  careful  operation  is  required  if  a  high 
percentage  of  removal  of  bacteria  is  desired.  In  most  existing 
mechanical  filter  plants  clarification  is  made  the  primary  considera- 
tion, but  there  is  ample  evidence  to  prove  that  a  high  bacterial 
efficiency  could  readily  be  obtained  at  an  increased  expense  for 
coagulant.  In  the  estimate  of  cost  of  operation  for  St.  Louis  it 
is  assumed  that  an  average  of  not  to  exceed  3  grains  of  alum 
would  be  required  per  gallon  of  water. 

The  Missouri  River  would  furnish  a  better  water  than  we 
now  obtain.  It  would,  however,  require  the  same  treatment  as  the 
water  we  now  obtain  from  the  Mississippi.  Filtration  of  our 
present  water  would  furnish  a  satisfactory  supply,  and,  therefore, 
the  expenditure  of  perhaps  $1,500,000  in  constructing  an  intake 
on  the  Missouri  and  a  funnel  to  our  present  works  would  not  now 
seem  to  be  warranted.  This  could,  however,  be  done  at  any  time 
in  the  future  without  abandoning  any  part  of  our  present  pumping 
station,  settling  basins  or  proposed  filter  plant. 

The  next  extension  of  the  St.  Louis  Water  Works  should  be 
built  on  the  Missouri  River,  with  an  intake  above  St.  Charles. 
This  work  should  be  commenced  in  the  near  future,  in  order  to  have 
the  new  plant  in  operation  by  the  time  the  present  plant  has  reached 
its  full  capacity,  which  condition  is  likely  to  obtain  in  three  or 
four  years.  In  all  probability,  temporary  expedients  to  increase  the 
supply  from  the  present  works  will  have  to  be  adopted  before  a  new 
system  can  be  placed  in  operation. 

St.  Louis  need  never  go  further  than  the  Mississippi  and 
Missouri  Rivers  for  a  supply  of  potable  water.  Government  regu- 
lations forbidding  the  discharge  of  objectionable  refuse  will  prevent 
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excessive  pollution  as  the  country  becomes  more  thickly  populated, 
and  artificial  purification  will  remove  the  last  vestig^e  of  contami- 
nation. 

Mr.  Robert  Moore. — The  thanks  of  the  Club  are  due  to  Mr. 
McMath  for  bringing  to  the  front,  as  he  has  so  forcibly  done,  the 
problem  of  the  future  water  supply  of  St.  Louis. 

No  problem  afifecting  the  material  welfare  of  the  city  is  of 
greater  importance,  and  it  should  be  kept  continuously  before  the 
people  until  the  right  solution  is  reached  and  the  works  which 
this  solution  demands  are  put  into  execution.  I  must,  however, 
take  exception  to  some  of  the  conclusions  reached  by  the  author 
as  being  broader  than  the  facts  will  w^arrant. 

Of  these  the  first  is  his  absolute  condemnation  of  the  use  of 
alum  or  any  other  coagulant  as  a  means  of  clarifying  water.  This 
conclusion  is  based  upon  the  cost  of  such  coagulation,  upon  its 
adding  to  the  hardness  of  the  water,  but  mainly  upon  the  alleged 
injurious  effects  of  alum,  when  so  used,  upon  the  health  of  those 
who  drink  it.  Without  taking  time  to  go  into  these  objections  in 
detail,  there  are  certain  facts  which  seem  to  contradict  this  con- 
clusion and  to  suggest  that  a  re-examination  of  the  premises  is  in 
order. 

As  regards  the  cost,  we  have  the  fact  that  the  chief  use  of 
alum  is  by  private  water  companies,  wdiich  are  in  business  solely 
for  profit.  In  a  few  other  cases,  such  as  Kansas  City,  it  is  used  by 
municipalities  as  being  the  least  expensive  method  of  reaching  the 
desired  result. 

As  regards  the  hardness  of  water,  I  not  long  ago  listened  to 
some  unsolicited  testimony  by  the  manager  of  a  railroad  reaching 
St.  Joseph,  Mo.,  as  to  the  very  great  saving  to  his  company  in  the 
care  of  its  locomotive  boilers  since  the  installation*  of  the  filtration 
plant  at  that  city,  a  plant  in  which  alum  is  used  as  a  coagulant — 
testimony  w^hich  strongly  suggested  that  the  slightly  increased 
hardness  was  more  than  balanced  by  the  absence  of  mud. 

As  for  the  alleged  injury  to  the  public  health  by  the  use  of 
alum  as  a  means  of  clarifying  public  water  supplies,  I  must  say 
that',  notwithstanding  the  widespread  opinion  to  which  the  author 
appeals,  I  have  never  yet  been  able  to  find  a  single  tangible  fact 
upon  which  this  opinion  is  based.  As  stated  by  Mr.  Fuertes  in  his 
work  entitled  '^Water  and  Public  Health"  (page  203),  'There  are 
now  hundreds  of  these  filters  in  use  in  small  municipal  water  sup- 
plies, where  the  charge  of  the  chemicals  is  not  carefully  watched, 
and  yet  there  is  not  recorded  a  single  instance  where  it  is  proven 
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that  the  health  tone  of  the  community  has  heen  lowered  by  the  use 
of  water  filtered  with  the  aid  of  alum." 

To  the  same  effect  is  the  testimony  of  our  own  local  chemists, 
Dr.  Enno  Sander,  Prof.  W.  B.  Potter,  Prof.  Keiser,  of  Washington 
University,  and  others,  who,  in  a  statement,  over  their  signatures, 
printed  in  the  St.  Louis  Republic,  January  26,  1903,  say  that,  as 
a  result  of  chemical  considerations,  as  well  as  actual  experience  in 
numerous  cities  and  towns  in  this  country  and  Europe  where  alumi- 
num sulphate  is  used  as  a  coagulant,  no  actual  injury  is  wrought 
by  such  use,  either  to  the  life  or  usefulness  of  boilers  or  to  the 
health  of  either  man  or  beast.  Until,  therefore,  some  well-attested 
facts  are  produced  in  its  support,  the  popular  fear  of  injury  to  the 
public  health  by  the  use  of  alum  to  clarify  the  water  supply  must 
be  dismissed  as  baseless,  and  the  question  of  its  use  or  disuse 
decided  upon  other  grounds. 

Nor  can  I,  as  now  advised,  join  the  author  in  the  belief  that 
''it  is  almost  certain  that  St.  Louis  could  obtain  an  ample  supply 
of  pure  water  delivered  by  gravity  at  a  cost  within  the  city's  finan- 
cial ability,"  the  source  of  such  a  supply  being,  as  he  states  later, 
the  watershed  of  the  Meramec  River. 

In  any  project  of  this  kind  there  are  several  elements  to  be 
considered.  Among  them  are  the  quantity  and  quality  of  the 
water  and  the  cost  of  obtaining  it.  In  the  matter  of  cost,  in  the 
absence  of  actual  surveys  and  estimates  based  thereon,  no  state- 
ments can  be  made  which  are  much  better  than  guesses. 

And  in  default  of  a  long  series  of  gaugings  of  the  actual 
run-off  of  the  Meramec  River  and  its  tributaries,  and  in  view  of 
the  question  of  the  possibilities  of  storage  in  a  country  so  fissured 
that  one  branch  of  the  stream — the  Dry  Fork — at  times  disappears, 
all  estimates  of/juantity  are  in  like  manner  open  to  serious  doubt. 

Even  in  the  matter  of  quality  the  sparsely  settled  condition  of 
the  watershed  to-day  may  easily  lead  to  over-confidence.  The 
recent  epidemic  of  typhoid  fever  at  Cornell  University  is  a  demon- 
stration of  how  quickly  a  small  stream  may  become  dangerously 
polluted.  And,  coming  nearer  home,  we  find  that  the  drainage 
from  the  mining  camps  and  stamp  mills  which  have  followed  up 
the  lead  developments  of  the  last  fifteen  years  in  the  watershed  of 
Big  River,  one  of  the  tributaries  of  the  Meramec,  have  hopelessly 
polluted  what  was,  not  long  ago,  a  pure  mountain  stream. 

In  a  case  like  this,  where  it  is  proposed  to  take  the  water  of 
a  comparatively  small  stream,  continued  purity  can  be  secured  only 
by  a  strict  and  constant  policing  of  the  whole  watershed,  such  as 
is  hardly  possible  except  where  the  city  becomes  the  actual  owner. 
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Where  this  is  impracticable,  as  it  is  in  most  cases,  the  only 
safety  lies  in  filtration.  In  the  case  of  New  York  City,  which  takes 
its  water  from  the  Croton  watershed,  this  necessity  is  rapidly  com- 
ing to  be  recognized.  But,  if  filtration  is  necessary,  the  larger 
stream  affords  the  greater  guaranty  of  quantity,  with,  in  most 
cases,  an  equal  guaranty  of  purity  in  the  effluent. 

The  whole  problem,  however,  is  one  which  should  be  taken  up 
and  studied  exhaustively  in  all  of  its  phases.  And  in  so  doing  the 
effort  should  be  not  only  to  provide  for  the  needs  of  the  city  of 
to-day,  but  to  lay  out  a  plan  which  shall  provide  for  the  needs  of  a 
large  territory  now  outside  of  the  present  city  limits,  but  which 
will  certainly  be  within  the  limits  of  the  metropolitan  St.  Louis 
of  1950. 

Mr.  S.  Bent  Russell. — It  would  seem  that  the  main  question 
at  issue  here,  and  the  one  upon  which  engineers  will  differ,  is  this : 
Which  is  the  better  water  for  a  city?  On  the  one  hand,  a  water 
taken  from  a  river  which  drains  a  large  territory  (part  of  which 
is  thickly  populated)  and  afterwards  filtered  artificially;  or,  on 
the  other  hand,  a  water  collected  during  rainy  seasons  from  a 
comparatively  small  watershed,  impounded  in  a  reservoir  and  stored 
for  use  during  dry  seasons  without  filtration.  From  a  sanitary 
standpoint',  it  is  my  belief  that  the  majority  of  the  best  authorities 
of  to-day  favor  the  former  water.  Personally,  I  would  incline  to 
this  opinion. 

For  one  thing,  the  former  water  is  really  a  varying  mixture 
of  water  from  many  sources,  and  so  would,  on  the  average,  be 
safer  for  the  average  human  constitution.  From  an  evolutionist's 
standpoint,  the  best  water  for  the  average  man  would  be  an  average 
of  all  the  waters  drunk  by  his  progenitors.  Water  taken  from  the 
channel  of  a  great  river  would  seem  to  come  as  near  to  this  ideal 
as  could  be  asked.  That  filtration  is  a  bar  to  the  spread  of  such 
diseases  as  could  be  carried  by  water  has  been  pretty  well  estab- 
lished, as  Mr.  Flad  has  shown. 

On  the  other  hand,  we  find  it  is  known  that  large  natural  lakes 
will  furnish  pure  wafer.  From  this  comes  the  common  but  mis- 
taken belief  that  small  artificial  lakes  can  be  depended  upon  for 
pure  water.  Now,  experience  has  shown  that  only  with  the  most 
favorable  conditions  will  water  exposed  to  sun  and  air  continue 
to  purify  itself.  The  greatest  care  and  precautions  are  necessary 
to  prevent  vegetation,  and  where  we  have  vegetation  decay  will  fol- 
low and  the  quality  of  the  water  will  suffer.  I  will  not  dwell  on 
this  point,  however,  as  Mr.  Flad  has  already  shown  that  the  belief 
is  growing  that  few  natural  waters  should  be  used  without  filtration. 
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In  comparintr  waters,  the  question  of  sentiment  should  perhaps 
be  considered.  One  says  that  he  would  not  drink  water  that  had 
been  extracted  from  sewage,  even  thoui^h  it  stood  all  known  tests 
for  purity.  Of  course  not.  Most  of  our  people  will  not  eat  soup 
after  finding-  a  fly  in  it,  but'  every  man  who, eats  soup  which  he  has 
not  himself  prepared  knows  that  he  must  often  unconsciously  eat 
soup  from  which  the  unfortunate  fly  has  been  removed.  It  will 
be  many  years  before  men  will  refuse  w^ater  from  the  Mississippi 
for  sentimental  reasons,  if  it  be  agreeable  to  the  eye  and  taste. 

Now,  a  word  as  to  cost.  We  often  hear  it  said  by  thoughtless 
citizens  that  the  cost  should  not  be  considered  in  connection  with 
the  water  question.  This  is,  of  course,  idle  talk.  What  farmer 
would  carry  his  pail  to  a  spring  a  mile  away  to  get  pure  water 
if  he  had  a  stream  at  his  door  which  supplied  his  family's  wants 
without  any  known  evil  effect  on  their  health  ?  That  an  ideal  water 
is  desirable  for  a  city  goes  without  saying.  We  must  come  as  near 
to  it  as  is  wise  and  expedient  under  the  prevailing  circumstances. 
Every  city  should  consider  the  water  question  mainly  as  a  com- 
mercial one.  The  expenditure  for  pure  water  must  not  be  out  of 
proportion  to  the.  expenditures  for  other  utilities,  after  taking  all 
conditions  into  account. 

Passing  from  these  more  general  considerations  to  the  alum 
question,  it  would  seem  to  me  that  the  author  has  not  fairly  and 
impartially  weighed  the  pros  and  cons.  The  arguments  used  by 
him  are  those  of  an  advocate  attacking  the  use  of  coagulants. 

Mr.  Flad  has,  hcwever,  presented  the  arguments  defending 
the  use  of  alum.  I  think  a  fair  consideration  of  the  points  made 
by  both  would  not'  sustain  the  author's  extreme  position  that  the  use 
of  coagulants  should  be  set  aside  as  out  of  the  question  for  St. 
Louis.  A  fair  consideration  would  lead  to  the  conclusion  that  the 
use  of  alum  with  filtration  may  be  depended  on  to  improve  our 
water  to  a  great  extent.  Whether  the  process  will  purify  water 
as  successfully  and  thoroughly  as  slow  sand  filtration  can  now  be 
determined  only  by  experimental  work,  as  it  has  not  yet  been 
demonstrated  by  actual  practice  on  a  large  scale. 

In  other  words,  while  many  towns  are  now  using  the  process, 
in  none  of  them  has  any  effort  been  made  to  get  water  of  extreme 
organic  purity,  like  that  which  slow  sand  filters  are  known  to  give, 
as  has  already  been  stated  in  this  discussion.  We  may  note  here 
that  it  has  not  been  shown  that,  in  the  case  of  any  town  having 
water  like  ours,  the  process  has  failed  to  give  whatever  degree  of 
purity  was  demanded  of  it. 


ST.  LOUIS  WATER  SUPPLY.  237 

To  take  up  another  point.  The  author  assumes  in  his  paper 
that  water  from  the  Mississippi  will  not  be  safe  unless  it  is  filtered 
to  the  high  degree  expected  of  the  slow  sand  filter.  It  would  seem 
to  the  writer  that  it  is  an  open  question  whether  such  thoroughness 
is  essential  at  this  period  with  the  supply  not  more  contaminated 
than  at  present. 

In  closing,  I  would  say  that  the  author's  first  conclusion, 
which  calls  for  further  expenditures  in  surveying  the  watersheds 
of  the  Meramec  as  the  first  step  to  be  taken,  does  not  seem  to  me 
to  have  been  demonstrated  in  this  discussion.  In  a  case  of  this 
kind  the  burden  of  proof  must  fall  on  those  who  would  choose  to 
abandon  the  present  source  of  supply.  They  must  show  that  the 
present  source  of  supply  cannot  be  utilized,  and  this,  it  appears, 
they  cannot  do  without  further  information  than  is  now  at  hand. 
If  the  present  plant  can  be  utilized,  its  use  should  be  included  in 
any  comprehensive  plan  for  the  water  supply  of  St.  Louis. 

Mr.  H.  a.  Wheeler,  E.  M. — Mr.  McMafh  starts  out  correctly 
in  stating  that  alumina  hydrate  is  insoluble  in  water,  yet  he  sub- 
sequently alludes  to  it  as  a  dangerous,  cumulative  poison,  and  states 
that  it  is  soluble  in  the  lactic  acid  that  the  stomach  contains.  As- 
suming that  this  statement  is  true  (though  there  is  reason  to  believe, 
if  not  positive  assurance,  that  it  is  not  a  cumulative  type  of  poison) 
it  has  no  bearing  on  the  use  of  alum  as  a  coagulant.  For  there  is 
no  question  as  to  the  insolubility  of  alumina  hydrate,  while  its  jelly- 
like condition  causes  its  effectual  mechanical  arrest  by  the  filter 
bed.  Hence,  there  is  no  alumina  hydrate  to  be  found  or  considered 
in  the  effluent  water.  But  it  is  possible  to  have  an  excess  of  alum 
or  sulphate  of  alumina,  and  this  no  doubt  is  frequently  to  be  found 
in  the  wafers  from  private  filters,  where  a  fixed  rule  is  followed 
for  adding  the  alum,  without  regard  to  the  variation  in  the  amount 
of  carbonates  present.  It  is  also  true  that  it  would  be  a  serious 
item  of  expense  to  employ  a  chemist  to  determine  the  carbonates, 
in  order  to  regulate  the  amount  of  alum  permissible,  in  a  private 
filtering  plant.  But  the  expense  of  a  chemist  and  bacteriologist, 
constantly  examining  the  water,  would  be  an  insignificant  item  of 
expense  in  the  water  department  of  a  large  city  like  St.  Louis.  It 
also  happens  that  the  St.  Louis  water  never  contains  less  than  7 
grains  of  carbonates  of  lime  and  magnesia,  and  sometimes  as 
nigh  as  18  grains  per  gallon  during  low  water.  As  Mr.  MclMath 
admits  that  only  from  3  to  6  grains  of  alum  are  required  for  St. 
Louis  water,  or  an  average  of  4  grains  per  gallon  of  alumina  sul- 
phate, there  will  akvays  he  a  decided  excess  of  carbonates,  and 
hence  there  can  he  no  free  alum  or  sulphate  of  alumina  in  solution, 
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as  only  3  grains  of  carbonate  are  necessary  to  completely  decom- 
pose the  4  grains  of  alum.  There  is,  therefore,  no  risk  whatever 
of  alum  poisoning-  in  the  St.  I^ouis  problem,  even  if  a  mechanical 
rule  of  using-  4  grains  is  followed,  instead  of  having  the  proper 
quantity  determined  each  day  by  a  chemist. ,  This  latter  should  be 
done,  if  for  no  other  purpose  than  to  avoid  a  needless  waste  of  alum 
by  using  more  than  is  necessary,  as  a  chemist  could  readily  save 
his  salary  in  a  month  by  determining  the  minimum  amount  re- 
quired as  the  amount  of  silt  varies. 

As  regards  the  Courtois-Huzza  watershed,  which  is  not  only 
an  essential  but  the  most  important  of  the  Meramec  basins,  there 
is  already  an  extensive  series  of  lead  mines  scattered  throughout 
its  headwaters.  While  it  is  true  that  these  mines  to-day  are 
largely  of  the  surface  or  "patch"  type  of  ''diggings,"  and  are 
important  lead  producers  only  under  the  stimulus  of  an  active 
market,  this  same  remark  could  have  been  equally  applied  to  the 
St.  Francois  county  basin  less  than  fifteen  years  ago.  Yet  to-day 
this  St.  Francois  district  has  grown  into  one  of  the  largest  lead 
producers  in  the  world,  since  the  discovery  of  the  deep  disseminated 
deposits  of  lead,  with  a  series  of  new,  growing,  populous  towns 
and  lead  mills  scattered  along  its  rivers,  so  that  the  waters  that 
were  pure  and  wholesome  ten  years  ago  are  to-day  the  most 
polluted  in  this  state.  As  far  as  geological  evidence  and  mining 
experience  can  predict,  the  next  twenty  years  will  see  a  larger 
development  of  the  deep  disseminated  lead  mines  in  the  Wash- 
ington county  portion  of  the  Courtois  watershed  than  now  exists 
in  the  adjoining  St.  Francois  county,  with  a  consequent  hope- 
less contamination  of  the  now  pure  wafers.  In  fact  this  bright 
future  has  already  greatly  enhanced  the  value  of  lands  in  this 
Courtois  basin,  so  that  tracts  that  could  have  been  purchased  for 
$3  to  $20  an  acre  ten  years  ago  are  now  selling  for  $50  to  $100 
an  acre,  and  are  almost  sure  to  go  very  much  higher.  This  is 
going  to  very  greatly  increase  the  cost  of  the  reservoirs  should  the 
Meramec  scheme  be  favorably  considered. 

A  still  more  dangerous  and  uncertain  factor  in  the  entire 
Meramec  project,  which  applies  to  all  three  basins,  is  the  very 
great  uncertainty  whether  large  dams  are  possible  in  that  country. 
For  the  formation  is  mainly  limestone  of  very  great  age.  During 
the  enormous  geological  period  that  this  area  has  been  dry  land 
and  subject  to  chemical  erosion,  extremely  numerous  channels  or 
crevices  have  been  opened  throughout  the  formation.  Sometimes 
they  follow  faults  or  lines  of  fracture,  but  more  frequently  form 


ST.  LOUIS  WATER  SUPPLY.  239 

along  the  joint  and  bedding  planes  that  pervade  these  limestones. 
These  openings  or  channels  vary  from  mere  pipes  a  few  feet  or  so 
in  diameter,  to  large  caves  of  great  length,  and  again  are  narrow 
crevices  or  sheets  only  a  few  inches  high,  but  of  very  great  width 
where  a  bedding  plane  is  followed.  The  bulk  of  the  Meramec 
River  water  issues  from  one  of  these  limestone  pipes  or  channels 
or  the  ]\Ieramec  Spring. 

The  backing  up  of  the  water  by  dams  in  this  formation  is  liable 
to  change  the  flow  from  a  surface  stream  to  an  underground  stream 
that  may  issue  at  some  distant  point  below  the  dam.  Nor  can 
these  underground  channels  he  discovered  with  any  certainty  with- 
out actual  trial,  as  has  been  found  by  costly  experience  in  the 
St.  Francois  county  district,  which  is  also  a  limestone  region. 

As  the  topography  will  demand  high  dams  to  secure  any 
considerable  storage  area,  the  resultant  pressure  is  liable  to  cause 
the  present  surface  water  to  flow  through  these  underground  drain- 
age channels  to  other  outlets,  and  thus  defeat  the  scheme. 

]^Ir.  J.  J.  Kessler. — An  analogy  to  the  prejudice  existing 
against  the  use  of  alum-filtered  wafers  is  found  in  the  case  of  the 
alum  baking  powders.  It  is  not  at  all  unusual  to  see  a  notice  in  the 
daily  papers  referring  to  cases  where  harm  has  resulted  from  the 
use  of  alum  baking  powders.  Strong  proof  has  been  brought  out  to 
show  that  these  notices  are  for  the  most  part  advertising  matter, 
paid  for  by  the  baking  powder  trust,  who  control  the  cream  of 
tartar  market  and  are  therefore  interested  to  see  that  no  other  but 
cream  of  tartar  powders  are  sold. 

The  evidence  which  has  been  responsible  for  the  general  feeling 
against   "alum  powders"   seems,   therefore,   to  be  of  little  value. 

Whether  aluminum  hydroxide  is  injurious  to  the  system  in  the 
extremely  minute  quantities  in  which  it  may  be  soluble  in  wafer 
is  a  question  on  which  much  light  could  be  thrown  by  such  experi- 
ments as  Dr.  Wiley,  Chief  Chemist  of  the  United  States  Agricul- 
tural Department,  is  about  to  undertake. 

He  intends  to  select  a  number  of  healthy  young  men  and  feed 
them  on  different  adulterated  and  impure  food  products,  carrying 
out  the  tests  for  a  length  of  time  and  under  conditions  which  are 
intended  to  afford  much  valuable  information. 

W^ater  containing  whatever  minute  quantity  of  aluminum 
hydroxide  it  can  dissolve  under  different  temperature  conditions 
and  with  different  other  substances  present  can  be  easily  and  ac- 
curately prepared,  and  it  should  take  very  little  time  to  ascertain 
whether  it  has  little  or  no  effect  on  the  system,  or  whether,  as  has 
25 
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been  stated,  it  is  as  violent  a  cumulative  poison  as  lead,  arsenic  or 
bismuth. 

Mr.  N.  p.  Simix,  C.E. — In  1897  the  writer  studied  waterworks 
and  water  purification  m  different  cities  of  the  United  States,  and, 
through  the  courtesy  of  Mr.  M.  L.  Holman,  C.E.,  he  has  acquainted 
himself  with  the  waterworks  of  St.  Louis. 

The  writer  has  arrived  at  the  general  understanding  that  small 
cities,  which  have  already  built  their  waterworks,  do  not  encounter 
the  difficulties  in  regard  to  water  purification  which  large  cities 
are  encountering.  This  is  probably  due  to  the  fact  that  large  cities 
aim  to  place  their  waterworks  in  more  advantageous  economical 
conditions  than  do  the  small  cities.  This,  however,  does  not  prove 
that  large  cities  may  not  be  as  successful  as  small  cities.  What  has 
been  possible  for  the  city  of  Quincy,  111.,  using  water  from  the 
Mississippi,  should  be  possible  also  for  St.  Louis.  The  writer  has 
given  much  thought,  for  instance,  to  the  great  difference  of  the 
attitude  occupied  by  large  and  small  American  cities  in  regard  to 
the  question  of  fire-protection  waterworks.  There  are  many  cases 
where  small  American  cities  have  quite  easily  built  excellent  fire- 
protection  waterworks,  the  same  waterworks  plant  successfully 
serving  for  the  household  and  for  fire  protection.  On  the  other 
hand,  it  is  a  fact  that  many  large  cities,  having  abundant  water 
supplies,  can  no  longer  depend  upon  extinguishing  their  fires 
directly  from  fire  hydrants,  and  are  obliged  to  introduce  steam  fire 
engines,  drawing  their  water  from  the  mains,  or  to  build  separate 
waterworks,  designed  only  for  fire  use,  such  as  are  described  by 
Mr.  John  C.  Trautwine,  Jr.,  C.E.,  in  his  recent  paper  read  before 
the  Engineers'  Club  of  Philadelphia. 

Generally  speaking,  the  writer  is  of  the  opinion  that  every- 
thing which  is  possible  for  small  cities  should  be  possible  also  for 
large  cities,  and  he  wishes  to  apply  this  thought  also  to  the  water 
question  of  St.  Louis. 

Through  his  acquaintance  with  American  water  purification 
plants  and  with  American  literature  on  this  subject,  and  also 
through  his  personal  experience  in  Russia,  the  writer  knows  that 
the  American  method  of  water  purification  can  always  give  excel- 
lent results.  On  the  other  hand,  the  English  method  of  water 
filtration  cannot  always  give  good  results.  The  experimental  work 
of  the  new  English  filters  in  Moscow,  in  the  spring  of  1901  and 
1902,  was  unsatisfactory,  the  water  remaining  turbid.  The  same 
sometimes  happens  in  \\'arsaw,  St.  Petersburg,  Bremen  and  other 
European  cities. 
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Since  August,  1902,  the  city  of  Wiesbaden  has  been  purifying 
its  very  muddy  river  water  by  means  of  rapid  sand  filters  of  the 
system  of  Krohnke  without  coagulation,  the  water  being  subse- 
quently ozonized,  which  makes  it  sterile  and  sparkling  and  gives  it 
a  delightful  taste. 

The  writer  thinks  that  the  results  attained  by  Quincy  and 
Wiesbaden  can  be  easily  attained  by  St.  Louis. 

Being  insufficiently  acquainted  with  the  local  conditions  of 
St.  Louis,  the  writer  can  make  only  some  general  suggestions,  viz: 

1.  The  whole  matter  of  water  purification  in  St.  Louis  should 
be  subjected  to  a  permanent,  competent  scientific  control. 

2.  Understanding  that  there  is  in  St.  Louis  no  available  water 
which  could  be  used  without  filtration,  the  writer  believes  that  St. 
Louis  could  advantageously  use  the  Mississippi  water,  which  many 
other  cities  are  successfully  using. 

3.  Plain  subsidence  of  the  water,  without  coagulation,  could 
be  used  as  a  preliminary  process,  facilitating  the  subsequent  purifi- 
cation. 

4.  Filtration  of  the  water  could  be  accomplished  according 
to  the  American  method  with  preliminary  coagulation,  which,  under 
the  given  conditions,  could  do  no  harm.  Coagulation  should  be 
followed  by  sedimentation.  The  surface  of  the  filter  bed  should 
be  washed  as  frequently  as  possible. 

5.  In  regard  to  the  coagulation  of  the  water,  the  writer  would 
recommend  the  following  method :  The  coagulant  should  be  used 
in  the  settling  basin  only  to  such  an  extent  as  zi'ould  be  necessary 
for  removing  the  turbidity  of  the  water.  As  to  the  bacteria,  their 
removal  should  not  be  the  aim  of  coagulation  and  nitration.  After 
these  processes  the  writer  would  recommend  : 

6.  To  use  ozonization  as  a  final  process.  This  process  would 
kill  all  bacteria  remaining  in  the  water,  rendering  it  Suerile.  It 
would  also  charge  the  water  with  oxygen,  thus  improving  its  taste. 
Water  purified  only  by  filtration  is  always  low  in  oxygen  and  does 
not  have  a  fresh  taste. 

Believing  such  a  method  to  be  applicable  to  the  purification  of 
the  water  of  the  Mississippi,  the  writer  thinks  that  the  introduction 
of  the  ozonization  of  water  would  reduce  to  a  minimum  the  expense 
of  coagulation. 

In  order  to  assure  a  proper  solution  of  the  question  of  water 
purification,  the  writer  deems  it  advisable  to  arrange  for  preliminary 
experimentation,  which,  conducted  under  strictly  scientific  control, 
would  show  all  the  details  of  the  question  and  would  make  a 
precious  contribution  to  the  world's  literature  of  waterworks. 
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The  writer  thinks  that  water  purification  methods  should  al- 
ways be  subject  to  scientific  control,  and,  therefore,  that  the  purifi- 
cation of  a  city  water  supply  by  house  filters  is  inadmissible. 

Mr.  John  W.  Hill. — Mechanical  filters,  when  used  with  a 
chemical,  I  do  not  think  can  be  shown  to  be, an  unqualified  success. 
As  a  rule  the  amount  of  coagulant  applied  with  these  filters  is  not 
sufficient  to  injure  the  water  by  reason  of  undecomposed  chemical 
in  the  eftluent.  Such  observations  as  I  have  made  of  mechanical 
filters  using  sulphate  of  alumina  as  the  coagulant  indicate  that  the 
amount  of  chemical  applied  is  usually  too  low  to  produce  any 
injury  to  the  filtered  w^ater  or  to  produce  a  satisfactory  reduction 
of  the  bacterial  and  turbidity  contents  of  the  water. 

An  instance  is  recorded  of  a  waterworks  which  was  using  a 
system  of  mechanical  filters,  and  supposed  to  be  using  sulphate  of 
alumina  as  a  coagulant.  At  the  time  of  purchase  eleven  bairels  of 
chemical  was  furnished  with  the  filters,  and  four  years  later,  when 
I  visited  the  works,  seven  barrels  of  the  original  number  still  re- 
mained unused.  The  filters  were  being  worked  at  the  rate  of 
190,000,000  gallons  per  acre  per  day.  The  manager  explained  that 
there  was  a  local  prejudice  against  the  use  of  alum,  and,  in  his 
opinion,  it  was  not  necessary,  anyhow.  The  raw  water  was  shown 
to  contain  25,000  colonies  of  bacteria  per  cubic  centimeter  and  the 
filtered  water  contained  5000  colonies  per  cubic  centimeter.  Here 
no  alum  was  used  and  no  purification  obtained.  These  works  were 
supplying  4,000,000  gallons  of  such  w^ater  per  day,  and  everybody 
was  happy  excepting  the  people  who  were  required  to  use  the  water. 

In  another  instance  with  mechanical  filters  alum  was  being 
used  at  an  average  annual  rate  of  1  grain  per  gallon.  No  bacterial 
tests  were  made,  but  the  turbidity  of  the  effluent  water  was  about 
15  by  the  silica  standard.  These  w^orks  were  supplying  6,000,000 
gallons  per  day,  and  the  alum  was  used  in  small  doses  to  satisfy 
an  agreement  between  the  city  and  the  water  company  that  the 
water  should  be  filtered  throughout  by  mechanical  filters  with  alum 
as  a  coa'gulant. 

There  is  no  doubt  that,  with  a  liberal  use  of  sulphate  of 
alumina,  mechanical  filters  will  produce  an  effluent  that  is  fair  to 
look  upon,  but  as  a  steady  diet  I  prefer  water  that  is  naturally 
potable  or  rendered  so  in  some  other  way.  Until  after  reading  j\Ir. 
Flad's  discussion  of  Mr.  McMath's  paper  I  was  not  aware  that 
people  who  thought  that  water  should  not  be  purified  by  me- 
chanical filtration  with  the  aid  of  a  powerful  chemical  were  "pre- 
judiced and  ignorant."     I  have  never  heard  anyone  suggest  that  the 
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advocates  of  mechanical  filtration  with  sulphate  of  alumina  as  an 
aid  were  ''prejudiced  and  ignorant,"  but  it  has  been  sometimes  inti- 
mated that  their  judgments  might  be  slightly  warped  by  some  of 
the  attractive  features  of  this  system  of  water  purification.  Some 
mention  is  made  by  Mr.  McMath  of  the  adoption  by  Louisville  of 
mechanical  filters  and  a  coagulant  for  the  filtration  of  the  water  of 
that  city ;  but,  in  view  of  the  considerable  length  of  time  which  has 
elapsed  since  the  completion  of  the  Louisville  investigations  (Octo- 
ber, 1897),  and  the  comparatively  small  volume  of  water  to  be 
treated  (37,500,000  gallons  per  day),  remarkable  speed  has  not 
been  made  to  put  the  adopted  system  in  operation.  So  far  as  sta- 
tistics have  been  published,  they  fail  to  show  improvement  of  the 
public  health  by  chemically  purified  w^ater ;  at  least,  not  sufficient 
to  remove  the  ''prejudice"  or  mitigate  the  "ignorance"  of  that  class 
of  people  who  do  not  favor  such  mode  of  treatment  of  water 
intended  to  be  used  as  a  diet. 

I  regard  as  of  great  weight  the  experience  and  opinion  of  the 
German  engineers  on  filtration,  and  among  these,  so  far  as  my 
knowledge  extends,  the  use  of  sulphate  of  alumina  or  any  similar 
chemical  for  water  purification  is  sternly  tabooed. 

I  believe  it  is  possible  to  so  proportion  the  coagulant  to  me- 
chanical filters  that  very  little  or  none  of  the  chemical  will  appear  in 
the  effluent  water,  but  this  requires  a  degree  of  skill  which  it  is 
thought  will  be  wholly  unattainable  in  the  operation  of  filtration 
works  upon  a  large  scale. 

There  is  only  one  advantage  which  filtration  with  the  aid  of 
a  coagulant  can  possibly  have  over  filtration  without  a  coagulant, 
and  that  is  that,  in  times  of  great  turbidity  of  applied  water,  it  can 
produce  a  clearer  effluent,  but  at  a  cost  for  chemicals  which  it  is 
doubtful  whether  cities  would  be  willing  long  to  maintain.  If  the 
degree  of  turbidity  intimated  by  Mr.  McMath  for  purified  Missouri 
River  water  should  be  a  standard  elsewhere  with  rivers  carrying 
less  sediment  there  would  be  no  difficulty  in  always  attaining  a 
better  clarification  of  water  than  this  implies,  without  resorting  to 
the  use  of  chemicals.  The  standard  proposed  by  the  Medical 
Society  of  the  District  of  Columbia,  and  accepted  by  the  engineer 
of  the  Washington  Aqueduct,  as  representing  a  satisfactory  degree 
of  clarification,  viz,  6.25  parts  per  million  by  the  silica  standard, 
can  easily  be  attained  by  plain  sand  filtration.  It  is  rare  indeed 
that  the  filters  now  operating  in  Philadelphia  have  delivered  an 
effluent  water  with  a  turbidity  as  high  as  5  parts  per  million  by  the 
silica  standard,  and  the  average  is  about  2  parts  by  the  silica  stand- 
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ard,  or  less  than  one-third  the  deg^ree  of  turbidity  which  is  regarded 
by  the  Washington  authorities  as  admissible  in  filtered  water.  The 
turbidity  mentioned  above  for  Washington  is  equal  to  .025  by  the 
platinum  wire  standard. 

Comparisons  have  been  made  in  the  testing  stations  of  the 
Philadelphia  Department  of  Public  Works,  of  filtration  with  and 
without  a  coagulant,  and  the  data  collected  abundantly  demonstrates 
that  the  sewage  pollution  of  the  Delaware  and  Schuylkill  River 
waters  is  better  removed  by  plain  sand  filtration  without  a  coagu- 
lant than  it  is  with  a  coagulant,  and  at  a  cost  lower  than  it  would  be 
if  a  coagulant  were  used  by  at  least  the  price  of  the  chemical. 

As  a  general  proposition,  the  experience  here  in  Philadelphia 
has  demonstrated  that  it  is  easier  to  reduce  the  bacterial  content  of 
polluted  river  water  than  to  produce  an  absolutely  clear  effluent, 
but  as  between  water  showing  a  turbidity  of  i  or  2  parts  per  million 
by  the  silica  standard,  and  water  absolutely  free  from  turbidity, 
none  but  an  expert  with  a  tube  of  distilled  water  or  filtered  water 
of  zero  (o)  turbidity  could  detect  this  slight  amount  of  remaining 
suspended  matter. 

The  occasional  use  of  a  filtered  water  containing  undecom- 
posed  sulphate  of  alumina  may  do  no  harm  to  some  people,  but 
the  continued  use  of  such  water,  in  my  opinion,  will  do  harm 
to  some  people.  So  far  as  I  have  had  opportunity  to  discuss  the 
matter  wnth  medical  men,  alum  is  not  regarded  as  a  food,  nor  as  a 
proper  constituent  of  food.  It  is  a  powerful  astringent,  and  an 
astringent  should  be  introduced  into  the  human  system  only  when 
used  as  a  drug  and  under  medical  advice. 

The  continued  use  of  water  purified  by  the  aid  of  sulphate  of 
alumina  with  some  people  is  bound  to  lead  to  serious  derangement 
of  the  digestive  apparatus.  The  exact  influence  of  water  contain- 
ing a  measureable  amount  of  astringency  on  the  delicate  vessels 
lining  the  alimentary  canal  is  a  question  that  must  be  answered  by 
physiologists.  That  it  is  bound  to  be  injurious  to  some  people 
seems  to  me  to  be  a  proposition  that  cannot  be  seriously  disputed, 
and  there  can  be  no  better  argument  for  the  general  use  of  a  public 
water  which  is  injurious  to  some  of  its  people,  than  it  is  to  assume 
that  only  some  of  the  people  would  be  affected  by  the  continuous 
use  of  an  unfiltered  polluted  water.  The  object  of  procuring  pure 
water  for  a  city  is  that  it  shall  have  a  beneficial  influence  upon 
the  whole  population,  or,  at  least,  will  do  no  injury  to  any  part  of 
the  population. 

The  mechanical  filter  has  a  function.     It  should  not  be  con- 
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demned  because  it  has  been  largely  introduced  to  purify  water  with 
the  aid  of  chemicals ;  this  is  not  the  fault  of  the  filter,  but  rather  its 
misfortune.  Considering  the  mechanical  filter  as  an  apparatus 
for  the  preliminary  treatment  of  water,  taking  the  place  of  large 
settling  basins,  it  will  have  a  utility  as  wide  and  potent  as  that  of 
the  plain  sand  filter.  In  this  case  it  operates  as  does  the  plain  sand 
filter,  but  at  higher  rates,  and,  as  indicated,  will  accompHsh  in  a 
short  space  of  time  what  would  require  a  great  length  of  time  with 
sedimentation  reservoirs.  Viewed  from  this  standpoint,  the  me- 
chanical filter  may  be  made  a  success,  but  its  use  for  this  purpose 
excludes  chemicals. 

SEDIMENTATION. 

Experience  has  abundantly  shown  that  water  can  be  purified 
by  sedimentation.  If  water  is  placed  in  a  vessel  and  allowed  to 
remain  for  a  sufficient  length  of  time  bacteria  and  other  life  disap- 
pears. Miquel,  in  Paris,  took  a  bottle  of  raw  Seine  water  and  set 
it  aside  for  several  years.  At  the  end  of  the  time  careful  bacterio- 
logical tests  were  made  and  the  water  was  found  to  be  absolutely 
sterile. 

In  February  of  1900  I  collected  from  the  fore  bay  of  the 
Spring  Garden  Pumping  Station,  Philadelphia,  a  bottle  of  Schuyl- 
kill River  water  at  a  time  when  the  turbidity  was  very  great,  but 
before  the  city  had  begun  to  conduct  regular  daily  bacteriological 
tests  of  its  water,  and  therefore  the  original  bacterial  content  of  this 
water  is  not  known.  By  inference  from  the  known  conditions  of 
the  water  during  February  of  1901,  1902  and  1903,  it  would  be 
fair  to  assume  that  this  water  contained  as  much  as  30,000  bacteria 
per  cubic  centimeter.  Two  years  later  samples  were  taken  from 
this  bottle  of  water  and  very  carefully  tested  for  bacterial  life,  and 
the  water  was  found  to  be  absolutely  sterile.  This  test  was  twice 
repeated,  with  the  same  results,  and  I  now  regret  that  samples  were 
not  drawn  from  the  bottle  at  different  times,  viz,  60  days,  90  days, 
3  months,  6  months  and  i  year,  in  order  to  determine  at  what  time 
in  quiescent  sedimentation  bacterial  life  wholly  disappears  from  the 
Schuylkill  River  water. 

Several  tests  of  quiescent  sedimentation  have  been  made  with 
one  of  the  divisions  of  the  Fairmount  Reservoir.  This  basin  has  a 
capacity  of  3,346,000  gallons,  is  12  feet  deep,  and  in  the  tests  men- 
tioned the  basin  was  filled  to  the  flow  line  with  raw  water  from 
the  Schuylkill  River  and  then  allowed  to  rest  quietly  during  a 
period  of  time  ranging  from  three  to  four  weeks.  The  results  of 
this  investigation  are  given  in  the  following  table : 


246 


ASSOCIATION  OF  ENGINEERING  SOCIETIES 


0  V 

i 

PQ 

8  ■ 

.    0 

■      0 

•  •  8  '8  ■  • 

.^ 

ro                    H 

.  ^ 

_  0 

p.- 

«  ; 

.     .  0     -SO     •     . 

•00       • 

•    Tt      ...       .    Tt 

■     ■  00 

.        .     ON       • 

•  0 

^1 

6  V 

1 

1: 

Rg   •       -^  • 

0 

PI            N 

3-- 

N  • 

0  00 

1 

1 

10  • 

00 

■  0^  "      ■  0 

.^. 

00 

'"' 

T3 

-  • 

. .  0   •   •   •  t^  • 

•      -^         • 

.      .  vn     •      .  vO 

•      •  >D 

A 

4 

.2 
a; 
u 

10 . 

0 

•  •  8  ■  -^  ■ 

ro 

■^    •     -^      • 

vO 

3-- 

0 

2 

HI 

i  ^.0 
a  > 

.2 

88 
0  0 

•  -8  •  -a  • 

■§   ■ 

:|:  :^: 

■    0      • 

.    .00'    .    .  cT    . 

-a 

3-- 

0   u^ 

On  N 

ro               M 

S. 

N                 ro 

fO 

ro 

.   0 

SI 

.5 

8: 

00^  . 

8  ■  -8  ■  -8 

■     8 

•  •  8  ■  ■  0 

LO 

C<                    1-1 

.      .    ro 

.  .  00'  .  .  n" 

•         •     " 

-0 

p.ti 

til  ■ 

t^       -^ 

fD 

0 

< 
Q 

s 

1 

3 

1 

M 

r^  tJ-  u-iO    r-»>0    ON 

0  «   CI 

rn  -^  u-)vO    t-^X) 

ON    0      «      C 

•q    (S    CS    CS    (N 

t^OO 

ST.  LOUIS  WATER  SUPPLY.  247 

The  conclusion  drawn  from  the  subsidence  tests  of  Schuylkill 
River  water  in  the  Fairmount  basin,  was  that  the  time  was  too  long 
to  produce  a  satisfactory  reduction  of  the  turbidity  and  bacteria  by 
this  system  of  water  purification,  and  that  the  cost  of  sufficient 
sedimentation  basin  capacity,  wdien  compared  wdth  the  cost  of 
works  for  preliminary  filtration,  would  be  prohibitive. 

Some  experiments  by  the  writer  on  the  effect  of  quiescent  sedi- 
mentation of  the  Ohio  River  water  at  Cincinnati  in  large  reservoirs 
indicated  that  thirty  days'  subsidence  will  usually  effect  about  the 
same  bacterial  reduction  as  by  filtration,  but  this  is  a  length  of  time 
for  subsidence  which  is  usually  inadmissible  in  the  supply  of  water 
for  large  cities. 

PLAIN    SAND    FILTERS. 

Notwithstanding  Mr.  Kirkwood  nearly  forty  years  ago  pro- 
posed for  the  purification  of  the  Missouri  and  Mississippi  River 
waters  for  the  city  of  St.  Louis  limited  sedimentation,  to  be  fol- 
loW'Cd  by  the  passage  of  the  water  through  plain  sand  filters,  such 
as  he  found  at  that  time  in  use  in  the  European  cities,  it  is  well 
known  to-day  that,  had  his  plans  been  adopted,  the  filters  built  then 
would  not  have  been  successful,  ow4ng  to  the  large  amount  of 
suspended  matter  carried  in  the  raw  water,  and  had  the  St.  Louis 
scheme  been  reduced  to  practice  at  that  time,  instead  of  aiding  the 
subject  of  water  purification  in  this  country  it  might  have  had  the 
opposite  eft'ect.  Such  filters  as  Mr.  Kirkwood  might  have  built 
would  doubtless  been  as  good  as  the  filters  we  are  building  to-day, 
but  plain  sand  filters  are  not  able  to  receive  and  successfully  treat, 
after  limited  sedimentation,  such  water  as  is  supplied  by  the  Mis- 
souri and  Alississippi  Rivers  at  St.  Louis.  Applied  to  waters  of 
the  eastern  part  of  the  United  States,  like  the  Potomac,  Schuylkill, 
Delaware,  Hudson  and  Merrimac,  the  problem  of  water  filtration 
presents  a  different  aspect  and  is  less  difficult  of  solution. 

The  statement  made  by  Mr.  Mc^Math  respecting  the  use  of 
alum  in  certain  cities  of  Holland  is  rather  vague.  So  far  as  the 
writer  is  able  to  obtain  information  from  the  managers  of  works  in 
that  country,  it  indicates  that,  while  there  may  have  been  attempts 
to  aid  the  purification  of  water  by  the  addition  of  a  chemical,  it  is 
not  the  practice  to-day,  and  never  has  been  the  general  practice. 
So  far  as  I  am  aware  there  is  no  city  in  Holland,  Germany  or 
England  that  uses  a  chemical  in  the  purification  of  the  water  ob- 
tained from  sewage-polluted  sources. 

Chemicals  are  sometimes  used  for  the  reduction  of  iron  in 
ground  waters,  but,  while  considering  the  general  subject  of  filtra- 
tion of  polluted  river  waters,  it  is  fair  to  exclude  the  special  eft'orts 
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that  are  being  made  in  certain  cities  of  Germany  to  reduce  the 
amount  of  iron  carried  in  sokition  in  well  waters. 

It  is  fair  to  call  attention  to  some  errors  in  Mr.  McMath's 
paper.  For  instance,  he  intimates  that  the  plans  of  Sir  Alexander 
Binnie,  for  bringing  the  water  of  Wales  into  London,  exclude 
filtration.  I\Ir.  Binnie's  report,  upon  the  contrary,  proposes  that 
this  water  shall  be  filtered  before  it  reaches  London,  and  while  it 
is  at  an  elevation  sufficient  to  supply,  by  gravity,  London,  or,  at 
least,  the  pumping  stations  of  the  river  works.  Manchester  does 
not  draw  its  water  from  Wales,  but  largely  from  Lake  Thirlmere, 
in  Cumberland.  Liverpool  draws  its  water  from  the  artificial  lake 
formed  in  the  valley  of  the  Vyrnwy  River,  and  filters  it  before  it 
reaches  the  city. 

The  filtration  of  the  Croton  water  supply  has  been  very  seri- 
ously considered,  not  only  by  engineers,  as,  for  example,  Mr.  John 
R.  Freeman,  but  by  certain  medical  societies  of  the  city  of  New 
York.  One  of  the  latest  complaints  of  the  quality  of  the  Croton 
water  comes  from  the  German  Medical  Society,  which,  in  a  series 
of  resolutions  during  the  past  few  weeks,  insists  upon  the  filtration 
of  the  water  before  it' is  delivered  to  the  consumers.  I  am  informed 
that  the  plans  of  the  commission  now  working  upon  the  water 
supply  of  Xew  York  contemplate  taking  the  water  from  the  Hudson 
River  at  Poughkeepsie,  filtering  it  and  then  sending  it  into  the  city. 

With  reference  to  the  new  metropolitan  w^ater  supply  for 
Boston,  while  it  does  not  appear  in  the  published  reports  that  filtra- 
tion of  the  water  is  contemplated  as  a  part  of  the  original  scheme,. 
I  have  no  doubt  that  the  gentlemen  in  charge  of  this  work  are  able 
to  state  that  not  only  has  serious  thought  been  given  to  the  future 
filtration  of  the  water  from  the  large  impounding  reservoirs  now 
being  constructed  at  Clinton,  Mass.,  but  that  experiments  have 
been  made  to  determine  the  best  manner  of  accomplishing  this. 
Doubtless  it  is  the  intention  of  Boston  to  use  the  impounded  water 
first,  and  if  it  should  appear  that  other  cities  succeed  by  filtration 
in  producing  water  better  than  that  supplied  without  filtration  from 
the  new  and  old  impounding  reservoirs,  taking  water  from  the 
Sudbury  and  Nashua  Rivers,  then  filtration  will  be  introduced  as 
an  adjunct  of  the  metropolitan  supply ;  at  least,  I  understand  that  in 
developing  the  plans  this  possibility  has  been  thought  of. 

There  is  very  little  division  of  opinion  among  engineers  to-day 
upon  the  advisability  of  filtering  all  surface  waters,  whether  from 
rivers,  lakes  or  ponds,  before  they  are  offered  for  drinking  or  other 
domestic  uses.  It  is  not  necessary  that  certain  waters  be  polluted 
by  city  sewage  in  order  to  render  them  unfit  for  domestic  use.     A 
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notable  instance  of  the  pollution  of  what  ordinarily  would  be  re- 
garded as  very  pure  mountain  water,  is  found  in  the  water  flowing 
into  the  South  Platte  River,  from  the  drainage  area  of  the  South 
Park.  Thousands  of  cattle  are  quartered  in  the  South  Park,  the 
droppings  of  which  are  carried  into  the  river  by  the  run-off  of 
rainfall  on  the  watershed  and  impart  conditions  to  the  river  water 
unfitting  it  for  domestic  use,  excepting  it  be  subjected  to  some  form 
of  treatment  before  it  is  distributed  to  the  consumers  in  the  city  of 
Denver. 

In  discussing  the  reduction  of  the  typhoid  fever  rates  in  cities 
having  improved  water  supplies,  j\Ir.  Mc?\Iath  intimates  that  this  is 
not  all  due  to  improvement  in  the  quality  of  the  water,  but  is 
affected  by  improved  methods  of  medical  treatment,  etc.  The 
methods  of  medical  treatment,  however,  do  not  widely  differ  in  the 
large  cities,  but  the  typhoid  fever  rates  certainly  do.  There  can  be 
no  doubt  that  the  medical  fraternity  of  Chicago  will  compare  favor- 
ably with  that  of  any  other  large  city  of  the  country,  and  that  the 
most  advanced  methods  are  there  applied  to  the  treatment  of 
typhoid  fever,  but  during  the  past  nine  months  the  typhoid  rates  of 
that  city  have  been  unusually  high,  and  the  cause  is  largely  attrib- 
uted to  the  polluted  public  water  supply.  Can  it  be  doubted  that,  if 
the  water  of  Chicago  was  all  filtered  in  a  proper  manner,  such  a  high 
typhoid  rate  as  the  city  has  had  since  last  September  would  be 
impossible,  and  this,  of  course,  without  assuming  any  improvement 
in  the  method  of  treating  the  disease  ? 

The  following  condensed  table  from  the  results  of  plain  sand 
filtration  at  the  Lower  Roxborough  Filters,  Philadelphia,  daring  the 
past  three  months  has  been  prepared  to  show  that  the  turbidity  of 
the  Schuylkill  River  water  can  readily  be  reduced  from  100  parts 
per  million  by  the  silica  standard  to  from  i  to  3  parts,  and  the 
bacterial  content  from  5000  or  6000  per  cubic  centimeter  to  less 
than  100  per  cubic  centimeter: 

LOWER    ROXBOROUGH    FILTERS. 

Schuylkill  River,  Lower  Roxborough  Filters, 

IQ03.  Shawmont  Station.  Clear  Water  Basin. 

Week  Endinjf                              Turbidity.  Bacteria.  Turbidity.             Bacteria. 

February  7th 500  34,000                         2                           100 

February  14th 70  12,000                         3                            65 

February  2 1  St 34  8,800                         3                            65 

February  28th 8  1,400                         2                            46 

March  7th 700  36,000                         2                            48 

March  14th 32  26,000                         5                            52 

March  2ist 18  21,000                         3                            93 

March  28th 130  35, 000 

April  4th 28  17,000 

April  nth 70  36,000 

April  i8th 75  25,000 

April  25th 15  5,700 

May  2d 13  3, 900 

May  9th 14  10,000 

Averages 122  19,414                         2                             82 

Percentage  Reduction    .    .  9^-3^  99.60 


140 
140 
90 
100 
98 
56 
54 
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Continued  tests  show  usually  the  total  elimination  of  the  B. 
Coli  Communis  in  the  filter  effluents.  The  presence  of  the  typhoid 
organism  in  the  water  cannot  positively  be  demonstrated,  but  the 
closely  allied  species,  B.  Coli  Communis,  can  be  differentiated,  and 
tests  are  constantly  being  made  to  show  the  relative  numbers  of  this 
organism  in  the  applied  and  filtered  water,  with  the  gratifying 
result  that  its  presence  is  seldom  shown  in  the  water  from  the 
filters. 

The  plain  sand  filters  at  Roxborough  are  running  at  rates 
varying  from  3,000,000  to  5,000,000  gallons  per  acre  per  day.  At 
the  Delaware  River  Testing  Station,  with  preliminary  filtration,  the 
rate  is  constantly  maintained  at  6,000,000  gallons  per  acre  per  day, 
and  at  the  Schuylkill  River  Testing  Station  the  filters  are  constantly 
operated  with  preliminary  filtration  at  rates  of  6,000,000  to  10,000,- 
000  gallons  per  acre  per  day,  with  bacterial  and  turbidity  results 
satisfying  the  highest  standards  set  for  continuous  practical  work. 
The  turbidities  of  the  filtered  water  by  the  silica  standard  seldom 
exceed  3  parts  per  million  and  the  bacterial  content  seldom  exceeds 
60  per  cubic  centimeter. 

Mr.  James  H.  Fuertes. — Mechanical  filters  are  no  longer 
under  the  exclusive  control  of  private  business  concerns  or  cor- 
porations. The  fundamental  patent  on  the  use  of  a  coagulant  in 
connection  with  filtration  expired  two  years  ago,  and  any  city  is  now 
free  to  build  a  mechanical  filter  plant  without  paying  royalties.  Al- 
though, as  Mr.  McMath  says,  many  of  the  parts  composing  filters 
are  covered  by  patents,  this  does  not  necessarily  place  a  city  at  the 
mercy  of  private  companies,  because  filters  can  be  built  that  will 
not  infringe  on  any  patents.  There  has  just  been  completed,  at 
Harrisburg,  a  nine  months'  test  of  several  mechanical  filters,  con- 
structed from  my  designs,  in  which  no  patented  parts  were  used. 
The  bacteriological  and  chemical  tests  of  the  effluents  from  these 
filters  have  shown  as  satisfactory  a  degree  of  purification  as  any 
filters  the  records  of  the  tests  of  which  have  come  to  my  attention. 
Working  side  by  side  with  slow  sand  filters,  and  supplied  with  the 
same  kind  of  water,  these  mechanical  filters  have  averaged,  during 
the  nine  months,  more  efficient  than  the  slow  filters,  both  for 
the  removal  of  turbidity  and  the  removal  of  bacteria,  and  their 
work  has  been  always  good  when  the  water  was  worst,  wdiich  is 
the  reverse  of  the  case  with  the  slow  filters. 

While  the  slow  filters  did  excellent  work  when  the  water  did 
not  contain  very  much  clay,  they  failed  signally  in  removing  bacteria 
during  times  when  the  water  was  turbid.     This  is  quite  uniformly 
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the  experience  with  slow  sand  filters  in  the  treatment  of  turbid 
waters.  In  order  to  secure  a  satisfactory  effluent  from  a  slow  sand 
filter  it  is  essential  that  the  applied  water  be  nearly  free  from 
turbidity.  The  occasional  deterioration  of  the  water  during  infre- 
quent floods  is  not  a  matter  of  great  consequence  when  the  storage 
capacity  of  the  filtered  water  reservoir  is  relatively  large  in  compari- 
son with  the  daily  consumption  of  water ;  but  where  the  water  is 
persistently  turbid  for  several  weeks  or  months  each  year,  slow  sand 
filters  are  neither  efficient  nor  economical  unless  the  water  be 
clarified  before  passing  it  through  the  filters. 

The  allegations  by  Mr.  AIcMath  that  "The  evidence  established 
that  a  water,  once  turbid,  when  cleared  of  turbidity  by  plain  sedi- 
mentation, or  coagulation  and  sedimentation,  is  biologically  too 
pure  for  successful  subsequent  slow  sand  filtration,"  and  the  further 
statement,  "By  obvious  inference  this  biological  purity  greatly 
reduces  the  need  for  further  treatment  by  any  process,"  should  not 
be  accepted,  excepting  for  waters  where  this  has  actually  been 
found  to  be  the  case.  The  statement,  as  a  generalization,  is  too 
broad.  It  has  been  found,  for  instance,  that  this  is  not  the  case  with 
the  Susquehanna  River  water  at  Harrisburg.  At  times,  when 
the  turbidity  of  the  raw  water  was  as  high  as  1000  parts  per 
million,  the  turbidity  being  caused  by  clay  particles  so  fine  that  they 
would  remain  in  suspension  for  many  days,  we  regularly  removed, 
by  preliminary  treatment,  all  but  about  20  parts  per  million,  and 
still  secured  excellent  bacterial  results  in  the  subsequent  filtration 
of  this  clarified  water  through  slow  sand  filters  at  a  rate  as  high 
as  10,000,000  gallons  per  acre  per  day.  While  it  is  true  that  the  phe- 
nomena mentioned  by  Mr.  McMath  were  observed  by  Mr.  Fuller  in 
the  Ohio  River  water  at  Cincinnati  and  by  Mr.  Weston  in  the  Poto- 
mac at  Washington,  it  has  not  been  observed  during  the  course  of  the 
experiments  under  my  direction  at  the  city  of  Harrisburg.  Where 
preliminary  treatment  can  be  successfully  used  in  preparing  a  water 
for  slow  sand  filtration,  it  will  frequently  be  found  to  be  economi- 
cal, owing  to  the  fact  that  the  final  effluent  will  be  better  and  more 
uniform  in  character,  and  also  to  the  fact  that  the  lengths  of  the 
runs  of  the  slow  filters  will  be  greatly  increased  and  hence  the  cost 
of  operation  reduced. 

The  argument  that  the  use  of  a  coagulant  would  increase  the 
hardness  of  the  water  and  thereby  enhance  the  cost  of  laundry 
work  and  steam  production  falls  to  the  ground  unless  the  Missis- 
sippi River  water  is  too  soft  to  receive  a  sufficient  amount  of  alum 
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to  effect  clarification,  thereby  necessitating  the  addition  of  soda. 
In  the  discussion  of  Mr.  Flad  it  is  stated  that  the  Mississippi 
River  water  will  always  decompose  a  great  deal  more  alum  than 
is  necessary  for  the  treatment  of  the  water.  The  addition  of 
alum,  therefore,  in  the  proper  dose,  cannot  increase  the  total  hard- 
ness of  the  water,  the  chemical  change  taking  place  being  the 
decrease  of  the  carbonates  and  a  corresponding  increase  of  the 
sulphates,  or  a  change  of  a  portion  of  the  temporary  hardness 
to  permanent  hardness.  This  slight  change  in  the  character,  not 
in  the  degree,  of  the  hardness  of  the  water,  instead  of  adding 
expense  in  the  matter  of  soap  and  boiler  operation,  would,  so 
far  as  soap  is  concerned,  involve  no  material  change  from  present 
conditions,  while  in  the  cost  of  producing  steam  it  would  result 
in  a  direct  saving,  the  advantages  of  clear  water  for  boiler  pur- 
poses greatly  outweighing  the  slightly  greater  cost  of  removing  the 
sulphate  scale  from  boilers. 

Mr.  Chas.  Hermany. — Mr.  McMath  stated  that  the  reason 
why  the  authorities  of  St.  Louis  do  not  proceed  with  the  work  of 
purifying  their  public  water  supply  is  ''because  of  their  unbelief." 
This  seems  to  imply  that  they  are  obdurate  bodies,  which  is  not 
manifest.  Like  all  municipal  authorities,  they  desire  to  be  properly 
informed.  I  think  that  the  purpose  of  Mr.  McMath  is  to  assist  in 
properly  informing  the  authorities  in  question ;  at  any  rate,  let  them 
be  correctly  informed  upon  the  subject — the  development  of  water 
purification  by  artificial  methods — and  action  will  take  the  place 
of  deliberation  and  procrastination. 

The  claims  of  the  ''Meramec"  as  a  possible  source  of  water 
supply  to  consideration  are,  principally,  that  the  water  would  be 
delivered  by  gravity  flow,  that  the  expense  of  pumping  would  thus 
be  saved  and  that  the  water  would  be  so  pure  as  to  require  no 
artificial  treatment  to  fit  it  for  public  use. 

The  purity  here  claimed  is  largely  an  assumption.  Insuffi- 
cient evidence  is  furnished  to  sustain  the  claim.  It  seems  to  be 
an  open  question.  • 

The  author  assumes  that,  in  filtration,  the  formation  of  a 
"Schmutzdecke"  or  "bacterial  felt,"  in  simpler  terms,  smut  cover, 
is  necessary  for  satisfactory  bacteriological  results  in  the  filtered 
water.  The  ''Decke,"  "felt"  or  "cover"  here  considered  forms 
only  when  the  Western  river  waters  are  comparativelv  clear,  and 
is  then  only  a  modifying  factor  in  purification,  not  the  principal  one. 

The  "Decke"  upon  a  bed  of  clean  sand  is,  of  course,  nil.  It 
begins,  in  cases  where  it  forms  at  all,  on  clean  sand,  increases  in 
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body  or  thickness  until  it  seals,  it  is  said,  the  openings  in  the  sand 
at  the  surface,  also  into  the  sand  for  a  slight  depth,  and  stops 
filtration  under  moderate  head  or  pressure.  If  the  head  or  pres- 
sure is  increased,  the  "Decke"  is  said  to  break,  rendering  the 
effluent  unsatisfactory.  The  composition  of  the  ''Decke,"  when  it 
forms,  is  probably  slime  (mucous  mud)  and  bacteria.  The  author 
implies  that  the  remainder  of  the  sand  layer  has  no  function  in 
filtration,  while,  in  fact,  every  grain  of  sand  in  the  layer,  from 
top  to  bottom,  becomes  more  or  less  coated  with  slime  and  bacteria, 
until  purification  is  accomplished.  This  process  continues  until 
the  "Decke"  seals  completely,  whether  at  the  surface  or  in  the 
sand,  wdien  scraping  must  be  resorted  to  in  order  to  renew  the 
activity  of  the  filter,  but  in  an  impaired  condition.  This  is  the 
physical  operation  claimed  for  the  "Slow  Sand  Filter"  or  the 
English  system. 

The  "Schmutzdecke"  (smut  cover)  theory  found  no  verifica- 
tion in  the  Louisville  experiments,  and  to  but  a  perceptible  extent 
in  the  Cincinnati  experiments,  and  then  only  when  the  applied 
water  was  clear.  Its  formation  is,  therefore,  limited  to  the  passing 
of  clear  water  at  slow  velocity  through  sand  layers,  with  the  result 
of  bacteria  arrestment.  It  is  not  a  factor  in  the  successful  purifi- 
cation of  our  Western  river  waters,  in  the  perfect  clarification  of 
which  by  American  (mechanical)  filters  satisfactory  bacteria  re- 
moval is  an  invariable  accompaniment. 

In  the  American  system,  passing  coagulated  water  through 
the  sand,  somewhat  coarser  sand  can  be  used,  greater  velocity  of 
water  flow  is  practicable,  and  the  slime  (mucous  mud)  and  bacteria 
are  arrested  upon  the  surfaces  of  the  sand  grains  to  a  greater  depth 
in  the  layer,  until  the  voids  at  the  surface  and  in  the  sand  become 
sealed.  Washing  the  entire  sand  layer  is  then  resorted  to,  the 
filter  restored  to  its  normally  effective  condition  and  filtration 
resumed. 

In  the  American  system  the  suspended  matter,  including  bac- 
teria, is  deposited  to  a  greater  depth  in  the  sand  layer  than  in  the 
English  system. 

In  both  these  operations  the  friction  of  the  passing  water  over 
and  around  the  surfaces  of  the  sand  grains  is  the  primal  function 
of  arresting  suspended  matter,  of  bacteria  removal  and  of  purifica- 
tion. In  both  systems  the  operations  are  in  many  respects  similar ; 
but  they  differ  in  this,  that  in  the  American  filter  coarser  sand  may 
be  used  and  greater  velocity  of  the  coagulated  water  is  practicable. 

The  question   of  the   comparative   efficiencies   and   economies 
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of  the  two  systems,  all  things  considered,  is  here  not  conceded  to 
be  still  an  open  one.  If  it  is  still  open,  it  can  be  closed  only  by  the 
operation  of  two  filter  works  of  magnitude  upon  the  same  quality 
of  water,  conducted  with  equal  care  and  equal  scientific  precision. 

The  author  states,  in  incorrect  order,  .the  processes  taking 
place  in  mechanical  filters,  which  process  is  ( i )  sedimentation, 
(2)  coagulation  and  (3)  filtration,  and  not,  as  stated,  "first  coagu- 
lation, second  sedimentation  and  third  filtration." 

The  author  correctly  states  that  "An  expert  chemist  and 
bacteriologist  must  be  at  hand  to  fix  the  proportion ;  an  expert  must 
be  employed  to  make  the  application."  This  seems  to  imply  that 
an  English  filter  is  a  self-regulating  mechanism,  which  needs  no 
attention  from  an  expert.  In  the  successful  operation  of  an  Eng- 
lish filter  expertness  is  as  necessary  as  it  is  in  the  operation  of  a 
mechanical  filter.  The  difference  between  the  two  lies  principally 
in  the  fact  that,  in  the  case  of  the  English  filter  the  expert  is  com- 
paratively impotent,  while  in  that  of  the  mechanical  filter  the  expert 
is  master  of  the  situation. 

The  author  states  that  ''the  task  of  adjusting  the  dose  (of 
alum)  to  the  varying  conditions  is  admitted  to  be  vastly  more 
difficult  at  St.  Louis  than  at  any  other  locality  where  coagulation 
and  filtration  are  used  or  have  been  proposed."  This  admission 
betrays  an  Adonis-like  temperament,  w^hich  lacks  all  the  qualities 
requisite  for  mastering  the  situation.  The  promptness  with  w^hich 
the  heavier  suspended  matter  in  the  Mississippi  River  water  sub- 
sides makes  it  less  difficult  of  successful  treatment  than  that  of 
most  of  our  Western  river  waters  ;  in  the  successful  treatment  of 
any  of  which,  however,  a  dominating  courage  with  adequate  devices 
are  indispensable. 

The  suspended  solids,  for  successful  English  filters  (slow^  sand 
filters),  are  limited  by  the  author  to  125  parts  per  million.  By 
present  plain  subsidence,  it  is  stated,  300  parts  per  million  is  the 
greatest  reduction,  and  a  second  subsidence  is  necessary  to  make 
an  English  filter  work  successfully.  No  such  limit  exists  for  the 
American  (mechanical)  filter,  for  it  can  easily  treat,  clarify  and 
purify  water  containing  this  degree  of  turbiditv. 

Cincinnati  does  not,  as  stated  bv  the  author,  contemplate  adopt- 
ing the  ''Modified  Slow  Sand"  system  of  filtration.  The  sugges- 
tion quoted  has  therefore  no  application  in  the  St.  Louis  discussion. 

Subsidence  in  "considerable  bodies,"  of  volumes  comparable 
with  those  of  "lakes,"  involving  great  length  of  time,  is  not  even 
a  conceivable  project  for  St.  Louis's  case. 
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The  fairness  displayed  in  mentioning  "Induced  Natural  Fil- 
tration" concedes  merit  to  a  system  which  has  not  received  serious 
consideration  in  any  undertaking  of  similar  magnitude  to  that 
which  is  before  St.  Louis. 

The  six  steps  enumerated  as  necessary  for  obtaining  clear  and 
pure  water  from  the  Mississippi  from  the  Chain  of  Rocks  site 
can  be  diminished  by  one  step,  No.  4,  second  subsidence,  if  me- 
chanical filters  are  adopted. 

The  suggestion  to  dispense  with  the  third  step  (introduction  of 
coagulant),  and  to  substitute  an  "Extended  subsidence  in  receiving 
reservoirs"  for  filtration,  "if  the  city  would  be  content,"  is  a  vagary 
which  implies  that  the  city  is  at  sea  in  this  enterprise. 

The  author  noted  the  comparative  turbidities  of  the  waters 
on  the  Missouri  and  Illinois  shores  of  the  Mississippi  River  at 
the  Chain  of  Rocks.  This  appears  like  adding  so  many  ems  to  the 
composition  of  the  paper  under  discussion,  for  the  Illinois  shore 
water  is  not  in  the  problem.  The  full  development  of  the  present 
St.  Louis  system,  with  probably  an  eventual  intake  from  the 
Missouri  River  and  thence  partly  through  tunnel  to  the  site  of 
the  Chain  of  Rocks'  works,  would  seem  at  present  to  be  a  logical 
procedure  with  the  St.  Louis  problem,  finance  and  physics  being 
considered  jointly,  in  which  consideration,  however,  finance  should 
not  be  given  undue  weight.  There  will  be  no  mention  made  of  the 
cost  of  a  scheme  that  will  prove  a  complete  success ;  such  success  is 
assured  by  the  intelligent  application  of  the  American  system  of 
water  purification.  The  people  will  insist  that  it  shall  be  efficient 
and  satisfactory.  If  this  be  accomplished,  the  question  of  cost 
will  never  be  adverted  to. 

In  discussing  the  "Merits  and  Demerits  of  the  Several  Methods 
of  Treating  Water,"  the  following  statement  is  made :  "Sand  fil- 
tration has  been  in  use  for  a  long  time  and  on  a  large  scale  in 
Europe  and  America.  It  is,  in  fact,  nature's  process  of  clearing 
water  applied  through  filters  of  man's  construction  and  arrange- 
ment. The  limitations  of  man's  work  do  not  allow  exact  duplica- 
tions of  nature's  process,  such  as  unlimited  time  and  great  area  and 
depth  of  material." 

The  overshadowing  cosmos  here  invoked  is  embarrassing  to 
man,  for  in  it  all  there  are  no  differentiations  which  constitute 
municipal  water  supplies.  These,  where  they  exist,  are  the  results 
of  art  and  science,  or  man's  work.  But  whether  they  are  imitations 
or  originations,  the  disparagement  to  man  is  great  when  he  is  hauled 
up  at  the  bar  of  nature  and  asked  to  defend  his  work ;  that  is  to  say, 
to  defend  a  specialty  of  his  own,  which  nature  permits  but  does 
26 
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not  herself  provide,  and  all  this  because  his  art  has  municipal  limita- 
tions and  not  cosmic  splendor.  An  optimistic  view  of  the  question 
and  a  resolute  grapple  with  the  problem  show  that  man  has,  not  by 
imitation,  but  by  art  devices  of  his  own,  demonstrated  that  he  can 
purify,  per  acre  of  sand  surface  per  twenty-four  hours,  125,000,000 
gallons  of  water,  in  a  space,  containing  all  mechanism  and  mate- 
rials, one  acre  in  area  and  a  depth  not  exceeding  60  feet,  or  about 
45,000,000,000  gallons  per  annum. 

In  the  order  or  differentiation  of  nature,  a  rainfall  of  60  inches 
in  depth  per  annum,  upon  a  locality  favorable  in  topography  and 
arrangement  of  material,  with  no  loss  by  evaporation,  but  with  all 
the  water  filtered  and  conserved  for  use,  an  acre  of  ground  will 
yield  not  quite  1,750,000  gallons  per  annum  of  such  naturally  puri- 
fied water.  The  work  here  accomplished  by  nature,  if  compared 
numerically  with  that  of  man,  will  be  as  i  is  to  28,000.  From  this 
it  appears  that  man  is  not  altogether  an  imitator,  but  is  endowed 
with  resources  of  his  own,  which  are  not  to  be  deprecated  in  enter- 
prises of  municipal  water  supply. 

In  addition  to  this,  it  is  to  be  remembered  that,  in  the  case  of 
man's  works,  he  is  at  liberty  to  locate  them  where  they  can  be  most 
economically  constructed,  operated  or  used ;  whereas,  in  availing  of 
those  which  nature  provides,  it  is  generally  necessary  to  supple- 
ment nature's  work  with  large  and  expensive  artificial  elaborations 
at  great  distances  from  municipalities  and  generally  at  prohibitive 
cost. 

In  justice,  however,  it  is  to  be  remarked  that  the  limitations  of 
man  are  expressed,  by  our  author,  in  terms  of  "English  filters," 
which  are  at  the  same  time  pronounced  not  worthy  of  serious  con- 
sideration in  the  St.  Louis  problem,  and  it  may  be  therefore  neces- 
sary to  add,  that  the  comment  applies  to  what  follows  upon  Ameri- 
can filters  as  well  as  to  the  remarks  on  English  filters. 

The  author,  having  finally  and  properly  dismissed  the  English 
filter  from  the  St.  Louis  problem,  proceeds  to  discuss  the  ''Modi- 
fied Slow  Sand  Filter."  The  emphasizing  of  sand  filfcr,  both  here 
and  heretofore,  seems  to  be  not  altogether  appropriate  (for  which, 
however,  the  author  is  not  responsible)  ;  for  sand  or  its  equivalent 
has  heretofore  been  an  indispensable  component  in  all  artificial  filters 
applicable  to  municipal  water  supplies,  whether  slow  or  fast. 

Assuming  as  correct  the  claim,  made  in  this  paper,  that  ''slow 
sand  filters"  can  not  successfully  treat  water  containing  more  than 
125  parts  per  million  of  suspended  matter,  then  the  rate  of  filtration 
through  them  can  be  increased  by  the  use  of  coagulant:  but  it  has 
not  been   shown  that  by   such   use  the  number  of  scrapings  and 
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renewals  of  sand  layer  can  be  correspondingly  reduced.  In  this 
"modified  English  system"  increased  output  and  cost  of  chemicals 
constitute  the  factors  (on  a  given  sand  area)  which  determine  the 
gain  that  may  result. 

The  conclusion  drawn  from  the  author's  paper  is,  that  too  great 
a  reduction  of  bacteria  by  subsidence  prevents  the  "Decke's"  forma- 
tion, and  impairs  if  not  prevents  satisfactory  results  from  "slow 
sand  filtration."  Experience  at  large  does  not  seem  to  warrant  this 
conclusion. 

The  clearly  defined  issue,  between  the  English  and  American 
systems  of  filtration,  seems  to  be  that  between  filtering  at  slow  rate 
waters  of  slight  turbidity  and  filtering  at  high  rate  waters  of  great 
turbidity. 

In  the  paper  before  us,  some  recent  history  of  American  filter 
studies  and  discussions  has  been  rather  searchingly  reviewed.  The 
witnesses  upon  the  stand,  if  this  ascription  is  permissible,  have  been 
fairly  recross-examined  with  a  resulting  degree  of  straddling  of 
unprecedented  reach,  accompanied  here  and  there  by  bad  logic. 
Notwithstanding  all  this,  the  underlying  principles  or  correct  physics 
involved  have  not  been  impaired  in  their  applicability  to  successful 
water  purification  by  this  method,  even  in  cases  of  water  like  that 
in  the  Mississippi  River  at  St.  Louis. 

Mr.  R.  E.  McMath. — After  reading  the  discussions  the  author 
does  not  wish  to  make  reply  to  criticisms.  It  was  not  his  purpose 
to  do  more  than  make  a  non-partisan  statement  of  the  water  prob- 
lem at  St.  Louis.  Taking  into  account  the  local  conditions  and  the 
fact,  now  admitted,  that  the  city  will  shortly  be  compelled  to  con- 
struct a  new  system  of  supply  works,  the  matter  seemed  to  the 
author  to  invite  inquiry  and  non-controversial  discussion,  not  so 
much  as  to  treatment  of  water  by  the  several  methods  which  have 
been  found  efifective  elsew^here,  but  as  a  local  problem  for  a  city 
which,  unlike  most  others,  has  choice  between  sources  of  supply  as 
well  as  between  methods. 

From  the  author's  point  of  view  the  most  important  develop- 
ment of  the  discussion  was  furnished  by  Mr.  Flad,  near  the  end  of 
his  discussion,  to  the  effect  that  St.  Louis  must  take  immediate 
steps  to  construct  new  supply  works.  If  it  must  have  a  new  system, 
then  the  question  as  to  source  of  supply  is  of  prime  importance 
and  greatly  outweighs  the  minor  question  of  treatment. 

Many  believe  that  a  gravity  supply  from  the  Meramec  water- 
shed is  physically  and  financially  possible.  Many  hold  that  the 
water  from  that  source  would  be  so  pure  as  to  require  no  treat- 
ment.    In  the  paper  the  author  urged  full  investigation. 
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The  Meramec  proposition  was  recommended  by  Benezette 
Williams  and  Geo.  Y.  Wisner,  a  majority  of  the  expert  commission 
employed  by  the  city  in  1901,  "To  carefully  examine  the  present 
water  plant  of  the  city  and  thoroughly  investigate  and  submit  a 
report,  with  estimate  and  recommendation  as  to  the  most  feasible 
manner  of  providing  the  city  with  an  adequate  supply,  both  present 
and  prospective,  of  clear,  wholesome  water." 

Mr.  Allen  Hazen  made  a  minority  report  in  favor  of  filtering, 
by  mechanical  filters,  the  present  supply.  He  apparently  did  not 
grasp  the  urgency  of  the  situation  as  demanding  increased  capacity, 
now  so  clearly  stated  by  Mr.  Flad. 

These  reports,  made  in  January  and  February,  1902,  left  the 
water  problem  open  to  discussion.  There  seemed  to  be  in  some 
quarters  a  disposition  to  ignore  the  report  of  the  majority  of  the 
commission  and  to  commit  the  city  to  filtration,  with  use  of  a 
coagulant  as  an  indispensable  adjunct,  and  there  is  a  strong  senti- 
ment against  chemically  treated  water.  The  author  attempted  to 
present  the  matter  as  it  appears  to  him,  i.e.,  as  a  purely  local 
question  of  policy. 
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ANNUAI.  ADDRESS  TO  THE  M0:N^TA]S^A  SOCIETY  OF 

e:n^gineers. 


By  Joseph  H.  Harper,  President. 


[Read  at  Missoula,  Mont.,  January  10,   1903.*] 

The  past  year  must  be  regarded  as  one  of  unusual  prosperity 
throughout  the  States,  and  one  in  which  a  marked  degree  of  engi- 
neering enterprise  is  manifest,  though  much  of  it  is  so  disguised 
by  association  with  the  country's  financial  expansion  and  industrial 
growth  that  its  true  character  is  easily  overlooked. 

The  calendar  period  may  not  include  the  date  of  commence- 
ment or  completion  of  any  particular  work  of  great  importance, 
but  a  summary  of  what  has  been  accomplished  within  a  short 
twelve  months  upon  the  subways  of  New  York  and  Boston,  the 
East  River  bridge,  the  Panama  Canal,  the  numerous  power  plants, 
the  innumerable  transmission  enterprises,  the  extension  of  trolley 
lines,  the  consolidation  of  railroads  and  steamship  interests,  and 
the  unparalleled  expansion  of  industrial  enterprises,  demonstrates 
that  our  progress  has  been  both  real  and  substantial. 

The  conditions  prevailing  through  the  country  at  large  are 
fairly  indicative  of  those  in  our  own  State,  for  I  am  not  able  to 
report  either  the  beginning  or  completion  of  a  single  engineering 
enterprise  of  great  importance,  and  yet,  when  we  note  the  numerous 
and  extensive  replacements  of  temporary  with  permanent  structures 
by  our  railroad  lines,  the  numerous  and  expensive  improvements 
that  have  been  made  by  our  mining  companies,  the  constant  and 
ever-increasing  developments  of  our  industries,  the  growth  and  ex- 
pansion of  our  power  and  transmission  plants,  we  shall  see  that 
Montana  has  accomplished  much  along  the  lines  of  engineering 
progress. 

Our  President-elect',  writing  from  Helena  under  a  recent  date, 
says : 

"The  State  and  Land  Grant  Company  have  completed  21  miles 
of  canal,  to  cover  11,000  acres,  of  the  dimensions  following: 

4.50  miles  of,  20  ft.  canal. 
5.47    "      "    16"       " 
5.41    "      "     8"       " 
5.62    "      "     7"       " 

"The  water  is  taken  from  the  North  Fork  of  the  Dearborn 
River,  14  miles  southwest  from  the  town  of  Augusta,  Lewis  and 

♦Manuscript  received   April    18,    1903.— Secretary,   Ass'n   of  Eng.    Socs. 
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Clark  County,  by  a.  20-foot  canal,  from  which  it  flows  into  Flat 
■Creek  and  follows  the  valley  for  if  miles.  From  this  it  is  taken 
in  a  16-foot  canal,  discharging  into  the  valley  of  Dry  Creek,  which 
it  follows  for  4^  miles,  when  it  enters  the  8-foot  canal. 

'It  is  proposed  to  cover  the  land  with  proper  irrigation  along 
the  above  line,  and  then  from  the  8-foot  and  7-foot  canals  distribute 
to  the  main  body  of  11,000  acres. 

"It  is  further  proposed  to  have  auxiliary  reservoirs,  which  are 
to  be  filled  at  the  flood  season  of  the  year,  to  furnish  water  during 
dry  seasons  and  for  late  irrigation  when  required. 

"These  reservoirs  are  not  yet  built,  but  there  are  a  number  of 
sites  favorable  for  such  construction,  capable  of  containing  water  to 
supply  all  deficiencies  and,  when  required,  to  cover  an  additional 
area  of  22,000  acres. 

"This  work  is  in  line  with  the  most  important  enterprises  of  the 
State,  not  only  in  the  way  of  increasing  our  products,  but  in  securing 
a  population  that  it  is  hoped  will  be  a  valuable  acquisition,  a  com- 
munity of  men  that  would  look  for  and  desire  an  economical,  fair 
and  honest  government. 

"The  work,  so  far  as  completed,  is  well  done,  and  a  credit  to 
those  who  have  had  it  in  charge.  Mr.  Ames,  of  St.  Louis,  and  his 
friends  are  the  parties  who  have  advanced  the  money  for  the  pro- 
ject. Mr.  Knox,  at  present  of  St.  Louis,  is  the  engineer  who  has 
had  immediate  charge  and  has  located  and  directed  the  work. 

"Like  all  projects  of  this  kind  in  the  State  with  which  I  am 
familiar,  the  feature  of  reservoirs  is  a  very  important  factor  for 
final  success,  reservoirs  that  will  retain  for  irrigating  purposes  the 
water  wdiich  runs  to  waste,  and  which  usually  exceeds  in  amount  all 
that  flows  for  the  remainder  of  the  year. 

EAST    HELENA   SMELTER. 

"The  plant  of  the  American  Smelting  and  Refining  Company, 
at  East  Helena,  is  probably  the  best  equipped  smelter  in  the  State 
for  treating  all  classes  of  custom  ores. 

"They  have  at  the  present  time  five  stacks,  with  a  capacity  of 
200  tons  each,  built  under  the  management  of  M.  C.  W.  Whitley, 
who  retired  from  that  position  August  ist  to  take  charge  of  the 
company's  interest  in  Utah,  Nevada  and  Idaho. 

"Mr.  E.  W.  Nash  is  president  of  this  company,  which  is  oper- 
ating some  fourteen  individual  smelting  plants  at  different  points 
in  the  United  States,  with  a  central  office  at  71  Broadway,  New 
York. 

"The  East  Helena  plant,  which  is  rated  sixth  of  the  smelters 
operated  by  them,  has  facilities  as  complete  and  extensive  as  any 
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in  the  country,  and  when  in  full  blast  is  capable  of  handling  about 
1000  tons  per  day  and  furnishes  employment  for  about  700  men. 

''On  Mr.  Whitley's  retirement,  Mr.  Eugene  B.  Braden  suc- 
ceeded to  the  management  of  this  enterprise,  with  Mr.  F.  M.  Smith 
as  assistant. 

"Under  date  of  December  19th,  Mr.  Braden  writes  that  the 
company  have  during  the  year  installed  steam  locomotives  in  place 
of  horse  power  for  the  removal  of  slag  from  the  furnaces,  and  they 
now  claim  to  be  putting  through  more  ore  per  stack  than  any  other 
furnace  owned  by  the  company. 

''He  states  that  the  ore  receipts  at  present  are  not  as  large  as 
they  would  wish,  a  condition  which  he  attributes  largely  to  the 
falling  price  of  silver  and  unsatisfactory  labor  conditions,  and 
expresses  the  opinion  that  there  are  a  great  number  of  properties 
now  idle  throughout  Montana  that  would  be  at  work  if  more  favor- 
able conditions  prevailed. 

"The  East  Helena  smelter  is  not  a  large  undertaking  when 
compared  with  some  of  the  mammoth  concerns  engaged  in  the 
reduction  of  copper  ores,  but  when  measured  along  its  selected  line 
of  w^ork,  which  is  the  purchase  and  treatment  of  all  profitable  ores 
that  the  market  may  offer,  it  easily  becomes  the  largest  and  best 
equipped  enterprise  of  this  character  now  operating  in  the  State. 

WASHOE  COKE  PLANT. 

"The  Washoe  Copper  Company  (Coke  Department)  are  per- 
fecting plans  for  the  betterment  of  their  plant  at  Storrs,  near 
Chestnut,  in  Gallatin  County,  Mont.  Of  this  enterprise  Mr.  P.  M. 
Gallagher,  engineer  in  charge,  writes  that  this  venture,  which 
contemplates  an  investment  of  something  like  $250,000,  is  at  the 
present  time  in  the  formative  or  constructive  stage. 

"Work  was  begun  June  i,  1902,  and  they  hope  to  have  it 
completed  about  May  i,  1903,  as  considerably  more  than  half  of 
the  work  is  now  finished.  The  plant  when  completed  will  pro- 
duce 300  tons  of  coke  per  day,  and  will  consist  of  a  large  double 
modern  washer,  beehive  ovens  with  electrical  road  to  the  washer, 
a  town  of  fifty  good  houses  for  the  employes,  a  hotel  capable  of 
caring  for  seventy  men,  and  the  whole  supplied  with  waterworks 
and  sewerage  system. 

"A  tunnel,  some  600  feet  long,  develops  the  coal,  which  is 
transported  by  steam  power  from  the  tunnel  to  the  washer,  some 
2000  feet  distant." 

PROGRESS    IN    FERGUS    COUNTY. 

Mr.  E.  W.  King,  of  Chinook,  writes  that : 

"While  there  have  been  no  engineering  features  of  any  mag- 
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nitude  in  Fergus  County  during  the  past  year,  there  has  heen  a 
large  amount  of  work  done  that  will  add  very  materially  to  the 
wealth  and  prosperity  of  this  section. 

"A  system  of  waterworks  has  been  installed  in  Lewistown, 
the  county  seat  of  Fergus  County,  and  at  this  writing  the  water 
is  just  being  turned  into  the  mains.  The  supply  is  taken  from  Big 
Spring  Creek  and  pumped  to  a  large  reservoir  by  water  power, 
from  which  it  is  distributed  throughout  the  city  in  wooden  mains. 
The  plant,  when  complete,  will  cost  about  $35,000,  and  has  a 
capacity  of  1,000,000  gallons  per  day. 

"The  Montana  Railroad  has  let  contracts  for  the  extension  of 
their  line  from  Harlowton  to  Lewistown,  a  distance  of  62  miles, 
and  expect  to  have  trains  running  into  Lewistown  by  July  i,  1903. 

"All  of  the  property  of  the  Great  Northern  Mining  and  De- 
velopment Company,  at  Gilt  Edge,  has  recently  been  transferred 
to  the  Gold  Reef  Mining  Company,  consisting  of  John  A.  Drake, 
John  W.  Gates  and  others  of  Chicago,  and  they  are  doing  a  large 
amount  of  new  work.  They  have  added  two  80-horse-power 
boilers,  a  lo-drill  compresser  plant,  laid  a  new  5-inch  water  line 
over  3  miles  in  length,  built  a  new  boarding  and  bunk  house  that 
will  accommodate  over  100  men,  and  have  more  than  doubled  the 
leaching  capacity  of  the  mill. 

"They  are  also  building  a  large  roasting  plant  for  treating 
the  black  or  unoxidized  ores  that  are  becoming  more  plentiful  as 
greater  depth  is  gained  in  the  mine. 

"The  owners  of  the  Barns-King  property  at  Kendall  have 
doubled  the  capacity  of  their  cyanide  plant  during  the  past  sum- 
mer, and  have  also  purchased  from  the  Anacohda  Company  a  large 
hoisting  engine  with  a  self-dumping  skip,  which  is  now  in  suc- 
cessful operation. 

"A  corporation  known  as  the  Alder  Gulch  Mining  Company 
has  been  organized  during  the  past  summer  and  are  building  a  100- 
ton  cyanide  plant  in  the  Little  Rockies,  about  five  miles  from 
Landusky.  The  lumber  is  all  cut  and  the  plant  will  be  completed 
as  soon  as  the  weather  will  permit." 

BUTTE   CITY    WATER    COMPANY. 

Of  all  our  corporations,  with  the  affairs  of  which  I  am  in  any 
way  familiar,  I  think  the  Butte  City  Water  Company  has  for  some 
years  past  been  by  far  the  most  extensively  and  unfairly  adver- 
tised, in  spite  of  the  fact  that  during  the  greater  part  of  that  period 
the  people  have  been  furnished  with  better  water  than  it  is  possible 
to  obtain  for  a  very  large  number  of  cities  in  the  United  States. 
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This  has  in  a  large  measure  been  due  to  the  fact  that  Butte 
has  perpetually  outgrown  her  available  water  supply,  and  to  the 
further  fact  that  the  city  appears  to  contain  an  unusual  number  of 
people  that  do  not  know  good  water  when  they  see  it. 

Some  years  ago  the  company  expended  a  large  amount  of 
money  upon  a  masonry  dam,  with  a  view  of  storing  the  waters  of 
Basin  Creek,  but  the  plan  was  modified  when  the  (hmi  Jiad  reached 
a  height  of  80  feet,  as  the  stored  water  failed  to  keep,  as  had  been 
anticipated. 

In  the  year  1900  the  company  began  the  construction  of  a 
pumping  station  on  the  Big  Hole  River,  some  20  miles  from  the 
city;  a  reservoir  on  Divide  Creek  at  a  sufficient  elevation  to  cross 
the  main  range  by  gravity ;  a  pressure  main  connecting  the  station 
and  reservoir,  and  a  hydraulic  grade  line  from  the  reservoir  on 
Divide  Creek  to  their  large  storage  reservoir  above  the  city. 

The  foregoing  is  a  very  brief  outline  of  the  work  described  to 
you  in  a  paper  prepared  by  Mr.  C.  W.  Paine  and  presented  at  our 
last  annual  meeting.  The  system  was  at  that  time  doing  modest 
work  with  a  temporary  pump,  which  had  been  installed  till  the 
larger  one  then  under  construction  should  arrive.  A  Nordberg 
pumping  engine,  designed  especially  for  the  service,  has  been  in 
commission  since,  with  very  gratifying  results. 

A  duty  test  was  made  upon  this  engine  October  17,  1902,  by 
Mr.  G.  M.  Hutchinson,  M.E.,  of  Anaconda,  the  results  of  whicH 
have  been  summarized  for  your  inspection  by  Mr.  Eugene  Carroll, 
the  superintendent  of  the  company. 

On  handing  me  this  data  Mr.  Carroll  remarks  that  the  pump 
is  giving  most  excellent  satisfaction  in  service;  that  the  test  was 
extremely  gratifying,  and  that  the  duty  as  determined  by  Mr. 
Hutchinson  is  believed  to  be,  with  one  exception,  the  highest  ever 
obtained  from  an  engine  doing  this  class  of  work.  The  exception 
noted  was  obtained  upon  a  pump  having  a  capacity  of  about 
20,000,000  gallons  in  24  hours,  and  recently  erected  by  the  Nord- 
berg people  at  Pittsburg,  Pa. 

Date  and  Results  of  a  Duty  Trial  of  a  Nordberg  Pumping  Engine  for 
THE  Butte  Water  Company.     Date  of  Trial,  October  17,  1903. 
type  of  engine. 
Horizontal,  triple  expansion,  three  crank,  all  cylinders  jacketed  on  bar- 
rels and  heads,  reheating  receivers.     Jet  condenser  and  two  vertical  single- 
acting  air  pumps,  17"  diameter  by  igVz"  stroke,  driven  from  connecting  rod 
of  low  pressure  engine,  with  two  other  boiler  feed  pumps  and  two  jacket 
drain  pumps  attached. 
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DIMENSIONS   OF    MAIN   ENGINE  AND   PUMPS. 

H.  P.  Cyl.     I.  P.  Cyl.   L.  P.  Cyl. 

Diameter  of  cylinder,  inches   24 

Stroke  of  piston  and  pump  plunger,  feet 4^ 

Diameter  of  piston  rod,  inches  5% 

Average  clearance  computed  from  drawing,  per  cent.     3.25 
Ratio  of  volume  of  cylinder  to  H.  P.  cylinder i.oo 

DIMENSIONS    OF    MAIN    ENGINE    AND    PUMP. 

H.  P.  Cyl. 

Horse  power  constant  for  one  pound  M.  E.  P.  and 

one  R.  P.  M 055845 

Number  of  water  plungers,  double  acting 

Diameter  of  plungers,  inches   

Diameter  of  piston  rods  and  tail  rods  of  water 

cylinders,  inches   

Net  area  of  plungers,  square  inch 

TOTAL  QUANTITIES,  TIME,  ETC. 

Duration  of  test,  hours   12.09 

Total  water  fed  to  boiler,  pounds 96,528 

Water  caught  by  separator,  plus  that  used  by  calorimeter,  pounds.  .  3,650 

Water  lost  by  leakage  of  boiler  and  piping,  pounds 1,448 

Total  wet  steam  consumed  by  engine,  pounds   9i>430 

Moisture  in  steam  near  throttle,  per  cent 1.23 

Total  dry  steam  consumed  by  engine,  pounds 90,305 

Total  wet  steam  consumed  per  hour,  pounds 7,562 

Total  dry  steam  consumed  per  hour,  pounds 7,469 

PRESSURES    AND   TEMPERATURES. 

Pressure  in  steam  pipe,  near  throttle  by  gauge,  pounds  per  sq.  in.. .  1444 

Barometric  pressure,  inches  of  mercury 24.5 

Pressure  in  first  receiver  by  gauge,  pounds  per  sq.  in 22.0 

Pressure  in  second  receiver  by  gauge,  pounds  per  sq.  in 1.3 

Vacuum  in  condenser,  inches  of  mercury  19.9 

Pressure  in  low  pressure  jacket  by  gauge,  pounds  per  sq.  in 40.6 

Temperature  of  feed  water  during  duty  test,  degrees  Fahr 46.81 

Temperature  of  feed  water  during  temperature  test,  degrees  Fahr. .  127.77 
Temperature  of  injection  water  during  temperature  test,   degrees 

Fahr 44.06 

Pressure  indicated  by  gauge  on  force  main  air  chamber,  pounds 

per  sq.  in 357.51 

Vacuum  indicated  by  gauge  on  suction  air  chamber,  inches  of  mer- 
cury     5.49 

Pressure  corresponding  to  vacuum  given  in  preceding  line,  pounds 

per  sq.  in 2.69 

Vertical  distance  between  water  levels  in  the  two  air  chambers,  feet.  10.33 
Pressure  equivalent  to   distance  between  water  levels   in  the  two 

chambers,  pounds  per  sq.  in 4.48 

Total  pressure  pumped  against,  pounds  per  sq.  in 364.68 
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SPEED  AND   POWER. 

Total  number  of  revolutions  25,312 

Revolutions  per  minute  34-897 

H.P.  Cyl.  LP.  Cyl.  L.  P.  Cyl. 

Head  Crank.  Head  Crank.  Head  Crank. 

M.  E.  P.  pounds,  per  sq.  in 49.69  48.77       i4-6i       i5-04        9-05        9-i6 

Indicated  horse  power 96.8  95  100  102.9       124  125.5 

Indicated  horse  power  for  cylin- 
der   191.8  202.9  249.5 

Total  indicated  horse  power...  644.2 

Horse  power  of  pump  cylinders  610.8 

STANDARD   EFFICIENCY   AND  OTHER   RESULTS. 

Heat  units  consumed  by  engine  per  indicated  horse  power  per 

hour,  B.  T.  U 12,787 

Heat  units  consumed  by  engine  per  indicated  horse  power  per 

minute,  B.  T.  U 213 

Wet  steam  consumed  per  indicated  horse  power  per  hour  in 

cylinders,  jackets  and  receivers,  pounds ii-74 

Dry  steam  consumed  per  indicated  horse  power  per  hour  in 

cylinders,  jackets  and  receivers,  pounds ii-59 

Steam  accounted  for  by  indicator  per  indicated  horse  power  per 

hour,  near  release  in  low  pressure  cylinder,  pounds 10.15 

Number  of  gallons  of  water  pumped  in  twenty-four  hours  by 

plunger  displacement,  gallons 4,134,200 

Friction  of  engine  and  pump,  per  cent 5-i9 

DUTY. 

Duty  per  million  British  thermal  units  used  by  engine,  foot 
pounds   146,800,000 

Duty  per  thousand  pounds  of  dry  steam  used  by  engine,  foot 
pounds   161,870,000 

THE   NORTHERN   PACIFIC. 

The  Northern  Pacific  Railway  Company  have  accompHshed 
much  within  the  year  in  the  way  of  betterments  upon  their  hues 
in  Montana,  consisting  of  the  elimination  of  curves,  the  reduction 
of  grades,  the  filling  of  numerous  trestles,  the  replacing  of  wooden 
bridges  with  steel  structures  and  the  equipment  of  many  miles  of 
the  main  line  with  72-pound  steel  rails. 

Items  of  this  expenditure  which  are  of  special  interest,  and 
features  upon  which  we  may  happily  congratulate  those  who,  at  the 
present  moment,  are  extending  such  hospitable  entertainment,  are 
the  revision  of  the  freight  yard,  the  new  brick  car  shops  and  the  new 
passenger  depot  at  this  point. 

I  am  indebted  to  W.  L.  Darling,  chief  engineer  of  St.  Paul, 
who,  under  date  of  December  19th,  furnishes  the  following  state- 
ment of  his  company's  expenditures  in  Montana  for  the  year  1902 : 
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YELLOWSTONE   DIVISION. 

Third  district,  lowering  cuts  and  raising  sags $11,805.89 

Third  and  Fourth  districts,  twelve  dykes  to  protect  em- 
bankment along  Yellowstone  River 12,601.48 

Bridge  work,  permanent  work  exclusive  of  repairs  ....     24,467.03 
Bull  Mountain  change  of  line . .  .     74,013.14 

$122,887.54 

MONTANA    DIVISION. 

45.25  miles  new  72-pound  steel $76,468.73 

Concrete  arch  culverts  10,130.43 

Billings,  five-stall  addition  to  round  house 8,740.66 

Livingston,  new  machine  shop,  power  plant  and  change 

in  old 64,940.94 

Livingston,  track  changes  in  yard,  account  new  passen- 
ger station  23,492.89 

Erection  No.  9  copper  wire,  335.4  miles 14,700.04 

198,473-69 

ROCKY  MOUNTAIN  DIVISION. 

New  72-pound  steel,  30  miles   $62,719.09 

Bridge  work,  permanent  26,547.21 

Missoula,  new  brick  car  shop 21,139.98 

Missoula,  new  passenger  depot 21,069.15 

Channel  changes 46,858.42 

Coeur  d'Alene  line,   retaining  wall  renewals 13,925.19 

Bearmouth,  change  of  line   14,339-97 

Bridge  work  4,471.89 

Helena,  rearrangement  of  freight  tracks 5,468.04 

Missoula,  revision  of  freight  yard  12,334.88 

228,873.82 

Total    $550,235.05 

THE    GREAT    NORTHERN. 

E.  R.  McNeill,  resident  engineer,  with  headquarters  at  Havre, 
whose  district  extends  from  Minot,  N.  D.,  to  Bonner's  Ferry,  in 
Idaho,  and  covers  836  miles  of  the  Great  Northern  Railway,  writes 
that  during  the  year  1902  the  following  betterments  have  been 
made : 

One  hundred  and  twenty-two  miles  of  track  have  been  relaid 
with  77j-pound  steel,  replacing  old  60  and  68-pound  rails. 

Thirty-five  bridges  have  been  filled,  replacing  two-thirds  of  a 
mile  of  timber  structure. 

Five  bridges,  requiring  700  tons  of  structural  steel  and  replac- 
ing one-third  of  a  mile  of  timber  tresseling  and  under  construction 
with  foundations  for  the  work,  containing  3000  yards  of  concrete 
masonry,  practically  completed,  and  under  contract  for  delivery 
in  May,  1903. 

Ten  thousand  cubic  yards  of  concrete  masonry  has  been  placed 
in  culverts  on  the  line. 
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Between  Williston,  N.  D.,  and  Glasgow,  Mont.,  nine  new  water 
supply  stations  have  been  put  in,  involving  the  construction  of  two 
large  reservoirs  to  impound  flood  waters  and  five  settling  basins, 
to  be  used  for  clarifying  the  muddy  water  which  is  pumped  from 
the  Alilk  and  ^lissouri  Rivers.  This  settlings  basin  plan  involves 
two  pumpings  of  the  water,  but  gives  us  a  much  better  quality 
and  practically  does  aw^ay  with  the  annoying  nuisance  of  mud- 
burned  locomotives. 

In  connection  with  the  reservoirs  and  basins,  complete  new 
tanks,  pipe  lines,  windmills  and  gasoline  pumping  plants  have  been 
installed.  The  cost  of  all  the  above  enumerated  improvements 
has  been  in  the  neighborhood  of  $600,000.00. 

During  1902  the  branch  line  from  Jennings,  IMont.,  to  the 
Crow's  Nest  Mines,  at  Marussey,  B.  C,  was  completed  and  put 
in  operation.  This  line,  which  is  94.46  miles  in  length,  42.74  miles 
being  in  Montana  and  51.72  miles  in  British  Columbia,  was  started 
early  in  1901,  and  I  believe  some  mention  was  made  of  this  in 
our  President's  address  one  year  ago. 

I  am  unable  to  give  you  any  accurate  information  as  to  other 
portions  of  the  Great  Northern,  but  understand  the  Western  dis- 
trict from  Bonner's  Ferry  to  the  coast  has  done  a  large  amount  of 
work  in  filling  bridges  and  erecting  peniianent  steel  structures 
to  replace  many  of  their  timber  trestles.  '  During  the  year  the 
Great  Falls  and  Canada  has  changed  from  narrow  to  standard 
gauge,  and  is  now  being  operated  by  that  company  under  the 
supervision  of  the  resident  engineer  of  the  Montana  Central,  with 
headquarters  at  Great  Falls. 

Information  of  the  details  of  this  organization  did  not  reach 
me  in  time  to  communicate  with  the  officers  at  Great  Falls,  and 
the  following  item  of  unusual  interest  regarding  a  timber  structure 
on  this  line  is  abstracted  from  an  article  in  the  Anaconda  Standard 
under  date  of  December  14,  1902. 

The  bridge,  which  is  one  of  the  largest  timber  trestles  in  the 
Northwest,  is  located  on  the  Teton  River,  about  44  miles  from 
Great  Falls ;  is  2333  feet  in  length  and  has  a  height  of  1 10  feet 
above  the  mean  wafer  in  the  river.  It  is  intended  to  accommodate 
the  heaviest  track,  Great  Northern  engines  of  the  168-ton  class, 
the  timbers  used  being  from  25  to  35  per  cent,  heavier  and  the 
members  designed  to  support  from  40  to  60  per  cent,  larger  loads 
than  structures  built  for  such  service  some  four  or  five  years  ago. 

The  bents  are  spaced  20  feet  from  center  to  center  and  contain 
six  12  X  12-inch  posts,  while  the  floor. system  consists  of  eight 
10  X  20-inch  stringers  40  feet  long.     Of  the  total  length  as  above 
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given,  150  feet  consist  of  a  deck  Howe  truss  span,  the  upper  and 
lower  chords  of  which  are  composed  of  four  9  x  18-inch  timbers 
74  feet  in  length.  About  800  piles  were  driven  in  the  foundation 
for  this  work,  while  2,300,000  feet  of  Washington  fir  was  used  in 
its  construction. 

About  one  mile  further  north  on  the  same  line  is  another 
bridge,  903  feet  in  length,  crossing  the  Muddy  River  at  a  height 
of  105  feet  above  high  water,  with  a  Howe  truss  span  120  feet  in 
length,  and  in  the  construction  of  which  about  700,000  feet  of 
lumber  were  used. 

The  problem  of  obtaining  a  satisfactory  water  supply  is  one 
which  is  frequently  presented  for  solution  along  the  low,  sluggish 
streams  that  traverse  our  northern  border,  while  in  many  localities 
the  engineer  is  confronted  with  the  more  serious  question  of  ob- 
taining a  supply  of  any  kind. 

While  at  Havre  last  October  I  was  interested  in  examining 
two  plants,  one  at  Fort  Assinoboine,  which  has  been  in  operation 
for  several  years  past,  and  another  recently  placed  in  commission 
for  supplying  the  shops  of  the  Great  Northern  Railroad  at  that 
point.  A  light  grade,  with  small  surface  discharge,  strongly  alka- 
line during  the  low-water  season,  is  a  characteristic  of  Milk  River 
and  other  streams  in  this  vicinity,  but  another  feature,  quite  pro- 
nounced in  many  places,  is  that  there  is  a  large  sub-surface  flow 
of  much  better  water,  coming,  probably,  from  the  hills  some  miles 
away. 

The  plan  adopted  to  secure  a  supply  from  the  sub-flow  may 
not  be  altogether  new,  as  it  is  a  collective  application  of  what  is 
called  the  drive  well,  but  I  am  quite  surprised  to  see  it  in  use  in 
this  State,  and  trust  a  brief  description  may  be  of  interest  in  this 
connection. 

The  points,  whose  character  differs  somewhat  with  the  nature 
of  the  material  through  which  it  is  to  be  driven,  are  attached  to 
the  end  of  a  2-inch  pipe  and  driven  upon  each  side  of  a  lo-inch 
horizontal  pipe  known  as  the  header,  one  end  of  which  is  closed  and 
the  other  attached  to  the  suction  end  of  the  service  pump. 

The  spacing  used  by  ^vlr.  Brader,  who  drove  the  wells  of 
which  I  am  speaking,  was  4  feet  between  connections,  with  the 
points  driven  4  feet  from  and  on  alternate  sides  of  the  central  line 
of  the  draft  pipe  or  header  above  mentioned. 

This  description  locates  the  points  at  approximately  8  feet 
between  centers,  and  the  number  driven  is  determined  by  the 
quantity  of  water  required.  Each  point  is  tested  as  driven  and 
adjusted   and   cleaned   until   a   satisfactory   flow   is   obtained,   and 
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when  all  are  in  working  order  they  are  connected  to  the  header 
and  the  pump  is  started. 

Forty-five  points  were  driven  for  the  Great  Northern  shops, 
of  which  but  forty  were  at  that  time  connected. 

The  regular  demand  upon  this  well  was  estimated  at  about 
200,000  gallons  per  day,  but  I  was  informed  that  on  a  test  run 
lasting  several  days  water  had  been  drawn  from  this  well  at  the 
rate  of  400,000  gallons  in  24  hours,  without  exhausting  the  supply. 

The  well  at  the  Fort  contains  about  the  same  number  of  points, 
and  has  given  excellent  satisfaction  for  several  years  past,  though 
the  demand  upon  it  has  not  been  as  great  as  is  now  being  made 
upon  the  one  at  Havre. 

Among  the  recent  commissions  of  unusual  interest  I  will 
mention  the  power  and  transmission  plant  of  the  Missouri  River 
Power  Company,  whose  wheels  and  dynamos  are  located  at  Canyon 
Ferry,  with  a  line  extending  to  Butte,  over  which  they  are  sending 
current  for  commercial  distribution  at  a  pressure  of  50,000  volts. 

As  Mr.  M.  H.  Gerry,  Jr.,  the  general  manager,  has  consented 
to  present  the  Society  with  some  notes  regarding  the  work  as  soon 
as  the  time  at  his  disposal  will  permit,  I  pass  the  subject  with- 
out further  remark  than  to  observe  that  when  the  horse  power 
is  transmitted,  the  number  of  miles  covered  and  the  voltage  used 
upon  the  line  are  all  considered,  this  enterprise  becomes  one  of  the 
largest  undertakings  now  in  successful  operation. 

I  am  quite  sure  the  members  present  will  unanimously  concur 
in  the  opinion  that  the  plant  of  the  Missoula  Water  Company, 
which  we  have  recently  had  the  pleasure  of  inspecting,  is  one  of  the 
most  complete  and  serviceable  of  its  kind,  and  goes  far  toward 
assuring  the  prosperity  of  the  community  it  is  intended  to  serve. 

On  this  subject  our  fellow-member,  Mr.  C.  W.  Paine,  the 
engineer  in  charge,  writes  as  follows : 

''The  work  which  has  been  done  during  the  past  season  by 
the  Missoula  Water  Company  was  rendered  necessary  by  the 
decay  of  the  old  flume  line,  which  has  been  in  use  since  1887,  and 
by  the  demand  for  increased  pressure  in  the  mains  of  the  company. 
The  new  work  consists  in,  first,  a  diverting  dam  in  the  Rattlesnake 
Creek  about  four  miles  above  the  city,  a  pipe  line  extending  from 
the  dam  to  a  point  near  the  old  reservoir  and  a  new  reservoir  at  the 
lower  end  of  the  pipe  line.  The  dam  is  a  rock-filled  timber-cribbed 
structure,  designed  simply  as  a  diverting  dam.  It  is  about  6  feet 
in  height  above  the  foundation  and  63  feet  in  width  of  spill-way. 
It  rests  upon  bed  rock  almost  entirely,  to  which  it  is  anchored  by 
suitable  drift  bolts.     The  timbers  are  12  x  12  fir,  spaced  from  4 


270  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

to  7  feet  on  centers.  The  abutments  are  also  rock-filled  timber 
cribs.  The  west  abutment  is  anchored  to  the  rocky  cliff  on  that 
side  of  the  stream.  From  the  east  abutment  a  dyke  of  earth  has 
been  thrown  up,  extending  to  the  higher  ground  about  200  feet 
away.  A  cut-off  wall  of  concrete  was  built  at  the  upper  toe  of 
the  dam  and  dyke  The  water  is  taken  from  the  stream  above 
the  dam  through  a  submerged  crib  of  timber  into  a  tunnel  through 
the  rock  70  feet  in  length,  and  at  the  lower  end  of  the  tunnel  it  is 
connected  by  means  of  concrete  to  the  wooden  pipe.  A  gate  is 
placed  at  the  upper  end  of  tunnel ;  also  a  screen.  The  timber  crib 
also  acts  as  a  screen  in  keeping  out  the  coarser  floating  material 
in  the  stream.  The  wooden  pipe  is  built  of  California  redwood, 
having  a  finished  thickness  of  i^  inches.  It  is  banded  with  J-inch 
round  steel  bands.  The  pipe  is  laid  on  a  grade  of  0.71  per  100 
feet,  giving  a  capacity  of  about  30,000,000  gallons  daily.  A  weir 
and  screen  chamber  is  built  a  short  distance  below  the  dam,  where 
a  30-incli  gate  valve  is  placed  and  set  of  double  screens  and  a  weir 
for  measuring  flow.  The  pipe  is  generally  laid  on  a  uniform 
grade,  but  this  has  been  departed  from,  how^ever,  in  crossing  several 
ravines  and  wherever  the  necessities  of  the  w^ork  seemed  to  demand 
if.  The  usual  air  valves  and  blow-offs  are  placed  on  the  line. 
Midway  between  the  dam  and  the  reservoir  a  chamber  of  masonry 
is  built,  containing  a  30-inch  automatic  float  valve  set  in  the  line, 
which,  in  connection  with  a  similar  valve  at  the  reservoir,  operates  to 
automatically  keep  the  lines  full  of  water  at  all  times  and  to  supply 
the  demands  upon  it.  The  reservoir  is  circular  in  plan,  106J  feet 
in  diameter,  and  designed  to  carry  15  feet  of  water.  The  walls 
are  of  concrete,  2  feet  in  thickness,  and  the  bottom  is  also  of  con- 
crete and  is  i  foot  in  thickness.  The  pipe  around  the  reservoir  is 
so  arranged  that  the  reservoir  can  be  cut  out  of  service  and  the  city 
supplied  directly  from  the  pipe  line.  Under  the  old  system  the 
pressure  in  the  business  center  of  town  was  about  65  pounds  per 
square  inch.  The  new  reservoir  gives  80  pounds,  which  can  be 
increased  to  100  pounds,  if  desired,  by  cutting  out  the  reservoir  and 
taking  the  supply  directly  from  the  pipe  line." 

The  foregoing  comprises  all  of  interest  that  I  have  been  able 
to  gather  of  our  progress  within  the  State. 

From  the  numberless  undertakings  beyond  our  boundaries  I 
have  selected  power  transmission  and  wireless  work  as  topics  of 
special  interest,  and  have  compiled  from  current  publications  a  few 
items  regarding  our  recent  achievements  and  progress  along  these 
lines. 
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NOTES   ON   RECENT   ELECTRICAL  WORKS. 

LONG   DISTANCE    TRANSMISSION. 

The  world  has  probably  never  experienced  such  a  complete 
change  in  mechanical  appliances,  nor  undertaken  such  a  rapid  and 
general  readjustment  of  invested  capital,  as  that  which  has  fol- 
lowed the  introduction  of  electricity  for  the  transmission  of  power. 

We  hear  much  of  ''electric  power,"  and  to  many  the  term 
seems  to  convey  an  idea  of  some  recently  discovered  source  of 
energy,  some  force  that  is  in  competition  with  steam  and  water  as  a 
source  of  kinetic  manifestations.  Our  language  does  not  seem  to 
contain  the  word  I  desire  to  express  the  distinction  I  am  about  to 
make,  and  as  engineers  I  think  we  often  use  the  term  carelessly 
and  fail  to  discriminate  between  the  power  and  its  transmission. 

As  a  matter  of  fact,  electricity  is  rarely  a  prime  mover,  though 
it  may  be,  and  sometimes  is,  for  when  a  piece  of  zinc  is  burned  in 
a  battery  it  is  as  truly  a  prime  source  of  energy  as  when  coal  is 
burned  under  a  boiler ;  but  note,  if  you  please,  how  small  a  pro- 
poiftion  of  the  current  utilized  to-day  is  derived  from  such  a  source. 

Select  any  of  the  electrical  manifestations  about  us  and  follow 
the  wires  back.  They  may  lead  us  to  the  Big  Hole,  to  the  Madi- 
son, to  the  Missouri,  to  Bonner  or  to  some  of  the  many  steam 
plants  now  in  service,  but  they  will,  with  rare  exceptions,  lead 
us  to  one  of  these  prime  sources  of  energy. 

In  fact,  there  is  no  ''electric  power"  now  being  used  that  is 
worthy  of  notice  when  w^e  divest  the  term  of  its  popular  meaning, 
give  the  phrase  a  literal  definition  and  restrict  its  application  within 
the  limits  required  in  technical  controversies. 

If  the  conditions  of  electrical  manifestations  be  closely  ana- 
lyzed, we  see  that  the  electrical  current  is  not  a  source  of  energy, 
but  a  pliant  and  reliable  means  for  its  instantaneous  transmission. 

During  the  earlier  years  of  my  life  in  this  State  I  was  engaged 
in  mechanical  work,  consisting  largely  in  the  setting  and  running 
of  machinery.  This  was  before  the  days  of  dynamos  and  trans- 
formers, and,  when  a  problem  for  the  transmission  of  power  was 
up  for  solution,  we  considered  the  revolving  shaft,  a  running  belt 
or  a  reciprocating  rod  for  the  shortest  transmissions ;  and  for 
longer  distances  we  had  recourse  to  a  running  wire  rope  or  a  pres- 
sure pipe  line,  with  a  choice  of  water,  steam  or  compressed  air, 
all  with  their  attendant  annoyances  under  the  varying  conditions, 
and  all  with  losses  so  great  that  distance  very  soon  prevented  the 
adoption  of  either. 

Do  you  appreciate  that  the  electric  current,  as  we  apply  it 
to-day,  is  accomplishing  no  more  than  the  shaft,  the  belt,  the  rope- 
27 
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drive  or  pipe  line  accomplished  over  the  limited  distances  we  were 
then  able  to  cover;  that  its  relation  to  power  and  work  coincides 
exactly  with  the  position  occupied  by  any  and  all  of  the  mechanical 
agencies  just  named? 

We  see,  then,  that  the  electric  current •  is  nothing  more  than 
a  means  for  transmitting  energy ;  but,  as  an  agent  for  this  purpose, 
how  incomparably  superior  do  we  find  it  to  any  of  the  antiquated 
appliances  of  twenty-five  years  ago. 

No  better  evidence  of  its  great  superiority  for  even  short 
transmissions  is  needed  than  to  observe  how  rapidly  it  is  replacing 
belts  and  countershafts,  even  where  the  change  has  necessitated  the 
scrapping  of  much  costly  and  otherwise  efficient  machinery. 

But  the  consignment  of  revolving  shafts  and  running  belts  to 
the  scrap  heap  is  of  trifling  consequence  when  compared  with  other 
features  of  its  mission  in  modern  economies.  It  transmits  our 
largest  units  of  energy  for  miles,  instead  of  feet  or  yards,  and 
accomplishes  it  with  surprising  efficiency. 

Not  many  years  since,  in  my  cock-sureness  on  mechanical 
subjects,  I  certainly  would  have  ridiculed  a  proposition  to  conduct 
a  thousand  horse  power  over  a  wire  not  larger  than  a  pipestem ; 
and  this  frame  of  mind  often  recurs  to  me  as  I  pass  under  the  pole 
lines  that  are  girdling  the  country  so  rapidly,  and  reflect  that  the 
slender  aerial  threads  are  actually  conveying  the  energy  of  several 
thousand  horses,  transmitting  it  for  many  miles,  instantly,  noise- 
lessly and  with  no  apparent  motion. 

My  present  practice  differs  greatly  from  my  early  training, 
but  it  is  a  fair  measure  of  our  advance  along  this  line.  During  the 
twenty  years  just  passed  we  have  wrought  wonderfully  in  the  dis- 
tribution of  power.  Much  has  been  accomplished  within  the  last 
year,  and  it  is  quite  certain  that  much  more  will  be  done  in  the  years 
to  come,  but  to  me  it  appears  quite  evident  that  our  future  progress 
will  be  slow  as  compared  with  that  of  the  past. 

In  our  professional  endeavors  we  are  limited  by  the  weight, 
buoyancy  and  strength  of  our  material,  by  friction,  deterioration, 
climatic  conditions  and  a  thousand  unnamed  features  that  always 
circumscribe  our  field  of  successful  effort.  Some  late  experimental 
work  in  the  line  of  electrical  transmission  furnished  unwelcome 
evidence  that  the  ultimate  limits  are  being  approached;  that  as 
voltage  is  raised,  our  insulation  is  breaking  down,  and  that,  upon 
lines  constructed  with  strict  regard  to  the  details  of  approved  prac- 
tice, serious  losses  are  found  to  occur. 

No  field  of  mechanical  effort  has  been  studied  with  greater 
care  than  the  one  which  embraces  the  science  of  applied  electricity, 
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as  in  this  it  has  been  possible  to  measure  the  forces  with  greater 
precision,  to  trace  the  losses  accurately,  and  thus  apply  a  fund  of 
technical  knowledge  that  has  not  been  available  in  other  fields  to 
solve  the  problems  involved. 

An  accurate  measure  of  the  energ}^-  lost  is  often  half  of  the 
battle  toward  its  prevention,  and  to  our  ability  to  detect  the  slightest 
leak  in  an  electric  circuit  do  we  owe  the  present  achieved  perfection 
in  the  manufacture  of  electrical  machinery. 

Standard  shops  w^ill  now  build  electrical  apparatus  and  guar- 
antee an  efficiency  performance  that  cannot  be  approached  by  the 
makers  of  steam  or  hydraulic  machinery. 

I  regard  the  opportunity  for  possible  improvement  in  the 
manufacture  of  motors  and  dynamos  as  far  smaller  than  are  the 
chances  to  improve  in  the  manufacture  of  steam  engines,  to  say 
nothing  of  water-wheels,  pumps  and  many  mechanical  appliances 
in  which  the  losses  are  known  to  be  exceedingly  large. 

Of  course,  much  remains  to  be  done  on  the  line  of  improved 
insulation,  which  w^ill  enable  us  to  carry  a  higher  voltage ;  much 
in  securing  a  better  proportion  of  parts ;  large  improvement  may 
result  from  the  use  of  finer  material,  and  much  yet  be  gained  in 
the  application  of  closer  workmanship.  All  of  these  features  and 
others  not  named  will  gradually  raise  the  efficiency  of  our  electrical 
machines,  and  may  considerably  extend  the  length  of  our  circuits, 
but  a  measurement  of  the  steps  by  wdiich  our  recent  advance  along 
this  line  has  been  attained  compels  me  to  regard  our  race  in  long- 
distance transmission  as  well  nigh  run. 

I  do  not  pretend  that  it  is  impractical  to  cover  a  much  greater 
distance  than  has  yet  been  attempted,  or  that  it  is  impossible  to 
insulate  for  a  far  higher  voltage  than  has  yet  been  employed,  but 
for  commercial  service  we  must  remember  that  it  is  seldom  a  ques- 
tion of  what  it  is  possible  for  us  to  do,  and  that  the  solution  of 
the  problems  presented  always  turn  upon  what  we  find  it  profitable 
to  accomplish. 

As  with  moderate  pressure,  the  cost  of  copper  sufficient  to 
prevent  a  wasteful  loss  upon  the  line,  already  limits  the  length  of 
our  circuits  and  confines  our  profitable  transmissions  within  com- 
paratively narrow  bounds,  so  the  cost  of  transforming  to  a  very 
high  voltage,  and  after  transmission  the  cost  of  reducing  these 
currents  to  serviceable  commercial  pressures,  together  with  the 
cost  of  proper  insulation  for  these  high  tension  currents  to  avoid 
serious  losses,  all  combine  to  limit  our  radius  of  profitable  trans- 
mission. 

Of  course,  different  conditions  will  prevail  as  each  successive 
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undertaking  is  considered,  and  other  elements  will  become  involved, 
some  of  which  may,  in  special  cases,  go  far  toward  extending  our 
limits  in  this  field ;  but  I  am  persuaded  that  this  apparently  neces- 
sary accumulation  of  capital,  this  constant  pressure  of  fixed  charges, 
is  placing  an  embargo  of  cost  per  horse  power  upon  many  under- 
takings now  in  hand,  and  circumscribes  every  such  enterprise  with 
bounds  beyond  which  it  is  impossible  to  go  in  the  field  of  com- 
mercial transmission. 

True,  there  is  always  a  possibility  of  some  new  discovery  or 
some  new  application  of  an  old  and  well-established  principle,  and 
the  so-called  scientific  reporter  for  the  daily  press  is  forever  point- 
ing in  that  direction,  while  the  expectant  reader  watches  with  un- 
shaken faith  for  the  next  miraculous  manifestation ;  but  the  practi- 
cal electrician  finds  nothing  of  value  and  but  little  of  interest  in 
discoveries  that  are  to  be  perfected  in  the  near  future  and  presented 
to  an  astonished  public  very  soon. 

Before  closing  this  paper  I  will  present  the  results  of  some 
recent  experiments  in  a  field  of  wondrous  possibilities  that  is  now 
opening  before  us ;  but,  with  this  in  full  view,  I  have  expressed 
myself  as  believing  that  we  are  rapidly  approaching  the  limits  in 
transmission,  and  wish  to  call  your  attention  to  the  fact  that  our 
technical  knowledge  on  this  subject  is  very  great;  that  our  theories 
seem  to  cover  the  entire  field  with  reasonable  consistency,  and  that, 
in  practice,  within  the  bounds  apparently  fixed  by  natural  laws,  we 
have  this  most  elusive  and  capricious  manifestation  of  kinetic 
energy  under  perfect  control.  In  short,  I  do  not  concur  in  the 
popular  estimate  that  "electricity  is  still  in  its  infancy." 

WIRELESS    TRANSMISSION. 

The  art  of  transmitting  a  message  without  wires  is  not  entirely 
new,  and  some  of  you  will  doubtless  recall  a  series  of  successful 
experiments,  undertaken  some  five  or  six  years  ago,  in  which 
messages  were  sent  from  and  received  upon  a  moving  train. 
The  well-known  property  of  electrical  induction  was  employed 
in  that  work,  the  instruments  in  one  electrical  circuit  being  worked 
by  the  induced  current  set  up  by  the  flow  of  electricity  in  another 
circuit  in  the  immediate  neighborhood.  'About  lOO  feet  was  the 
maximum  distance  between  circuits,  if  I  remember  correctly,  while 
20  or  30  feet  was  the  practical  limit  under  all  conditions. 

Prior  to  the  recent  development  of  the  Hertzian  wave,  electrical 
currents  possessing  many  peculiar  properties  and  many  ingenious 
mechanical  contrivances  have  been  tested  in  efforts  to  transmit 
messages  without  wires,  and,  though  moderately  successful  in 
many  instances,  none  of  these  experimenters  appear  to  have  reached 
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far  enough  to  give  their  apparatus  any  practical  or  commercial 
value. 

Within  the  past  five  years  several  very  able  investigators,  with 
large  amounts  of  money  at  command,  have  been  experimenting 
with  electro-magnetic  waves,  and  the  advance  along  this  line  has 
been  truly  phenomenal. 

An  appeal  to  the  courts  will  doubtless  be  required  to  determine 
the  value  of  rival  claims,  the  priority  of  inventions,  the  validity  of 
patents  and  the  intricate  phases  of  infringements,  etc.,  but  in  the 
meantime  Marconi's  name  has,  in  this  country,  at  least,  become 
inseparably  connected  with  the  art  of  wireless  telegraphy.  Ex- 
tended details  of  the  apparatus  used  have  not  been  made  public; 
reliable  statements  of  what  has  been  accomplished  are  not  often 
made.  I  make  no  pretense  of  possessing  more  than  a  superficial 
knowledge  of  the  subject,  and  I  feel  that  I  presume  verv  largely 
upon  your  patience  when  I  attempt  to  bring  the  matter  before  you. 

I  have,  however,  for  some  years  past,  noted  with  interest  the 
progress  being  made,  and  I  hope  that  the  recent  announcement 
that  messages  have  actually  been  transmitted  across  the  Atlantic 
Ocean  without  wire  connection  may  make  this  brief  and  non- 
professional description  of  some  of  the  apparatus  and  methods 
employed  of  some  interest  to  you. 

All  successful  efforts  at  long-distance  transmission  have  em- 
ployed the  "Hertzian  or  Electro-^NIagnetic  Wave.''  These  waves 
differ  from  the  electric  current,  but  I  shall  pass  all  theories  and 
speculations  regarding  this  difference  and  endeavor  to  give  you  a 
general  idea  of  the  arrangements  of  the  electrical  circuits  in  pro- 
ducing and  receiving  them,  and  some  of  the  apparatus  by  which 
they  are  again  transformed  into  electric  circuits  that  give  an  intel- 
ligible signal. 

You  are  probably  all  familiar  with  the  Leyden  jar,  and  will 
recall  the  apparent  spark  which  usually  accompanies  the  discharge 
of  what  we  call  a  condenser.  You  may  remember,  too,  that  some 
years  ago  we  were  informed  that  the  apparent  spark  was  in  reality 
a  succession  of  sparks,  and  that  the  current  actually  surged  back 
and  forth  across  the  air  gap  many  times  during  the  discharge;  in 
fact,  a  descriptive  term  has  attached,  and  the  spark  is  known  as  the 
''disruptive  discharge." 

The  frequency  of  the  oscillations  depends  upon  the  ratio  of  the 
co-efficients  of  inductance,  capacity  and  resistance  within  the  cir- 
cuits, and  is  increased  as  the  potential  of  the  cnarging  current  is 
raised. 

This  circuit,  containing  the  air  ofap,  is  called  an  oscillator,  and 
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Professor  Thompson  makes  the  astounding  statement  that,  upon  a 
circuit  of  atomic  size,  the  current  would  oscillate  trillions  of  times 
per  second.  Of  such  a  condition,  which  is  wholly  theoretical,  of 
course,  we  have  no  fair  conception,  as  it  touches  the  margins  of 
belief  and  tests  to  the  utmost  our  faith  in  a  theory  that  seems  to 
approach  the  miraculous,  but  it  serves  to  prepare  us  in  a  measure 
for  the  sober  statements  that  follow  of  the  hundreds  of  thousands 
of  times  that  a  high  potential  current  is  known  to  oscillate  across 
an  air  gap,  of  the  electro-magnetic  waves  thus  emitted,  whose  length 
can  be  determined  and  the  persistence  of  which  is  sufficient  to  cross 
the  ocean. 

An  astonishing  variety  of  appliance,  connected  in  every  con- 
ceivable manner  and  worked  under  every  imaginable  condition, 
appears  to  have  been  used  by  the  various  experimenters  in  this 
field ;  but  through  the  apparatus  used  in  all  successful  work  it  is 
possible  to  trace  three  distinct  yet  interdependent  electrical  circuits. 

In  Figs.  I  to  5,  inclusive,  I  have  attempted  to  reproduce  por- 
tions of  the  apparatus  used.  My  illustrations  are  not  intended 
to  represent  the  appliance  now  in  service;  they  are  in  a  large 
measure  diagrammatic  in  character,  and  are  presented  with  a  view 
of  showing  the  relations  and  manner  of  connecting  the  three  cir- 
cuits just  mentioned,  and  with  the  hope  that  they  may  assist  you 
in  following  the  current  in  its  various  transformations  through 
these  circuits. 

Referring  now  to  Fig.  i,  the  battery  (6)  or  source  of  current, 
with  the  key  (7)  for  arbitrarily  making  and  breaking  contact,  are 
connected  with  the  primary  winding  of  a  Ruhmkorfif  coil  (4)  to 
form  the  first  circuit  (A),  in  which  is  inserted  an  ordinary  auto- 
matic circuit  breaker  (5).  The  secondary  winding  of  the  coil  (4) 
is  connected  to  the  opposite  sides  of  the  oscillator  containing  the  air 
gap,  and  forms  the  second  independent  circuit  (B),  which  serves 
to  charge  the  third  circuit  with  an  interrupted  current  of  moderate 
frequency,  but  of  very  high  potential.  The  third  independent  cir- 
cuit (C)  contains  the  air  gap  (2),  usually  arranged  between  two 
polished  spheres  immersed  in  oil,  between  which  the  disruptive 
discharge  takes  place  and  across  which  the  current  oscillates  with 
enormous  frequency  and  potential. 

Capacity  areas  are  usually  introduced  in  this  circuit  to  control, 
in  a  measure,  the  frequency  of  the  oscillations  across  the  air  gap. 
One  side  of  this  circuit  is  usually,  though  not  of  necessity,  carried 
to  ground  (3),  while  the  other  is  connected  to  the  antenna  (i), 
from  which  the  electro-magnetic  oscillations  or  waves  are  emitted 
with  sufficient  persistence  to  cross  the  Atlantic. 
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It  is  explained  that  on  closing  the  key  (7)  on  the  first  circuit, 
the  battery  (6)  sends  a  strong  low-potential  current  into  the 
primary  of  the  coil  (4)  ;  that  this  current  is  broken  as  rapidly  as  it 
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is  closed  by  the  interrupter  (5),  thus  inducing  in  the  secondary  a 
high-potential  current  of  moderate  frequency,  with  which  the  oscil- 
lator is  charged;  that  this  charge  surges  across  the  air  gap  (2) 
with  marvelous   frequency,,  producing  in  the  antenna   (i),  from 
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which  the  free  waves  are  emitted,  oscillations  of  high  potential  and 
high  frequency.  It  is  further  stated  that  these  emitted  waves  are 
in  many  ways  analogous  to  those  of  light;  they  travel  with  the 
same  velocity,  are  polarized,  reflected,  refracted  and  in  many  ways 
are  handled  as  are  the  rays  of  light. 

The  mechanism  for  receiving  is  largely  the  counterpart  of  that 
used  in  sending ;  in  fact,  every  description  of  the  station  apparatus 
that  I  have  yet  seen  shows  the  last  circuit  used  in  transmission  as 
identical  with  the  first  used  in  receiving;  that  is,  the  wires  rising 
from  and  forming  part  of  this  circuit  from  which  the  waves  are 
emitted  are  the  wires  upon  which  the  waves  from  other  stations 
are  received. 

Beyond  the  first  circuit,  however,  the  receiving  apparatus 
differentiates  rapidly,  and  one  is  soon  bewildered  by  the  intricate 
complications  of  circuits  that  are  employed,  and  the  great  variety 
of  apparatus  that  has  been  used  more  or  less  successfully  by  the 
various  experimenters  in  detecting  these  electro-magnetic  waves. 

Somewhere  in  the  circuit  is  usually  placed  a  coherer,  in  which 
silver  filings,  granulated  carbon  and  other  substances  have  all  been 
used  with  success.  It  has  been  used  in  many  forms  of  varying 
proportions  and  of  different  degrees  of  sensitiveness.  For  de- 
scription here  I  select  one  used  by  Mr.  Marconi  with  gratifying 
results. 

In  Fig.  2,  which  is  largely  diagrammatic,  I  show  the  apparatus 
and  connections  used  at  the  receiving  station  for  intercepting  the 
electro-magnetic  waves  and  obtaining  an  intelligible  Morse  signal. 

The  vital  element  in  this  arrangement,  the  "coherer,"  shown 
at  (2)  in  Fig.  2,  and  upon  an  enlarged  scale  in  Fig.  4,  consists  of 
a  small  glass  tube,  in  which  are  inserted  two  silver  plugs  (3), 
to  each  of  which  is  attached  a  leading-in  wire  (i)  for  connecting 
with  the  other  elements  of  the  circuit,  one  being  led  to  the  antenna 
when  a  message  is  to  be  received.  Between  these  two  silver  plugs 
a  space  (2)  of  about  one-fourth  of  an  inch  is  left,  and  this  space 
is  filled  with  a  mixture  of  96  per  cent,  nickel,  4  per  cent,  of  silver 
finely  granulated  and  a  trace  of  mercury. 

The  tube  is  then  exhausted  to  i-iooo  of  an  atmosphere  and 
hermetically  sealed  through  the  Y-shaped  excrescence  (4),  which 
destroys  its  otherwise  symmetrical  appearance. 

The  virtue  of  this  element  resides  in  the  granulated  particles 
inclosed  between  the  silver  plugs,  which  ordinarily  offer  a  strong 
resistance  to  the  passage  of  an  electrical  current. 

These  particles  are  remarkably  sensitive  to  electro-magnetic 
waves  and  other  electrical  disturbances,  becomino:  polarized  under 
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the  influence ;  in  other  words,  they  cohere,  and  the  granulated  mass 
at  once  becomes  an  excellent  conductor. 
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This  property  of  the  coherer,  or  detecter,  as  if  is  sometimes 
called,  (2)  in  Fig.  2,  is  utilized  by  connecting  a  local  circuit  con- 
taining a  relay  (4)  and  a  single  cell  (3)  to  its  opposite  terminals. 

Normally  no  current  flows,  as  the  local  cell  is  too  weak  to 
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break  down  the  resistance  oft'ered  by  the  granulated  mass,  and  the 
circuit  remains  broken  across  the  gap. 

On  the  receipt  of  a  message,  however,  the  Hertzian  wave 
emitted  by  the  oscillator  at  the  sending  station  causes  oscillations 
to  occur  in  the  antenna  (i)  at  the  receiving  station,  which  are 
strong  enough  to  break  down  the  resistance  among  the  particles ; 
they  cohere  and  form  an  electric  bridge  across  the  gap  (2),  over 
which  the  local  circuit  at  once  crosses  and  actuates  the  relay  (4), 
As  all  operators  and  electrical  men  well  know,  the  translation  from 
an  active  relay  arm  to  the  ]Morse  sounder  or  printing  point  is  one 
of  detail  only,  and  all  the  requirements  are  thoroughly  understood. 

I  show  diagrammatically  one  method  successfully  used  by 
Marconi  for  accomplishing  this,  and  for  working,  at  the  same 
time,  and  from  the  same  relay  that  is  used  to  actuate  the  sounder, 
a  mechanical  tapper  whose  office  it  is  to  jar  the  inclosed  granules, 
causing  them  to  de-cohere. 

A  battery  (5),  Fig.  2,  is  connected,  through  the  relay  (4), 
with  the  magnet  (6)  for  w^orking  the  ]\Iorse  printing  arm,  and  the 
magnet  (7)  for  actuating  the  arm  that  taps  the  coherer. 

Normally  this  mechanism  is  all  quiescent,  but  on  the  arrival  of 
waves  from  the  transmitting  station,  wdiich  break  dowm  the  re- 
sistance in  the  coherer  (2),  current  from  the  local  battery  (3) 
closes  the  relay  (4),  when  the  battery  (5)  sends  a  current  througtl 
the  magnet  (6),  depressing  the  printing  arm,  and  a  current  through 
the  magnet  (7),  causing  the  armature  to  vibrate  and  tap  the 
coherer,  under  which  the  particles  'Me-cohere"  as  soon  as  the  waves 
cease  to  arrive,  thus  introducing  resistance  and  breaking  the  local 
circuit,  at  wdiich  everything  again  assumes  its  normal  condition. 

From  many  appliances  that  have  been  used  in  lieu  of  the 
Morse  sounder  for  manifesting  the  presence  of  electro-magnetic 
waves,  I  select  for  illustration  a  telephone  receiver  and  a  miniature 
flashlight. 

Fig.  3  shows  diagrammatically  the  manner  of  connecting  a 
telephone  receiver  (3)  with  the  secondary  of  a  coil  (2),  the  pri- 
mary of  which  is  wound  around  a  soft  iron  core  and  connected  in 
a  circuit  between  the  antenna   (i)   and  the  ground  (4). 

The  Hertzian  rays  pass  through  the  primary,  inducing  in  the 
secondary  a  current  which  actuates  the  diaphragm  in  the  receiver, 
producing  a  note  that  is  clearly  audible.  A  revolving  magnet  is 
used  in  connection  with  this  receiver,  but,  as  it  is  shown  detached, 
and  as  I  have  not  been  able  to  learn  how  it  is  mounted,  I  can  only 
say  that  it  is  in  some  way  made  to  affect  the  magnetism  of  the  iron 
core,  which  in  turn  affects  the  character  of  the  induced  current 
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passing  to  the  receiver.  A  tiny  lamp  (see  Fig.  5)  has  also  been 
used  for  detecting  the  presence  of  electro-magnetic  waves  without 
the  aid  of  a  coherer.  The  manufacture  of  this  lamp  appears  as 
a  triumph  of  delicate  workmanship,  so  interesting,  in  fact,  that  I. 
copy  a  brief  description  from  a  late  number  of  the  Engineering 
Magazine. 

The  lamp  is  constructed  with  a  short  loop  of  silver,  having 
a  diameter  of  2-1000  of  an  inch,  drawn  with  a  core  of  platinum, 
having  a  diameter  of  6-10,000  of  an  inch  fastened  to  the  leading-in 
wires  (i),  these  in  turn  being  sealed  in  a  glass  bulb   (3). 

The  tip  of  the  silver  loop  (2)  is  dissolved  by  nitric  acid, 
leaving  the  platinum  wire  exposed,  and  to  decrease  the  loss  of  heat 
by  radiation  the  loop  is  inclosed  in  a  silver  shell  (4). 

Details  of  station  construction  are  not  easily  obtained,  but 
from  a  late  issue  of  the  daily  press  I  abstract  the  following  inter- 
esting description  of  one  recently  installed  at  Cape  Cod : 

"Four  wooden  towers,  28  feet  square  at  the  base  and  12  feet 
on  top,  are  erected  to  a  height  of  215  feet  at  the  corners  of  a 
rectangle,  each  side  of  which  has  a  length  of  210  feet.  These 
towers  are  securely  anchored  and  cross-braced  with  wire  rope,  and 
from  the  top  of  each  to  the  next  are  drawn  wire  cables,  forming  a 
rectangular  bridge  from  tower  to  tower.  From  each  of  the  four 
horizontal  bridges  thus  formed  are  suspended  fifty  copper  cables, 
composed  of  seven  strands  J  inch  in  diameter,  tightly  twisted  to- 
gether, making  350  separate  wires  upon  each  side  of  the  station, 
or  a  total  of  1400  in  all." 

From  this  it  appears  that  the  solitary  vertical  wire,  known  as 
the  antenna  of  the  original  experiments,  has  been  very  greatly 
multiplied. 

It  is  stated  that  this  height  of  station  will  generate  a  wave 
length  of  about  860  feet,  which  corresponds  to  a  frequency  of 
1,100,000  oscillations  per  second. 

Current  to  charge  the  oscillator  is  furnished  by  a  40-horse- 
power  alternating  dynamo  under  pressure  of  2000  volts,  which  is 
raised  by  transformers  to  a  pressure  of  20,000,  and  still  further 
increased,  by  means  of  condensers,  to  a  pressure  of  from  50,000 
to  70,000  volts. 

It  is  claimed  that  secrecy  can  be  obtained  by  "tuning  the 
station,"  which  is  accomplished  by  introducing  or  cutting  out  re- 
sistance or  capacity  in  the  oscillating  circuit,  thus  making  it  "reso- 
nant" or  in  tune  to  respond  to  waves  of  a  predetermined  length, 
while  rejecting  or  remaining  passive  to  the  impact  of  all  waves 
that  do  not  oscillate  with  the  pre-arranged  frequency. 
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I  do  not  think  it  yet  possible  to  determine  what  can  be  accom- 
plished along  this  line,  but  it  appears  evident  that  the  future  of 
wireless  work  as  a  commercial  factor  depends  in  large  measure 
upon  the  success  attending  the  efforts  now  being  made  to  obtain  a 
selective  and  secret  service. 

I  have  endeavored  to  describe  a  few  of  the  many  appliances 
which  have  been  successfully  used  in  sending  and  receiving  mes- 
sages without  wires,  and  trust  you  have  been  able  to  follow  me 
through  the  mechanical  manipulations  and  visible  manifestations 
involved. 

Beyond  this  it  is  impossible  to  proceed  very  far,  for  we  find  a 
great  gulf  fixed,  and  the  men  who  are  making  these  subjects  a  life- 
study  w^ould  tell  us  that  w^e  have  followed  them  to  the  very  brink. 
They  tell  us  of  wave  lengths  that  range  from  the  fraction  of  an 
inch  to  thousands  of  miles,  of  vibrations  that  are  numbereci  in  mil- 
lions and  billions  and  trillions  per  second,  of  velocities  so  amazingly 
great  and  of  atoms  so  infinitely  small  that  our  conception  becomes 
bewildered  and  our  comprehension  utterly  fails. 

Wave  lengths,  oscillations  and  vibrations  are  probably  as 
serviceable  as  other  terms  would  be  in  impressing  us  with  a  condi- 
tion of  which  the  finite  mind  can  have  no  fair  conception,  but  when 
we  see  these  men  proportioning  resistance,  inductance  and  capacity, 
and  tuning  their  stations  to  receive  one  message  and  reject  all 
others,  w^e  are  compelled  to  recognize  a  practical  result  and  must 
conclude  that  there  is  something  tangible  in  their  speculations. 

When  the  discharge  of  a  condenser  in  England  is  heard  in 
America,  when  a  battery  on  the  coast  of  Cornwall  will  flash  a  light 
on  the  banks  of  Nova  Scotia,  w^hen  the  pressing  of  a  key  at  Poldhu 
works  a  sounder  at  Glace  Bay,  when  these  things  are  done  within 
the  second  and  without  other  connection  than  the  earth  beneath, 
the  ocean  between,  the  air  around  ^nd  the  sky  above,  then  we  are 
face  to  face  with  a  practical  result  wdiich  appears  to  possess  won- 
derful possibilities. 

It  is  still  too  early  to  measure  the  commercial  value  of  this 
work,  and  conservative  observers  do  not  regard  it  as  likely  to  dis- 
turb existing  investments  to  any  great  extent,  but,  if  successful, 
anticipate  its  filling  a  new  and  heretofore  unoccupied  field  among 
the  world's  industrial  enterprises. 

To  me  the  most  significant  feature  of  this  achievement  lies  in 
the  practical  utilization  of  those  intense  and  infinitestimal  vibrations 
or  waves,  as  they  are  termed,  engendered  in  that  elastic,  im- 
ponderable, elusive  medium  which  w^e  call  the  ether  and  which  we 
imagine  as  permeating  all  things  mundane  and  filling  space  beyond. 
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In  the  face  of  this  achievement,  may  we  not  indulge  the  hope 
that  we  may  yet  be  able  to  propagate  and  distribute  vibrations  of 
still  higher  potentials  and  frequency;  that  we  may  obtain  light  • 
without  heat ;  that  we  may  be  able  to  intercept  and  transform  the 
yet  more  intense  vibrations  that  are  constantly  bringing  to  us  from 
the  sun  all  that  we  have  of  power  and  motion,  all  that  we  experience 
of  change  and  growth,  all  that  we  know  of  warmth  and  comfort ; 
in  fact,  all  that  we  know  of  life,  which  is  so  mysteriously  conveyed 
to  us  upon  wings  of  light? 


Editors   reprinting  articles  from  this  journal  are  requested  to  credit  not  only  the 
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By  Joseph  R.  Worcester,  Member   Boston  Society  of  Civil  Engineers. 


[Read  before  the  Society,  January  28,  1903.*] 
In  preparing  the  following  paper  the  writer  has  a  desire,  at 
the  outset,  to  impress  upon  his  hearers  the  fact  that  he  is  venturing 
upon  a  subject  which  he  is  wholly  incompetent  to  deal  with  in  a 
didactic  manner.  During  his  practice  he  has  been  struggling  to 
acquire  information  as  to  foundations  in  every  way  possible,  which 
means,  generally,  by  asking  questions  from  other  engineers  who 
have  learned  by  experience,  and  he  reaHzes  that  many  of  the  mem- 
bers of  the  Boston  Society  of  Civil  Engineers,  who  have  with  the 
utmost  liberality  answered  his  inquiries,  are  vastly  better  fitted  to 
deal  with  the  subject  than  the  present  writer.  If,  however,  they 
cannot  be  prevailed  upon  to  make  the  first  move,  it  is  the  writer's 
earnest  hope  that  they  will  set  him  straight  if  he  expresses  any 
wrong  opinions,  and  will  co-operate  in  bringing  out  the  subject  in 
its  various  aspects  by  joining  in  the  discussion. 

No  attempt  will  be  made  to  enlarge  the  subject  so  as  to  com- 
prehend foundations  of  characters  different  from  those  met  with  in 
this  immediate  vicinity ;  and  this  restriction  narrows  our  scope  very 
decidedly ;  for  many  conditions,  such  as  those  encountered  in  New 
York  and  Chicago,  for  instance,  are  entirely  wanting  in  Boston 
proper.  Moreover,  to  further  limit  our  investigation,  we  will 
confine  ourselves  chiefly  to  foundations  for  ordinary  structures  not 
requiring  excessively  large  foundations. 

In  considering  the  loads  we  have  to  carry,  there  is  no  provision 
in  the  Boston  building  law,  such  as  is  often  found  in  modern  build- 

*Manuscript  received  May  11,  1903. —  Secretary,  Ass'n  of  Eng.  Socs. 
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ing  laws,  by  which  less  than  the  full  live  load  can  be-  assumed  to 
reach  the  bottom  of  the  columns.  According  to  the  ruling  of  our 
Board  of  Appeal,  it  is  not  legal  to  calculate  on  less  than  the  full 
specified  live  load  on  each  floor  in  designing  any  part  of  the  struc- 
ture. In  the  columns,  where  definite  strains  per  square  inch  are 
allowed  by  the  law,  Ave  are  allowed  no  discrimination,  but  in  the 
case  of  foundations  the  law  does  not  specify  the  allowable  load 
per  pile  or  per  square  foot,  and  we  can,  if  we  desire,  increase  the 
unit  under  the  full  load  in  inverse  ratio  to  a  rational  change  in  the 
total  load. 

It  may  at  first  sight  seem  unsafe  to  take  advantage  of  this ; 
but,  if  wt  look  at  it  in  another  way,  it  appears  more  plausible. 
Suppose  the  law  said  that  the  columns  of  a  certain  building  were 
to  be  designed  to  carry  a  live  load  of  lOO  pounds  per  square  foot 
on  all  the  area  of  all  the  floors  of  a  building,  and  we  were  allowed 
to  use  our  judgment  in  designing  the  floor  beams,  what  loads  would 
we  want  to  figure  these  beams  for  to  make  sure  that  the  building 
was  harmoniously  designed  and  that  the  beams  were  proportionately 
as  strong  as  the  columns?  If  w^e  consider  the  possibility  of  local 
concentrations  in  any  form  of  loading,  we  should  probably  not  feel 
safe  in  taking  for  the  maximum  local  load  less  than  the  equivalent 
of  200  pounds  per  square  foot  distributed.  That  being  the  case, 
and  bearing  in  mind  the  fact  that  it  is  scarcely  possible  to  get  a 
load  over  every  square  foot  of  floor  space  without  leaving  aisles 
through  which  the  load  may  be  reached,  it  seems  as  if  w^e  would 
be  amply  justified  in  assuming  that  not  over  50  per  cent,  of  the 
total  live  load  on  all  floors  reaches  the  foundations.  In  certain 
classes  of  buildings  it  may  be  even  allowable  to  consider  less  than 
this  proportion.  For  instance,  in  oflice  buildings  the  law  requires 
us  to  figure  for  100  pounds  per  square  foot,  and,  considering  the 
heavy  loads  often  applied  to  single  beams  through  safes,  bookcases 
and  piles  of  papers,  this  is  not  an  unreasonable  allowance.  But 
by  the  time  w^e  reach  the  foundations  our  total  load  is  made  up  of 
the  accumulation  of  so  many  square  feet  that,  in  the  writer's  opinion, 
it  would  be  abundantly  safe  to  reduce  this  live  load  to  25  pounds 
per  square  foot. 

In  fact,  in  order  to  proportion  the  foundations  properly,  it  is 
necessary  to  make  some  such  reductions  in  the  live  load ;  for  it 
would  be  unwise,  and  might  make  trouble,  to  have  the  different 
foundations  in  the  same  building  loaded  very  unequally.  If  any 
settlement  occurs,  it  makes  all  the  difference  in  the  world  whether 
the  whole  building  goes  down  equally  or  whether  one  foundation 
s^oes  down  and  the  next  does  not.     Now,  it  is  almost  always  the 
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case  that  some  of  the  foundations,  such  as  those  of  interior  cokimns, 
carry  nothing  but  floor  loads,  while  those  under  walls  often  have  no 
live  load  at  all.  Consequently,  if  we  figure  in  literal  accordance  with 
the  law,  we  shall  be  allowing  for  the  actual  constant  load  under  the 
w^all,  while  the  foundation  under  the  interior  column  will  be  figured 
for  a  load  which  may  easily  be  double  what  will  usually  come  on  it, 
and  perhaps  60  per  cent,  more  than  the  maximum  it  will  ever  get. 

In  what  follows  it  will  be  assumed  that  a  fair  allowance  is 
made  for  a  reduced  live  load  and  that  the  load  we  provide  for  is  not 
the  extreme  one  required  by  law. 

The  geologic  formation  of  the  "Boston  Basin,"  so  called,  is 
very  fully  explained  in  a  report  by  Prof.  W.  O.  Crosby,  published 
as  an  appendix  to  the  fifth  annual  report  of  the  Boston  Transit 
Commission,  August  15,  1899.  In  substance  this  report  explains 
that  the  underlying  rock,  a  slate  formation,  is  at  a  depth  of  from 
50  to  170  feet  below  low  water.  This  is  overlaid  with  a  boulder 
clay  in  the  form  of  smoothly  rounded  hills  or  drumlins,  the  thickness 
of  which  is  from  15  to  90  feet.  Above  the  boulder  clay  is  found 
a  layer  of  blue  clay,  a  true  glacial  deposit,  generally  9,  very  tough, 
plastic  clay,  free  from  grit,  but  containing  a  large  proportion  of 
quartz  flour  with  occasional  thin  layers  and  streaks  of  very  fine 
sand  w^th  occasional  angular  fragments  of  rock.  This  clay  reaches 
an  extreme  elevation  of  about  5  feet  above  high  tide  and  was 
deposited  in  even,  horizontal  layers.  x\t  its  higher  levels  and  every- 
where above  low^  tide  this  clay  has  been  oxidized  to  a  buff  or  yellow 
color,  but  this,  as  well  as  the  blue  clay,  is  of  a  very  stiff",  tough  and 
impervious  character.  Where  the  clay  has  been  eroded  we  often 
find  silt  or  a  fine  muddy  sand,  and  this  often  covered  with  peat. 

The  profiles  exhibited  herewith  show  clearly  this  general 
formation,  or,  at  least,  the  upper  portion  of  it,  in  the  northern  and 
eastern  portion  of  the  peninsula ;  and  the  appended  tables  of  borings, 
for  which  we  are  chiefly  indebted  to  Mr.  William  Jackson,  city 
engineer  of  Boston,  to  j\Ir.  H.  A.  Carson,  chief  engineer  of  the^ 
Boston  Transit  Commission,  and  to  Mr.  George  A.  Kimball,  chief 
engineer  elevated  lines,  Boston  Elevated  Railway,  give  further 
evidence  of  the  same  general  condition  of  the  soil.  Along  the  shore 
line  and  between  the  present  shore  line  and  the  original  line  we 
encounter  all  sorts  of  conditions.  A  great  deal  of  wood  is  found, 
generally  in  sound  condition,  and  numerous  old  sea  walls  are 
encountered,  sometimes  causing  a  good  deal  of  trouble.  The  ac- 
companying plan  of  the  property  of  the  Boston  Terminal  Company, 
kindly  furnished  by  Mr.  George  B.  Francis,  shows  about  as  great 
a  variety  of  conditions  as  could  well  be  obtained  in  the  same  space. 
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The  result  of  this  formation  is  that  solid  rock  is  so  far  below 
the  surface  that  we  do  not  encounter  it,  either  as  an  aid  or  as  a 
hindrance,  in  our  Boston  work. 

In  a  general  way  we  have  two  distinct  classes  of  foundations, 
and  only  two.  We  either  support  our  structures  upon  piles  or 
directly  upon  the  soil,  which  is  sometimes  pure  clay,  either  blue  or 
yellow,  sometimes  fine  sand,  almost  clean,  sometimes  gravel,  con- 
sisting of  stones  running  from  coarse  sand  up  to  small  boulders, 
and  sometimes  any  possible  combination  of  these  substances. 

The  line  of  demarkation  between  the  two  classes  of  foundations 
is  not  very  definitely  located  on  the  map  of  the  city.  In  general,  it 
may  be  said  to  follow  the  original  shore  line  of  the  peninsula,  more 
or  less  closely.  This  line  is  shown  on  the  map  by  the  heavy  dotted 
line.  But  there  are  a  number  of  places  where  the  hard  foundation 
has  been  found  near  enough  the  surface  to  make  it  possible  to  dis- 
pense with  piles  even  outside  of  the  present  shore  line,  as,  for 
instance,  in  the  Charlestown  Bridge,  where  the  Charlestown  abut- 
ment and  piers  Nos.  i  and  2,  counting  from  Charlestown  abutment, 
have  no  piles.  Other  instances  of  the  omission  of  piles  can  be 
found  in  the  buildings  located  in  the  cove  making  up  across  State 
Street  to  Post  Office  Square.  The  Delta  Building,  the  Fiske  Build- 
ing and  many  others,  down  as  far  as  the  Board  of  Trade  Building, 
have  no  piles  under  them.  On  the  line  of  the  Atlantic  Avenue 
division  of  the  Boston  Elevated  Railway,  on  the  other  hand,  the 
portion  between  Summer  Street  and  Broad  Street,  and  from  the 
corner  of  Commercial  Street  and  Atlantic  Avenue  to  Charter  Street, 
skirted  the  original  shore  line,  the  remainder  being  outside  the 
old  line.  On  this  line  piles  were  used  only  in  Beach  Street  and  up 
to  Summer  Street,  and  again  in  the  space  between  Broad  and  Com- 
mercial Streets,  which  parts  were  outside  the  original  line,  thus 
following  the  general  rule  closely. 

Pile  foundations  may  be  divided  into  two  distinct  classes: 
First,  those  where  the  piles  pass  through  the  filled  material  and 
often  layers  of  peat,  silt,  beach-  sand  and  mud  to  a  hard  underlying 
stratum  of  clay  or  clay  mixed  with  more  or  less  sand  and  gravel. 
Second,  those  where  the  piles  hold  by  friction  only  and,  no  matter 
how  far  they  are  driven,  do  not  reach  a  point  where  the  penetration 
is  suddenly  arrested. 

Both  of  these  classes  of  pile  foundations  were  discussed  in  the 
paper  by  Mr.  H.  J.  Howe,  presented  to  the  Society  March  30,  1898, 
and  in  the  full  discussion  which  followed ;  but  in  that  discussion 
attention   was   chiefly   directed  to   unusual   cases,   while   it   is   the 
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purpose  of  this  paper  to  touch  more  particularly  upon  the  ordinary, 
every-day  foundations  commonly  encountered. 

The  questions  with  which  we  are  generally  concerned  are : 

First.  What  is  the  best  and  most  economical  way  to  pile  for 
a  foundation? 

Second.     What  loads  is  it  safe  to  place  on  piles  ? 

Third.     At  what  grade  should  piles  be  cut? 

Fourth.     How  should  foundation  piles  be  capped? 

Under  the  first  head  we  may  consider  what  kind  of  piles  to  use, 
what  size,  how  close  they  can  be  driven  to  advantage,  and  what 
should  be  specified  as  to  weight  and  fall  of  hammer  and  what 
penetration  can  be  allowed  ? 

The  cheapest  piles  in  the  Boston  market  are  spruce.  They 
come  here  in  lengths  from  20  to  50  feet,  with  diameters  running 
from  4  to  6  inches  at  the  tip  and  from  10  to  12  inches  at  the  head. 
Of  course,  the  length,  in  case  they  are  driven  into  a  resisting 
stratum,  is  determined  by  local  conditions,  but  the  size  is  a  matter 
for  the  engineer  to  determine.  The  city  of  Boston  specifications 
for  bridge  piers  and  abutments  require  piles  6  inches  in  diameter 
at  the  point.  The  Boston  Transit  Commission  specifications  for 
the  subway  required  the  same  size.  The  Boston  and  Maine  Rail- 
road specifies  7  inches  at  the  tip  and  11  inches  where  cut  off  for 
the  masonry.  Architectural  specifications  vary  very  considerably 
and  often  omit  the  size  altogether,  allowing  that  a  pile  is  a  pile,  no 
matter  what  size.  The  present  writer's  judgment  is  that  it  is  un- 
necessary to  specify  the  size  at  the  butt,  and  that  a  spruce  pile 
6  inches  in  diameter  at  the  tip  is  sufficient  for  all  ordinary  cases  of 
foundations.     All  measurements  should  be  under  the  bark. 

In  cases  where  the  piles  hold  by  friction  only  it  sometimes 
occurs  that  a  greater  length  of  pile  is  desirable  than  can  be  obtained 
in  spruce.  If  so,  there  are  two  species  sometimes  used,  hard  pine 
and  Norway  pine.  Hard  pine  piles  can  be  obtained  up  to  80  feet 
in  length,  in  which  case  the  diameter  at  the  butt  will  be  about  16 
inches.  Norway  pine  can  be  obtained  up  to  about  75  feet  in  length, 
with  a  butt  diameter  of  about  16  inches.  The  Norway  pine  piles 
are  generally  a  little  cheaper  and  practically  as  good. 

The  minimum  distance  between  centers  of  piles  depends  upon 
two  factors :  the  hardness  of  the  soil  and  the  size  of  the  butts. 
Ordinary  spruce  piles  may  be  well  driven  24  inches  on  centers, 
while  large  and  long  piles  cannot  be  driven  to  advantage  closer 
than  30  inches.  Another  governing  condition  must  be  taken  into 
account,  however,  and  that  is  the  supporting  power  of  the  soil  as 
a  whole.     Where  the  piles  reach  a  real  hard  pan,  the  soil  will 
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generally  resist  all  the  pressure  that  the  piles  can  bring  on  it,  unless 
it  consists  of  a  thin  crust  overlying  a  soft  material ;  but  when  the 
soil  is  so  soft  that  the  piles  hold  by  friction  only,  and  there  is 
enough  friction  to  carry  all  the  soil  between  the  piles  down  with 
them,  in  case  they  go  together,  the  spacing  becomes  a  question  of 
how  much  the  underlying  soil  will  support  per  square  foot.  For 
example,  if  the  soil  can  only  support  2  tons  per  square  foot,  and 
the  piles  could  each  carry  18  tons,  it  is  useless  to  place  them  closer 
than  3  feet  on  centers. 

Perhaps  there  is  no  point  on  which  we  find  greater  variation  in 
specifications  than  in  the  requirements  as  to  weight  of  hammer, 
height  of  fall  and  penetration.  The  writer  has  seen  a  foundation 
where  the  architect  specified  a  2500-pound  hammer,  falling  20  feet, 
with  a  penetration  of  ^  inch,  where  some  of  the  piles  actually  had  a 
penetration  of  9  inches  with  1800-pound  hammer  falling  10  feet. 
And  yet  the  architect  was  obliged  to  accept  them,  as  he  could  do 
no  better. 

In  the  case  of  the  piles  being  driven  into  hard  stratum  there  is 
danger  of  too  hard  driving  crushing  or  crippling  the  pile,  and  it  is 
much  better  not  to  punish  such  piles  too  severely.  x\s  to  the  weight 
of  the  hammer,  it  is  always  better  to  have  a  heavy  weight  falling  a 
short  distance  than  a  light  hammer  falling  a  long  distance.  The 
Boston  and  Maine  Railroad  specifies  a  2600-pound  hammer  falling 
15  feet,  with  a  penetration  not  exceeding  16  inches  in  the  last  ten 
blows.  The  city  of  Boston,  the  Transit  Commission  and  some 
architects  do  not  specify  either  the  weight  of  the  hammer,  the  fall 
or  the  penetration,  but  simply  that  the  piles  shall  be  driven  to  a 
firm  bearing  to  the  satisfaction  of  the  engineer.  With  competent 
expert  services,  this  is  perhaps  the  best  method  of  specifying,  but, 
to  enable  the  contractors  to  estimate  closely,  and  where  the  super- 
visor is  not  an  experienced  engineer,  it  is  well  to  have  some  definite 
figures  stated.  Before  making  a  specification  it  would  be  wiser 
to  determine,  by  borings,  what  the  nature  of  the  soil  is  likely  to  be, 
whether  the  piles  are  to  meet  a  hard  resistance  or  must  hold  by 
friction,  and  in  the  former  case  the  writer  would  advise  specifying 
a  penetration  of  i  inch  under  a  2000-pound  hammer  falling  10  feet, 
and  in  the  latter  a  penetration  of  3  inches  under  a  2000-pound 
hammer  falling  15  feet.  It  would,  perhaps,  be  better  to  require 
heavier  hammers,  but  for  building  work  it  is  not  easy  to  get  them. 

As  was  clearly  pointed  out  in  the  discussion  of  Mr.  Howe's 
paper,  and  as  we  all  know  from  experience,  friction  piles  in  our 
soils  derive  a  great  increase  in  resisting  power  by  a  few  hours'  rest 
after  driving,  and,  so  far  as  the  writer's  knowledge  goes,  it  is  en- 
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tirely  safe  to  rely  upon  this  increase  in  resistance,  for  time  does  not 
decrease  it  again,  even  though  the  load  may  be  subject  to  con- 
siderable vibration.  In  some  kinds  of  sand  this  may  not  be  the 
case,  but  with  clay  it  seems  to  hold. 

Coming  now  to  the  second  inquiry,  as  to  the  safe  loads  for 
ordinary  piles,  we  reach  a  subject  upon  which  a  great  deal  has 
been  written.  Much  valuable  matter  was  collated  on  this  subject 
by  Mr.  Howe  in  the  paper  above  referred  to,  and  more  recently  a 
very  interesting  graphical  table  has  been  presented  to  the  American 
Society  of  Civil  Engineers  by  ^Ir.  Ernest  P.  Goodrich  (Trans. 
American  Society  Civil  Engineers,  Vol.  XLV^III,  p.  211),  which 
gives  the  ultimate  load  allowed  by  seven  dififerent  formulae  for 
certain  penetrations  under  hammers  weighing  3000  pounds,  2000 
pounds  and  1000  pounds,  falling  15  feet.  As  we  understand  it, 
Trautwine's  formula  is  here  incorrectly  stated  and  plotted,  as  the 
curve  should  come  about  4.5  times  higher.  If  wq  place  Trautwine's 
curve  where  it  should  be,  and  neglect  Weisbach's  short  formula, 
which  gives  very  high  results,  we  find,  in  the  diagram  for  a  2000-. 
pound  hammer  with  a  penetration  of  i  inch,  loads  from  40  to  85 
tons,  and,  for  a  penetration  of  3  inches,  loads  from  13  to  40  tons, 
showing  that  there  is  a  good  deal  of  variety  of  opinion  as  to  the 
actual  capacity  of  piles. 

An  old  rule,  quite  generally  followed  by  Boston  architects,  is 
to  call  10  tons  the  safe  load  for  a  pile,  though  many  follow  the 
Ejigiiiccrijig  Xcz^'s'  formula  in  figuring  their  foundations,  and  then 
take  their  chances  as  to  whether  the  conditions  of  penetration, 
weight  and  fall  of  hammer,  upon  which  they  base  their  calculations, 
are  obtained  in  construction,  seldom  revising  their  design  in  case  the 
results  vary  widely  from  the  assumptions. 

If  wx  take  the  specifications  for  driving  recommended  previ- 
ously, viz,  for  piles  to  be  driven  into  a  hard  pan  a  2000-pound  ham- 
mer falling  10  feet  with  a  penetration  of  i  inch,  and  for  friction 
piles  the  same  hammer  and  a  fall  of  15  feet  with  a  penetration  of  3 
inches,  and  apply  in  the  formulae  given  by  ^Ir.  Goodrich,  we  get 
for  the  first  class  of  piles  ultimate  loads  varying  from  32^  tons  to 
65  tons,  and  for  the  second  class  loads  varying  from  13  tons  to  40 
tons,  or,  averaging  between  the  extremes,  ultimate  loads  for  the 
first  class  of  48$  tons  and  for  the  second  of  26^  tons.  With  a 
factor  of  safety  of  3,  this  would  give  safe  loads  on  the  first  class 
of  16  tons  and  on  the  second  class  of  9  tons,  and  these  results  seem 
to  be  perfectly  safe  in  view  of  all  the  tests  with  which  the  writer 
is  acquainted. 

We  come  now  to  the  third  inquiry  propounded  with  regard  to 
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pile  foundations,  viz,  What  is  the  proper  grade  at  which  piles  should 
be  cut  ? 

It  has  generally  been  assumed  by  engineers  that  the  only  point 
necessary  to  consider  with  regard  to  the  grade  at  w^hich  piles  should 
be  cut  is  how  high  we  can  be  sure  that  they  will  always  be  wet,  and 
there  is  an  unwritten  law  in  this  vicinity  that  5  feet  above  city  base, 
or  about  half  tide,  is  a  safe  level  to  accomplish  this  result.  Some 
engineers  have  even  held  that  at  a  point  higher  than  this  the  piles 
would  never  dry  sufficiently  to  allow  rotting  to  take  place. 

There  is,  however,  another  possibility  which  should  be  borne 
in  mind. 

When  the  old  building  of  the  Boston  Electric  Light  Company, 
on  Summer  Street,  was  removed  in  the  fall  of  1901,  it  was  found 
that  the  tops  of  many  of  the  piles  were  badly  wasted.  These  piles 
were  cut  at  about  grade  7  feet  6  inches,  and  on  the  tops  of  them 
rested  granite  levelers.  The  appearance  of  the  piles  from  a  little 
distance  led  many  to  suppose  that  the  tops  were  rotted.  One  of  our 
members,  Mr.  H.  K.  Higgins,  wrote  for  Engineering  A^ezvs  an 
article  on  the  subject,  which  was  illustrated  with  a  photograph 
showing  many  of  the  piles  as  seen  from  the  street.'''  This  article 
called  forth  a  comment  from  the  esteemed  editor,  severely  censuring 
the  people  responsible  for  such  construction,  and  the  information 
thus  widely  circulated  has  been  noted  by  many  engineers,  not  only 
in  this  vicinity,  but  all  over  the  country.  It  is  unfortunate  that  the 
story  was  not  wholly  correct,  though  perhaps  the  effect  of  the  publi- 
cation has  been  none  the  less  wholesome  on  account  of  the  error 
as  to  details.  The  cause  of  the  trouble  in  this  case  was  not  rot,  as 
stated,  but  worms.  This  was  clearly  seen  by  a  close  examination 
of  the  piles.  Mr.  E.  L.  Rawson,  the  architectural  superintendent,  is 
our  authority  for  the  foregoing  figures  and  can  bear  testimony  as 
to  the  cause  of  the  trouble. 

It  seems  that,  in  this  locality,  at  the  time  the  building  was  con- 
structed, tide  water  had  free  access  to  the  foundations  at  each  tide, 
and  that,  undoubtedly,  if  the  soil  ever  was  even  with  the  tops  of  the 
piles,  it  washed  out  or  subsided  enough  to  leave  a  few  inches  of  each 
pile  unprotected  by  earth  and  gave  the  worms  a  chance  to  get  in 
their  work  in  this  space. 

Whether  the  concrete  floor  above  the  foundations  retained 
enough  air  when  the  tide  rose  to  keep  the  piles  on  the  border  line 
of  air  and  water  is  not  certain,  and  whether  the  worms  could  have 
worked  if  they  had  been  flooded  at  each  tide  the  present  writer 
is  unable  to  say ;  but  there  is  no  doubt  that,  under  similar  conditions, 
it  is  extremely  important  that  their  chance  for  operations  should  be 

*See  page  314. 
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prevented.  After  a  building  is  constructed,  it  is  very  rarely  that 
we  have  the  opportunity  to  make  an  examination  of  the  piles,  and 
it  is  not  a  pleasant  thought  for  the  owner  of  the  property  to  have 
in  his  mind  that  worms  may  be  gnawing  away  at  the  vitals  of  his 
property  and  that  some  day  it  may  suddenly  slump.  As  a  sugges- 
tion which  it  is  hoped  other  members  may  freely  criticise,  the 
writer  would  advise  that,  where  tide  water  has  access  to  the  piling, 
the  masonry  shall  be  started  not  higher  than  grade  4,  but,  where 
fully  surrounded  with  fill,  the  masonry  may  start  at  5. 

This  consideration  leads  naturally  to  the  last  question  offered 
on  the  subject  of  pile  foundations,  that  is,  What  is  the  best  method 
of  capping? 

To  refer  again  to  the  Boston  building  law,  we  find  it  here  re- 
quired that  "all  piles  shall  be  capped  with  block  granite  levelers." 
This  would  seem  to  exclude  the  possibility  of  capping  with  concrete, 
but  in  a  number  of  recent  buildings  the  architect  has  shown  concrete 
laid  directly  upon  the  piles.  In  carrying  out  the  provisions  of  the 
law  the  building  commissioner  rules  against  these  plans  and  the 
architect  has  to  go  to  the  Board  of  Appeal,  and  this  body  allows 
the  technical  infraction  of  the  law.  This,  in  the  writer's  opinion, 
is  clearly  the  proper  action.  The  reason  that  the  law  is  so  pre- 
judiced against  the  use  of  concrete,  as  it  is  understood,  is  that  if 
concrete  were  allowed  it  would  be  difficult  to  prevent  unscrupulous 
contractors  from  using  such  poor  material  that  it  could  not  resist 
the  pressure  brought  by  the  pile  head,  that  is,  perhaps,  16  tons  on, 
say,  70  square  inches,  or  460  pounds  per  square  inch.  This  may 
be  rather  a  high  pressure,  but  it  would  seem  as  if  the  law  might 
cover  the  specification  for  concrete  in  sufficient  detail  to  make  it  safe. 
The  best  possible  method  of  capping  is  to  cut  the  pile  as  level  as 
possible,  to  clean  out  all  dirt  and  loose  material  between  and  around 
the  piles  and  to  start  concrete  on  the  remaining  soil. 

Foundations  not  requiring  piles  are  usually  of  simple  character 
and  do  not  require  any  great  amount  of  engineering.  In  the  higher 
parts  of  the  city,  where  the  soil  consists  either  of  sand  or  of  sand  and 
gravel  mixed,  the  foundations  are  about  as  satisfactory  and  easy 
to  deal  with  as  if  they  rested  upon  solid  ledge. 

The  soil  in  these  parts  of  the  city  would  probably  carry  up- 
ward of  10  tons  per  square  foot  without  appreciable  settlement, 
though  the  writer  is  not  acquainted  with  any  tests  definitely  prov- 
ing the  capacity.  Architects  very  frequently  assume  5  tons  per 
square  foot  as  a  safe  load,  and  this  appears  to  be  a  conservative 
figure. 

The  Boston  building  law  allows  the  use  of  concrete  for  "foot- 
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ings,"  but  not  for  "foundations,"  and  an  interesting  question  is 
opened  as  to  where  the  footings  stop  and  the  foundations  begin. 
There  is  not  a  very  great  difference  between  the  cost  of  concrete 
and  of  block  granite  foundations,  and  it  is  most  common  to  use 
granite  for  the  entire  foundation  in  hard  groimd,  or  for  all  except 
a  footing  course  of  about  2  feet  thickness ;  but  there  is  no  doubt 
that  with  good  concrete  results  could  be  secured  as  satisfactory  in 
every  way  by  carrying  the  concrete  up  to  near  the  surface  grade, 
and  in  some  cases  where  this  has  been  done  the  Building  Depart- 
ment has  not  interfered. 

In  the  lower  section  of  the  city,  where  the  foundations  go 
down  into  the  clay,  we  often  encounter  material  which  is  quite  w^et 
and  not  very  hard.  When  these  foundations  have  to  be  carried 
down  to  considerable  depths  to  provide  for  sub-basements  it  is 
always  necessary  to  do  more  or  less  pumping.  While  the  clav  itself 
is  quite  impervious,  there  are  almost  ahvays  streaks  of  sand  or 
gravel,  as  noted  in  Professor  Crosby's  report,  w^hich  carry  some 
water,  and  to  get  rid  of  this  it  is  necessary  to  pump,  though,  as  far 
as  the  waiter's  observation  has  gone,  the  pumping  has  not  been 
excessive.  The  only  trouble  from  it  is  that  long-continued  pumping 
from  a  deep  excavation  lowers  the  level  of  the  ground  w-ater  under 
surrounding  buildings,  and  sometimes  this  produces  settlements. 
It  is,  therefore,  advisable  to  shorten  the  time  of  pumping  as  much 
as  possible. 

The  sand,  where  it  occurs,  is  frequently  extremely  fine,  and  it 
is  carried  to  some  extent  by  the  water,  though  sometimes  it  is  so 
compacted  that  quite  a  stream  of  water  will  flow  through  it  without 
breaking  it  down.  In  many  places  in  the  city  it  has  been  called 
"quicksand,"  but,  probably,  this  term  is  not  properly  applied  to 
anything  encountered  in  this  soil.  We  have  heard  rumors  of 
''quicksand"  under  the  Exchange  Building,  the  Hospital  Life  Build- 
ing, the  Worthington  Building,  the  Suffolk  Trust  Building,  the 
Globe  Building,  the  Winthrop  Building,  the  Jew^elers'  Building,  and 
in  other  places,  but,  w^ith  the  possible  exception  of  the  last,  the 
people  most  interested  have,  when  questioned,  stated  that  the  trou- 
blesome material  was  a  "running"  sand  and,  though  similar,  proba- 
bly not  real  quicksand.  Where  these  streaks  are  encountered  in  the 
sides  of  an  excavation  they  can  generally  be  controlled  by  close 
sheeting,  and  wdiere  they  are  at  the  bottom  of  an  excavation  that 
is  as  deep  as  required  for  other  reasons  it  is  possible  to  fill  in  on 
top  of  them  with  gravel  or  crushed  stone,  upon  which  concrete  can 
w^ell  be  laid. 

In  low  cellars,  below  grade  8  or  10,  it  is  generally  necessary 


BOSTON  FOUNDATIONS.  295 

to  make  a  close  bottom  and  wall  and  to  waterproof  throughout. 
Waterproofing  can  be  best  inserted  between  two  thicknesses  of 
masonry.  On  the  bottom  of  the  excavation  one  of  the  best  methods 
of  applying  is  to  lay  sub-drains  over  the  soil  bedded  in  a  layer  of 
gravel  and  over  this  about  6  inches  of  concrete,  the  drains  running 
to  a  sump  which  can  be  pumped.  The  waterproofing  can  then  be 
laid  over  the  concrete,  and  enough  concrete  over  the  whole  to  hold 
the  waterproofing  down.  On  the  sides  a  thin  wall  of  brick  or 
concrete  can  be  built  against  the  sheeting  and  the  waterproofing 
applied  to  this,  and  afterward  the  main  wall  built  inside  of  the 
waterproofing.  It  will  often  save  annoying  leaks  if  the  bottom 
sheet  can  be  made  in  one  unbroken  layer,  though  it  is  generally 
necessarv  to  carry  foundations  for  interior  columns  down  to  a 
low^er  grade  than  the  regular  bottom  level.  In  such  cases  it  is  better 
to  run  the  waterproofing  through  the  column  foundations  than  to 
try  to  drop  down  under  them.  Sometimes  it  becomes  necessary 
to  waterproof  the  side  walls  inside  of  the  main  wall,  and  it  is  then 
an  interesting  question  how  thick  the  lining  must  be  to  resist  the 
water  pressure.  It  is  certain  that  it  is  not  necessary  to  calculate 
a  full  hydrostatic  pressure,  for  the  reason  that  the  whole  of  the  back 
of  the  waterproofing  is  not  exposed  to  the  water.  Very  often  4-inch 
or  8-inch  brick  linings  are  used  where  at  considerable  depths  below 
water  level,  but  just  what  is  a  safe  proportion  of  the  hydrostatic 
pressure  to  allow^  is  a  matter  upon  which  the  writer  would  like  to 
be  informed. 

Another  engineering  question,  of  interest  with  regard  to  deep 
foundations,  is  whether  retaining  walls  should  always  be  calculated 
to  have  stability  enough  from  vertical  load  alone,  or  whether  it  is 
safe  to  count  on  their  being  braced  horizontally  by  an  interior  steel 
framing,  assuming  the  latter  to  be  properly  designed  to  take  and 
resist  the  pressure.  In  the  subwav  it  was  assumed  that  the  roof 
furnished  a  horizontal  support  for  the  side  walls,  which  were 
figured  as  beams,  and,  indeed,  mostly  constructed  with  steel  beams. 
This  appears  to  be  equally  justifiable  in  the  case  of  steel  skeleton 
buildings,  and  it  results  in  considerable  economy. 

As  to  what  load  may  safely  be  allowed  upon  foundations  in 
the  lower  parts  of  the  city,  a  great  deal  depends  upon  the  wetness 
of  the  soil.  The  softest  clay  which  has  come  under  the  writer's 
notice  hereabouts  can  probably  carry  with  perfect  safety  2J  tons  per 
square  foot,  and  from  this  the  capacity  runs  up  to  as  much  as  4  tons. 
It  is  somewhat  difficult  to  predict  from  borings  the  relative  hard- 
ness, and  it  is  often  found  necessary  to  increase  the  size  of  founda- 
tions after  excavating.     The  most  economical  way  of  arranging  for 
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this,  but  one  seldom  adopted  in  building  construction,  is  to  design 
the  foundations  for  a  pressure  which  seems  probably  safe,  but  not 
extravagantly  so,  and  have  a  unit  price  agreed  upon  with  the  con- 
tractor to  cover  additions  should  they  be  found  necessary. 

There  is  one  point  of  which  we  must  take  account,  but  which 
is  quite  frequently  overlooked,  and  that  is  the  unequal  distribution 
of  the  load  over  the  bottom  of  the  foundation  on  account  of  its 
being  eccentrically  placed.  This  system  applies  to  all  cases  of 
foundations  and  is,  no  doubt,  of  less  consequence  in  hard  ground 
than  in  soft,  but  is  always  of  more  or  less  importance.  In  very 
many  cases  buildings  have  to  be  constructed  against  lot  lines  and 
the  foundations  entirely  confined  to  one  side  of  the  line,  and  where 
not  only  the  walls,  but  often  heavy  columns,  are  placed  as  near  the 
line  as  possible,  it  becomes  a  matter  of  some  difficulty  to  get  a 
concentric  bearing  on  the  soil.  Ten  or  fifteen  years  ago  it  was  the 
common  practice  of  architects^  to  extend  such  foundations  inward, 
leaving  the  outer  face  vertical  against  the  lot  line.  In  some  cases 
they  were  extremely  particular  to  limit  the  pressure  on  the  soil 
to  a  certain  figure  without  regard  to  whether  the  bearing  was 
eccentric  or  concentric,  while,  if  proper  allowance  is  made  for  ec- 
centricity, it  will  be  found  that  the  pressure  on  the  loaded  side  is 
sometimes  extremely  high,  though  it  has  seldom  led  to  trouble 
where  the  soil  is  hard.  One  of  these  cases  which  has  come  under 
the  notice  of  the  writer  was  where  extremely  heavy  loads  were  car- 
ried upon  friction  piles.  The  architect  calculated  that  the  piles 
were  not  loaded  over  1 1  tons  per  pile,  while,  if  proper  account  was 
taken  of  the  eccentricity,  those  next  the  property  line  are  found  to 
have  carried  over  31  tons  per  pile,  and  it  is  not  surprising  that 
slight  settlement  and  cracks  occurred. 

About  ten  or  fifteen  years  ago  the  system  of  supporting  such 
loads  next  to  property  lines  upon  cantilever  girders  came  into  use, 
and  since  that  time  Boston  architects  have  very  largely  employed 
this  system  where  they  realized  the  necessity.  In  the  case  of  canti- 
lever girder  construction  it  is  of  great  importance  to  know  the  safe 
resisting  power  of  the  soil,  for  a  difference  of  assumption  of  i  ton 
per  square  foot  means  a  very  great  difference  in  the  cost  of  the 
cantilevers.  It  is  hoped  that  those  who  have  definite  information 
upon  this  subject  will  make  it  known  in  the  interest  of  general 
economy  of  construction. 

In  some  of  the  narrow  buildings  recently  built  foundation 
girders  have  been  used  running  the  entire  width  of  the  building  and 
supporting  a  column  at  each  end.  In  one  case,  that  of  the  extension 
to  the  Boston  Athletic  Association  Building,  now  being  constructed. 
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such  foundation  girders  are  being  used,  which  are  concrete-steel 
construction,  the  steel  being  in  the  shape  of  Ransome  system 
twisted  rods. 

An  instance  of  the  effect  of  eccentricity  of  loading  on  piles, 
and  also  of  the  use  of  cantilevers  in  foundations,  was  found  in  the 
supports  of  a  200-foot  chimney  built  in  the  Atlantic  Avenue  district 
about  a  dozen  years  ago.  This  stack  w^as  placed  not  far  from  what 
was  then  the  boundary  line  of  the -owner's  property,  and  it  so  hap- 
pened that  an  old  sea  wall  ran  along  about  under  the  party  line. 
The  location  was  so  near  tide  w^ater  at  the  time  that  to  remove  the 
wall  would  have  required  divers,  and  it  would  also  have  involved 
more  or  less  trespass  upon  the  neighbor's  property,  which  it  was 
very  important  to  avoid.  Under  the  foundations  there  is  about  90 
feet  of  clay,  which  is  uniformly  plastic,  neither  very  hard  nor  very 
soft,  but  making  it  necessary  to  rely  upon  friction  piles.  These 
were  driven  about  2  feet  on  centers  close  up  to  the  sea  wall  and 
extending  back  so  as  to  make  a  base  about  26  feet  square,  but  with 
its  center  about  3  feet  from  the  center  of  the  stack.  The  w^eight  of 
the  stack  and  masonry  foundation  was  about  2875  tons,  which  pro- 
duced an  average  pressure  of  about  11.8  tons  per  pile,  but  an  actual 
pressure,  allowing  for  eccentricity,  upon  those  most  highly  loaded 
of  29  tons  per  pile.    . 

Soon  after  the  stack  was  completed  it  was  found  that  the  top 
was  gradually  moving  toward  the  weak  side,  and  it  became  neces- 
sary, to  prevent  more  serious  trouble,  to  go  across  the  lot  line. 
Under  the  direction  of  the  late  Horace  W.  Ball,  C.E.,  a  strip  of 
the  abutter's  property  was  taken,  at  right  angles  to  the  lot  line 
opposite  the  center  of  the  stack  and  running  some  30  feet  from  the 
stack,  and  this  strip  was  driven  full  of  piles.  Over  these  were  laid 
15-inch  I-beams,  the  heaviest  obtainable  at  the  time,  extending  to 
the  stack  and  getting  a  bearing  under  the  weak  side  of  it,  and  upon 
these  beams  was  built  a  triangular  piece  of  brick  wall  the  full 
length  of  the  beams  at  the  bottom  and  extending  upward  to  a  point 
about  40  feet  up  on  the  stack,  into  which  it  was  bonded,  the  outer 
end  of  the  wall  being  on  a  slope.  This  formed,  in  effect,  a  sort  of 
buttress,  the  pressure  of  which  furnished  the  anchorage  for  the 
cantilever  beams.  The  result  was  all  that  could  be  desired,  the 
motion  ceasing  from  that  time.  About  three  years  ago — that  is, 
about  nine  years  after  the  stack  was  built — the  owners  secured 
the  adjacent  property  and  extended  their  building,  and  in  the  process 
of  remodeling  it  became  necessary  to  remove  this  buttress,  though 
the  old  beams  were  left  in.  Soon  after  this  was  done,  however, 
a  crack  appeared  on  the  opposite  side  of  the  stack  between  it  and 
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the  wall  which  adjoined  it  there  and  which  was  some  80  feet  high. 
Careful  observations  of  the  stack  were  made,  and  it  was  reported 
by  the  surveyors  that  the  top  was  moving,  though  the  motion  must 
have  been  very  slight,  if  it  really  took  place  at  all.  Around  the 
base  of  the  stack  there  were  also  some  small  cracks  discovered  that 
had  not  been  noticed  before,  which  seemed  to  indicate  that  the 
foundations  were  not  stable.  It  was,  therefore,  decided  to  provide 
more  support  in  some  way.  An- excavation  was  made  on  one  side 
of  the  original  buttress  up  to  the  old  sea  wall  and  as  much  of  this 
was  removed  as  was  possible  without  disturbing  the  masonry  under 
the  stack,  which,  by  the  way,  had  been  carried  out  on  to  the  sea  wall. 
It  was  found  possible  to  get  in  a  group  of  twenty  50-foot  piles, 
the  center  of  which  was  about  20  feet  from  the  !?tack,  and  they  were 
so  driven  and  capped  with  concrete  up  to  a  grade  about  4  feet  below 
the  floor  line  of  the  building.  Over  this  concrete  as  a  fulcrum  were 
placed  eight  beams  24  inches  by  80  pounds  by  60  feet,  one  end  of 
which  was  inserted  under  the  stack.  Under  the  tail  of  the  canti- 
lever thus  formed  was  placed  a  block  of  concrete  weighing  about 
180  tons  and  supported  upon  piles.  In  this  concrete  were  imbedded 
anchors  provided  with  rods  extending  up  to  the  top  of  the  beams 
and  furnished  with  nuts  working  on  long  threads.  By  means  of 
these  adjustable  anchor  rods  the  tail  of  the  cantilever  was  then 
drawn  down  until  each  beam  had  an  upward  deflection  amounting 
to  about  3^  inches,  which  would  indicate  a  fiber  strain  in  each  ap- 
proaching the  elastic  limit  of  the  steel.  The  beams  were  then  filled 
in  with  concrete  over  their  whole  length  and  the  concrete  was 
carried  up  to  grade.  The  effect  of  this  arrangement  was  to  give  an 
additional  support  on  this  side  of  the  stack  of  about  90  tons,  and, 
assuming  that  the  surrounding  concrete  increased  the  strength  of 
the  beams,  this  assistance  may  be  considerably  greater.  While  this 
is  not  enough  to  fully  equalize  the  load  on  the  piles  under  the  stack, 
it  has  served  its  purpose,  as  no  further  motion  has  taken  place. 

The  map  of  the  city  exhibited  herewith  has  been  prepared  by 
]\Ir.  E.  E.  Pettee,  member  of  the  Boston  Society  of  Civil  Engineers. 
In  addition  to  the  original  shore  line  and  present  extent  of  the  city, 
it  shows  the  location  of  the  borings  shown  in  the  accompanying 
diagrams.  It  is  hoped  that,  as  time  goes  on,  it  will  be  possible  to 
add  additional  borings  on  this  same  map,  mak'ing  it  a  partial  record 
of  what  has  been  definitely  determined  with  regard  to  the  soil,  and 
members  of  the  Society  are  invited  to  supply  such  records  as  they 
have  in  their  possession  for  this  purpose. 

The  diagrams  of  borings  indicate,  by  scale,  the  depths  of  the 
different  strata  of  soil  and,  by  numbers,  the  material  found  in  each. 
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The  explanation  of  the  numbers  is  in  the  following  table,  where  the 
different  kinds  of  material  are  described. 


ICX). 
lOI. 

102. 
103. 
104. 
105. 
106. 
107. 
108. 
109. 
no. 
III. 

112. 

113- 

114. 

115- 
116. 

IT7. 
118. 
119. 
120. 
121. 
122. 
123. 
124. 

125. 
126. 
127. 
128. 
129. 
130. 
131- 
132. 

133- 
134- 
135- 
136. 
137- 
138. 
139. 
140. 
141. 
142. 
143- 
144- 
145. 
146. 
147. 


CLAY    OR    BLUE    CLAY    COMBINATIONS 
148 


Soft  blue  clay. 

Soft  wet  blue  clay. 

Hard  blue  clay. 

Hard  wet  blue  clay. 

Blue  clay,  yellow  clay,  sand,  hard. 

Fine  clay,  sand. 

Clay,  fine  sand,  wet. 

Clay,  fine  blue  sand,  wet. 

Clay,  fine  yellow  sand. 

Clay,  sand. 

Clay,  fine  sand. 

Hard  blue  clay,  little  sand. 

Hard  blue  clay,  fine  sand. 

Hard  blue  clay,  little  fine  sand. 

Hard  clay,  gravel. 

Hard  blue  clay,  fine  gravel. 

Blue  clay,  fine  sand,  gravel. 

Hard  blue  clay,  sand,  gravel. 

Clay,  sand,  coarse  gravel. 

Clay,  sand,  gravel,  hard. 

Clay,  coarse  sand,  gravel,  hard. 

Little  clay,  sand,  coarse  gravel. 

Hard,  blue  clay,  sand,  fine  gravel. 

Clay,  sand,  gravel,  mud. 

Clay,  sand,  gravel,  stones,  hard. 

Clay,  sand,  stones. 

Clay,  sand,  stones,  hard. 

Clay,  sand,  little  stones. 

Clay,  little  sand,  stones. 

Clay,  sand,  shells. 

Clay,  gravel,  stones,  hard. 

Clay,  mud,  stones,  hard. 

Hard  clay,  stones. 

Clay,  gravel. 

Blue  clay,  stones. 

Hard  blue  clay,  sand. 

Hard   clay,   little  sand,   stones. 

Hard  clay,  fine  stones. 

Clay,  silty  sand,  gravel. 

Clay,  sandy  gravel. 

Blue  clay  or  clay. 

Clay,  mud,  stones. 

Fine  clay,  mud.  stones,  hard. 

Hard  blue  clay,  little  gravel. 

Little  clay,  sand,  gravel,  soft. 

Blue  clay,  fine  sand. 

Clay,  fine  sand,  fine  gravel. 

Blue  clay,   sand,  gravel,  stone. 


gravel. 


little     sand, 


hard. 


Soft  blue  clay,  sand. 

149.  Soft  blue  clay,  little  sand. 

150.  Hard  fine  blue  clay. 

151.  Little  clay,  fine  blue  sand. 

152.  Little    coarse,    hard    fine    sand, 

gravel. 

153.  Hard  blue  clay,  sand,  little 

154.  Clay,  coarse  sand,  gravel. 

155.  Clay,  mud. 

156.  Clay,  gravel,  mud. 

157.  Little  clay.  silt. 

158.  Hard     blue     clay. 

gravel. 

159.  Soft  clay,  mud. 

160.  Soft  clay,  gravel. 

161.  Clay,  fine  brown  sand. 

162.  Clay,  black  mud. 

163.  Clay,  hard  gravel. 

164.  Clay,  yellow  sand,  stones. 

165.  Clayj  yellow  gravel. 

166.  Clay,  sand,  coarse  gravel, 

167.  Hard  clay,  coarse  sand. 

168.  Little  clay,  sand. 

169.  Clay,  little  sand, 

170.  Silty  clay,  sand,  shells. 

171.  Blue  clay,  little  fine  sand. 

172.  Hard  blue  clay,  little  sand, 

gravel. 

173.  Little  clay,  sand,  silt. 

174.  Little  clay,  sand,  gravel. 

175.  Little  clay,  sand,  little  gravel. 

176.  Little  clay,  blue  sand. 
I'j'j.  Clay,  blue  sand. 

178.  Little  clay,  fine  sand. 

179.  Clay,  fine  blue  sand. 

180.  Hard     clav,     little     sand,     lit 

gravel. 

181.  Clay,  coarse  sand. 

182.  Clay,  sand,  gravel,  shells. 

183.  Blue  clay,  coarse  gravel. 

184.  Clay,  hard  blue  sand,  gravel. 

185.  Little  clay,  sand,  gravel,  hard. 

186.  Clay,  gravel,  stones. 

187.  Clay,  little  gravel. 

188.  Little  clay,  gravel. 

189.  Clay,  brown  sand. 

190.  Little  clay,  blue  sand,  gravel. 

191.  Hard  blue  clay,  coarse  gravel. 
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192.  Clay,  yellow  sand.  196. 

193.  Fine  blue  clay,  sand. 

194.  Clay,  brown  sand,  gravel,  hard.  197. 

195.  Coarse  brown  clay,  sand,  gravel,  198. 

hard.  199- 


Blue    clay,    sand,    coarse    gravel, 

hard. 
Clay,  sand,  fine  gravel. 
Clay,  sandj  gravel,  wet. 
Little  clay,  fine  yellow  sand,  silt. 


YELLOW     CLAY     COMBINATIONS. 


200.  Soft  yellow   clay.  215. 

201.  Hard  yellow  cla}'.  216. 

202.  Hard  yellow  clay,  wet.  217, 

203.  Hard  yellow  clay,  sand.  218. 

204.  Hard  yellow  clay,  fine  sand.  219. 

205.  Hard  yellow  clay,  little  fine  sand.  220. 

206.  Hard  yellow  clay,  sand,  gravel.  221. 

207.  Hard    yellov/    clay,     sand,    blue  222. 

gravel.  222>. 

208.  Hard     yellow     clay,     fine     sand,  224. 

gravel.  225. 

209.  Yellow  clay,  sand,  gravel.  226. 

210.  Hard  yellow  clay,  sand,   gravel, 

stones.  22"]. 

211.  Hard  yellow  clay,  sand,  gravel,  228. 

shells.  229. 

212.  Yellow  clay,   sand,  gravel,  hard.  230. 

213.  Yellow  clay,  gravel,  hard.  231. 

214.  Yellow  clay,  gravel. 


Yellow  clay,  sand. 

Yellow  clay,  fine  sand. 

Hard  yellow  clay,  fine  sand. 

Yellow  clay,  sand,  coarse  gravel. 

Hard  yellow  clay,  little  sand. 

Soft  yellow  clay,  sand. 

Soft  yellow  cla}^  sand,  gravel. 

Yellow  clay,  stones. 

Yellow  clay,  gravel,  stones. 

Yellow  clay,  little  sand,  stones. 

Coarse  yellow  clay,  hard. 

Hard   yellow   clay,    sand,    coarse 

gravel. 
Yellow  clay,  sand,  stones. 
Yellow  clay,  sand,  little  gravel. 
Hard  yellow  clay,  little  gravel. 
Yellow  clay. 
Yellow  clay,  little  sand. 


SAND    COMBINATIONS. 


300. 
301. 
302. 
303. 
304- 
305. 
306. 

307- 
308. 

309. 
310. 
311. 
312. 
313. 
314. 
315. 
316. 

317. 
318. 
319. 
320. 

3^1- 
322. 

323- 


Sand.  324- 
Brown  sand. 

Coarse  sand.  325- 

Coarse  wet  sand.  326. 

Wet  sand.  327. 

Fine  sand.  328. 

Fine  wet  sand.  329. 

Fine  yellow  sand.  330. 

Fine  blue  sand.  331. 

Fine  wet  blue  sand.  s^^- 

Fine  sharp  sand.  333. 

Fine  sharp  wet  sand.  334. 

Sharp  yellow  sand.  335. 

Sand,  gravel,  336. 

Sand,  gravel,  wet.  3^7- 

Fine  sand,  gravel.  338. 

Fine  sand,  gravel,  wet.  339. 

Coarse  sand,  gravel.  340. 

Coarse  sand,  gravel,  wet.  341. 

Sand,  gravel,  hard.  342. 

Sand,  gravel,  coarse,  hard.  343. 

Coarse  sand,  fine  gravel.  344. 

Fine  sand,  fine  gravel.  345. 
Fine  yellow  sand,  fine  gravel.          346. 


Coarse    sand,    fine    gravel,    black 

silt. 
Silty  sand,  gravel. 
Fine  silty  sand,  fine  gravel. 
Sand,  gravel,  silt. 
Sand,  gravel,  silt,  mud. 
Sand,  gravel,  silt,  mud,  shells. 
Sand,  fine  gravel,  silt,  shells. 
Sand,  gravel,  mud. 
Sand,  gravel,  black  mud. 
Sand,  gravel,  stones. 
Sand,  gravel,   stones,  hard. 
Coarse  sand,  fine  gravel,  shells. 
Fine  sand,  silt. 
Fine  yellow  sand,  silt. 
Black  sand,  silt. 
Fine  silty  sand. 
Soft  fine  silty  sand. 
Fine  silty  sand,  mud. 
Sand,  silt,  mud. 
Sand,  silt,  blue  mud. 
Fine  sand,  silt,  mud,  shells. 
Black  sand,  silt,  mud,  shells. 
Silty  sand,  shells. 
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347. 
348. 
349- 
350. 
351. 
352. 
353- 
354- 
355- 
356. 
357. 
358. 
35Q. 
360. 
361. 
362. 

363. 
364. 
365. 
366. 
3^7- 
368. 
369. 
370. 
371. 

372. 
373- 


Fine  silty  sand,  shells. 

374- 

Soft  fine  silty  sand,  shells. 

375. 

Fine  sand,  silt,  shells. 

376. 

Fine  sand,  blue  silt,  shells. 

377. 

Fine  muddy  sand. 

378. 

Sand,  mud. 

379- 

Yellow  sand,  mud. 

380. 

Brown  sand,  mud. 

381. 

Coarse  sand,  mud. 

382. 

Sand,  mud,   shells. 

383. 

Fine  sand,  shells. 

384. 

Soft  wet  sand,  shells. 

385. 

Yellow  sand,  stone,  wet. 

386. 

Yellow  sand,  fine  stones. 

387. 

Silty  sand. 

388. 

Yellow  sand. 

389. 

Coarse  sand,  gravel,  hard. 

390. 

Fine  sand,  hard. 

391. 

Fine  sand,  gravel,  hard. 

392. 

Blue  sand,  gravel. 

393- 

Hard  silty  sand. 

394- 

Soft  silty  sand. 

395. 

Hard  blue  sand,  gravel. 

396. 

Little  sand,  silt. 

397. 

Fine  sand,  mud. 

398. 

Little  sand,  hard  silt. 

399- 

Silty  sand,  little  mud,  shells. 

Sand,  mud,  stones. 

Sharp  wet  sand,  shells. 

Sand,  coarse  gravel. 

Silty  sand,  gravel,  hard. 

Sharp  yellow  sand,  little  gravel. 

Yellow  sand,  little  gravel. 

Coarse  sand,  little  gravel. 

Coarse  sand,  gravel,  shells. 

Sand,  gravel,  timber. 

Fine  sand,  silt,  shells,  piles. 

Sand,  fine  silt,  shells. 

Sand,  gravel,  shells. 

Coarse  blue  sand. 

Coarse  brown  sand. 

Blue  sand. 

Sand,   stones. 

Sand,  little  stones. 

Yellow  sand,  gravel. 

Yellow  sand,  stones. 

Sand,  coarse  yellow  gravel. 

Sand,  stones. 

Coarse  yellow  sand. 

Fine  hard  yellow  sand. 

Fine  brown  and  blue  sand. 

Hard  fine  blue  sand. 


Silty  sand,  mud,  shells. 


GRAVEL  COMBINATIONS. 


400.  Gravel. 

401.  Soft  gravel. 

402.  Fine  gravel. 

403.  Hard  gravel. 

404.  Fine  blue  gravel. 

405.  Fine  wet  gravel. 

406.  Coarse  gravel. 


407.  Black  gravel,  mud. 

408.  Black  gravel. 

409.  Gravel,  mud. 

410.  Gravel,  shells. 

411.  Gravel,  shells, 

412.  Gravel,  shells. 

413.  Yellow  gravel 


mud,  stones, 
mud. 


SILT    COMBINATIONS. 


500.  Silt. 

501.  Soft  black  silt. 

502.  Hard  black  silt. 

503.  Hard  blue  silt. 

504.  Blue  silt,  mud. 

505.  Brown  silt,  mud. 

506.  Silt,  mud,  shells. 


507- 
508. 
509. 
510- 
511. 

.=^12. 


Silt,  shells. 
Hard  blue  silt 
Black  silt. 
Soft  silt,  shells. 
Silt,  mud. 
Brown  silt,  hard 


shells. 


MUD    COMBINATIONS. 


600.  Mud. 

601.  Black  mud. 

602.  Brown  mud. 

603.  Mud,  shells. 

29 


604.  Soft  brown  mud. 

605.  Hard  mud. 

606.  Soft  black  mud. 
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STONE    OR    ROCK     COMBINATIONS. 

700.  Stone.  702.  Ledge. 

701.  Blue  stone. 

FILLING    COMBINATIONS. 

800.  Filling.  801.  Filling,  \yet. 


900.  Hard  pan. 
999-  Water 


HARD    PAN. 
WATER. 

DISCUSSION. 


Mr.  Worcester. — Mr.  H.  A.  Carson,  on  account  of  pressure 
of  work,  has  been  unable  to  present  a  formal  discussion  of  the 
paper,  but  has  made  verbally  the  following  suggestions : 

He  raises  the  question  whether  there  is  any  possibility  of  the 
alkaHne  constituents  of  cement  affecting,  in  a  deleterious  manner, 
wood  with  which  it  is  in  contact,  this  reason  being  particularly  im- 
portant where  pile  heads  are  imbedded  in  concrete.  He  states  that 
he  has  no  evidence  of  any  such  injurious  action,  but,  as  a  precaution 
against  it,  it  has  been  his  practice  for  a  number  of  years  to  treat 
all  wood  in  contact  with  concrete  with  a  wax  or  parafifine  paper. 

He  also  suggests  that  in  determining  the  resistance  of  soil  too 
much  dependence  must  not  be  placed  upon  a  test  load  upon  one  pile 
or  upon  a  limited  area  of  earth.  The  reason  for  this  is  that,  where 
a  load  is  placed  upon  a  small  extent  of  surface,  the  pressure  is 
distributed  through  the  ground  upon  larger  and  larger  areas  as  it 
goes  downward,  the  portion  affected  being  in  the  form  of  a  cone 
with  the  vertex  at  the  top.  If,  however,  the  other  loads  are  applied 
to  the  immediate  vicinity,  the  cones  under  each  interfere  with  each 
other  and  thereby  increase  the  load  on  the  lower  strata  of  soil  over 
what  they  were  from  a  single  load,  and,  in  case  there  is  softer 
material  below  the  surface  than  immediately  under  the  load,  it 
is  quite  possible  that  the  total  sustaining  power  per  square  foot 
would  be  less  where  a  large  area  is  loaded  than  would  appear  from 
a  single  test  load. 

The  same  results  might  occur  from  a  test  load  on  a  single  pile, 
provided  it  is  held  by  skin  friction. 

Mr.  John  E.  Cheney. — I  think  Mr.  Worcester's  paper  is  an 
interesting,  valuable  and  timely  presentation  of  conditions  existing 
and  methods  generally  obtaining  in  the  construction  of  building 
foundations  in  this  vicinity,  and  the  Society  is  to  be  congratulated 
upon  its  receipt. 

In  reference  to  Mr.  W^orcester's  remarks  about  floors  and 
walls  in  buildings,  which  of  course  have  a  great  deal  to  do  in 
designing  foundations,  I  would  say  that  when  the  commission  was 
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appointed  to  revise  the  old  building  laws  and  to  draft  the  present 
building  laws  I  was  secured  as  consulting  engineer,  but  my  duties 
were  simply  in  relation  to  the  unit  stresses  for  materials,  which 
were  adopted  at  the  time.  I  was  not  consulted  about  the  floor  loads. 
I  have  thought  for  quite  a  number  of  years  that  if  concerted  action 
could  be  had  by  engineers  and  architects,  a  great  deal  of  this 
trouble,  of  which  architects  particularly  complain,  of  having  to  take 
all  the  live  load  on  every  floor  and  carry  it  underground,  could  be 
avoided.  I  know  that  at  one  time  the  Boston  Chapter  of  the 
Society  appointed  a  committee  to  consider  that,  but  nothing  ever 
came  of  it. 

Before  the  present  building  law  was  framed,  in  1889,  when  the 
Exchange  Building  was  built,  the  total  load,  dead  and  live,  on 
beams  was  taken  at  250  pounds  to  the  square  foot,  while  the  loads 
figured  upon  the  walls  and  columns  were  figured  at  150  pounds  per 
square  foot.  That  means  that  live  load  on  floor  beams  was  assumed 
at  150  pounds  to  provide  for  local  loadings,  whereas  upon  the  walls 
and  columns  only  50  pounds  were  provided  for  use.  I  think  there 
would  not  be  much  trouble  in  getting  the  building  law — which  is 
really  a  state  statute — amended  in  the  provisions  for  floor  loads  and 
their  supports  if  intelligent  efforts  were  made  in  this  direction. 
One  of  the  requirements  of  the  present  law  called  for  a  very  exces- 
sive load  per  square  foot  for  dwelling  houses,  etc.,  and  that  has 
been  amended.  The  building  commission  has  the  right  to  prescribe 
the  loads  on  floors  which  have  not  been  provided  for  in  the  statute, 
and  in  some  cases  of  stables,  riding  schools  and  special  classes  of 
buildings  this  has  been  done. 

In  regard  to  the  requirements  for  the  diameter  of  piles,  it 
has  been  the  custom  in  the  Engineering  Department  of  the  city  of 
Boston  to  require  them  to  be  at  least  6  inches  in  diameter  at  the 
tip  and  no  requirements  for  any  diameter  of  the  pile  where  the 
pile  is  to  be  cut  off  after  driving,  except  in  cases  where  the  pile  is 
to  be  capped  with  timber,  but  in  no  case  has  it  been  thought  neces- 
sary in  recent  years  to  specify  the  diameters  at  the  butt  and  tip. 
It  has  been  thought  that  6  inches  tip  diameter  was  as  good  as 
any  for  ordinary  foundations,  and  that  a  pile  with  this  diameter 
at  the  tip  would,  if  it  was  a  long  pile,  be  probably  9,  10  or  11  inches 
in  diameter  when  cut  off.  The  foundation  piles  in  clusters  of  more 
than  two  rows  should  be  considered  as  ultimately  supported  by  the 
material  below  their  tips,  and  the  safe  supporting  power  of  this 
material  should  be  used  in  determining  the  area  to  be  piled  and  the 
spacing  of  the  piles  in  the  same. 

In  the  case  of  an  isolated  pile  driven  into  clay  capable  of  sup- 
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porting  2  tons  per  square  foot,  it  is  probable  that  its  frictional 
support  will  be  distributed  over  quite  a  horizontal  area  beyond  the 
material  below  the  tip,  but  in  case  several  piles  are  to  be  driven  into 
the  material,  and  each  pile  is  to  carry  Mr.  Worcester's  load  of  9  tons, 
it  is  evident  that  it  should  have  at  least  4^  square  feet  bearing  area 
and  the  piles  so  spaced  as  to  include  not  less  than  this  area  between 
their  centers.  That  is  in  line  with  the  communication  of  Mr. 
Carson,  carrying  out  the  same  idea.  The  same  reasoning  should 
hold  good  in  spacing  piles  with  underlying  soils  of  various  sup- 
porting powers.  Test  piles  in  sand  or  uncertain  material  show 
what  those  particular  piles  sustain,  but  the  results  obtained  should 
be  used  intelligently. 

In  relation  to  the  requirements  foT  driving  piles,  the  Engineer- 
ing Department  of  the  city  of  Boston  has  generally  required  that 
piles  be  driven  to  a  satisfactory  bearing  or  to  the  satisfaction  of  the 
city  engineer.  In  all  important  foundations  accurate  borings  are 
made  and  plotted  and  either  the  strata  into  which  the  piles  should 
be  driven  is  given  or,  in  the  case  of  frictional  piles,  the  distance  that 
the  piles  shall  be  driven  into  uniform  material  is  given,  and  it  would 
seem  that  it  would  work  no  hardship  upon  a  contractor  if  he  has 
all  that  information  given  him  to  make  his  estimate  by.  We  gener- 
ally use  the  Engineering  News'  formula.  We  don't  know  that  it 
is  any  more  accurate  than  any  other,  but,  if  we  wish  to  figure  up 
about  what  a  pile  might  be  considered  to  be  good  for,  for  a  given 
weight  of  hammer,  drop  and  penetration,  we  use  that,  and  get  by 
it  satisfactory  approximate  results.  It  is  a  very  simple  matter  in 
writing  specifications,  where  it  is  specified  that  piles  shall  be  driven 
to  a  certain  strata  or  to  a  certain  length,  to  make  provision  for 
payment  for  additional  length  of  the  pile,  if  required.  It  has  been 
supposed  by  a  great  many  that  there  is  an  ordinance  of  the  city  of 
Boston  requiring  piles  to  be  cut  off  at  not  higher  than  grade  5, 
but  this  is  not  so.  As  Mr.  W^orcester  says,  it  is  an  unwritten  law 
that  a  pile  is  safe  from  rot  and  decay  if  cut  off  at  grade  5,  or  about 
half  tide.  I  think  that  is  true  where  the  soil  water  or  any  water 
coming  from  the  adjacent  stratum  or  the  sea  can  wet  it.  I  don't 
think,  as  a  general  thing,  it  is  safe  to  go  much  higher  than  that. 

In  case  of  decay  mentioned  by  Mr.  Carson,  I  never  heard  of 
any  wood  being  injured  by  mortar,  except  a  case  in  Charlestown 
some  years  ago,  where  the  studding  of  a  building  was — I  don't 
know  as  I  can  say  rotted — it  was  simply  shriveled  up.  It  was 
hardly  dry  rot ;  the  life  of  the  wood  was  entirely  gone.  This  was 
underneath  some  plastering,  and  the  trouble  took  place,  I  think, 
inside  of  six  months.     I  never  heard  that  anyone  found  out  just 
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what  the  matter  was,  but  it  was  believed  that  the  Hme  that  was 
used  in  the  mortar  was  very  poor  Nova  Scotia  Hme  and  that  a 
great  deal  of  it  had  not  been  properly  slacked. 

My  idea  about  the  injury  to  piles  capped  with  concrete  would 
be  that  if  the  cement  was  originally  dead — that  is,  did  not  contain 
any  free  lime — there  would  be  no  trouble.  In  the  case  of  worms 
that  we  have  about  the  city  here,  they  do  their  work  generally 
below  low  tide.  Sometimes  they  go  down  to  the  top  of  the  mud, 
but  they  never  go  under  it,  and  they  very  rarely  work  where  any 
air  gets  to  them  at  all.  Therefore,  it  would  seem  perfectly  safe  to 
cut  off  piles  at  grade  5,  provided  the  worm  is  prevented  from  getting 
to  the  pile.  In  this  case  mentioned  by  Mr.  Worcester  it  would 
seem  that  there  was  water  in  there  and  the  worm  did  not  know 
whether  it  was  high  water  or  low  water,  and  he  probably  stayed  there 
all  of  the  time.  In  all  our  practice  where  piles  are  likely  to  have 
water  about  them  we  fill  in  around  the  piles  so  that  the  worm  will 
not  work.  I  should  say  that  there  would  be  no  special  reason  for 
cutting  off  the  pile  at  grade  4  rather  than  at  grade  5,  but  the  worm 
should  not  be  allowed  to  get  at  the  pile.  Another  consideration  is 
that  the  worm  will  not  work  in  muddy  water;  he  wants  clear, 
bright  water.  Generally  speaking,  all  the  trouble  caused  by  worms 
about  Boston  has  been  in  the  lower  harbor,  where  the  water  is 
bright  and  clean. 

I  think  that  Mr.  Worcester's  statement  that  there  can  be  no 
better  capping  for  foundation  piles  than  concrete  has  been  borne 
out  by  the  experience  of  a  great  many  engineers  in  Boston,  but 
the  kind  of  concrete  used  will  make  a  great  deal  of  difference  in 
the  result  of  the  work.  The  commissioners  who  revised  the  build- 
ing laws  some  years  ago  had  it  in  mind  that  it  would  not  be  proper 
to  allow  concrete  to  be  used  indiscriminately  by  all  contractors, 
and  therefore  its  use  must  be  approved  by  the  Board  of  Appeal, 
where  not  provided  for  in  the  building  law.  Recently  the  concrete 
foundation  under  a  large  building  on  Atlantic  Avenue  was  the 
subject  of  a  great  deal  of  anxiety  on  the  part  of  the  owners  of  the 
building.  This  concrete  was  more  or  less  exposed  to  tide  water. 
I  never  found  out  what  their  conclusions  were  about  it,  but  a  large 
piece  of  it  that  was  given  to  me  showed,  upon  analysis,  that  it 
had  very  little  cement  in  it.  It  seemed  to  be  a  local  condition,  as 
there  was  concrete  in  the  immediate  vicinity  which  was  very  good. 
The  probability  is  that  this  particular  part  of  the  concrete  that  was 
so  poor  was  put  in  by  some  careless  workman  when  the  superin- 
tendent was  not -present. 
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]\Ir.  Henry  Manley. — I  remember  distinctly  looking  into  the 
question  of  a  suitable  grade  for  cutting  off  piles  during  the  time 
that  Mr.  N.  Henry  Crafts  was  city  engineer.  My  recollection  is 
that  soon  after  the  Building  Department  was  organized,  in  1871, 
the  city  engineer  was  asked  to  advise  on  this  point,  and,  after  in- 
vestigation, grade  5,  city  base,  was  recommended.  The  law  at  that 
time  required  the  building  inspector  to  prescribe  not  only  the  height, 
but  to  actually  give  the  grade  at  which  piles  should  be  cut,  and  that 
is  the  law  and  the  practice  now. 

While  grade  5  is  the  standard,  the  Department  may  vary  its 
requirements  in  any  or  every  case  in  the  discretion  of  the  commis- 
sioner. The  general  rule  of  grade  5  must  have  been  in  use  for  more 
than  thirty  years. 

Mr.  J.  Parker  Snow. — In  capping  piles  with  concrete,  the 
practice  on  the  Boston  and  Maine  Railroad  is  to  fill  between  the  pile 
heads  i  to  2  feet  deep,  with  the  top  of  the  concrete  flush  with  the  tops 
of  piles.  The  reason  that  we  do  not  build  concrete  above  the  pile 
heads  is  that,  in  the  necessary  hurry  to  proceed  with  the  work  of 
building  masonry  when  the  foundation  pit  is  open  to  its  greatest 
depth,  with  pumping  going  on  and  the  banks  liable  to  cave,  it  is  quite 
probable  that  too  great  a  weight  will  be  piled  on  the  green  concrete, 
so  that  it  may  be  crushed  over  the  pile  heads  and  render  the  work 
liable  to  settle  in  future.  In  this  case  the  piles  would  act  as  so  many 
punches  to  crush  their  way  up  into  the  concrete.  As  stated  by  the 
author,  there  is  but  little  difference  in  the  cost  of  concrete  and 
stone  masonry;  hence  there  is  no  great  advantage  in  bringing  the 
concrete  above  the  heads  of  the  piles.  One  or  two  feet  of  concrete 
around  the  piles  below  their  tops  serves  all  of  the  good  purposes 
of  a  larger  mass  and  allows  the  principal  weight  of  the  masonry 
to  come  directly  on  the  piles.  The  good  purposes  referred  to  are : 
tying  the  piles  together,  forming  a  complete  filler  between  the 
stone  work  and  soil  below,  and  furnishing  a  proper  surface  on  which 
to  spread  a  bed  of  mortar  for  setting  the  first  course  of  stone. 

If  the  soil  is  very  soft,  it  is  better  to  put  in  a  layer  of  small 
stone  than  to  deposit  the  concrete  directly  on  the  mud.  Only 
enough  stone  should  be  used  to  fill  the  mud  and  make  a  fair  paving 
on  which  to  start  the  concrete.  It  is  important  that  a  solid  surface 
be  formed,  on  which  to  start  the  first  course  of  stone  work.  If  this 
is  not  done,  there  is  great  danger  that  the  stones  will  not  get  a  full 
bearing  on  all  the  piles ;  while,  if  such  a  surface  is  furnished,  a  full 
bed  of  mortar  can  be  put  down  and  the  desired  result  will  be 
secured. 

These  remarks  apply  more  particularly  to  abutment  and  other 
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heavy  masonry,  but  they  are  in  Hne  with  the  subject  of  the  paper 
and  appHcable  to  Boston,  as  well  as  elsewhere. 

For  ordinary  building  walls  and  other  narrow  foundations,  the 
quite  common  practice  of  driving  two  lines  of  piles  2J  to  3  feet 
apart  on  centers  and  having  the  piles  in  pairs — that  is,  opposite  each 
other  in  two  rows — and  capping  them  with  squared  stone  laid 
headerwise,  one  stone  on  each  pair  of  piles,  is  to  be  commended. 
In  my  opinion,  the  secret  of  good  work  in  this  method,  is  to  put 
the  piles  far  enough  apart  lengthwise  of  the  wall,  so  that  each  stone 
can  be  centered  on  its  pair  of  piles,  even  though  the  space  between 
the  stones  is  as  great  as  6  or  8  inches.  It  is  much  better  to  have 
the  piles  centered  under  the  stone  than  to  lay  the  stones  close  to- 
gether and  have  them  come  eccentric  on  the  piles.  The  spaces 
can  be  filled  with  small  stone  and  mortar  or  with  concrete.  When 
laid  in  this  way  the  stones  cannot  tip,  and  each  onj  gets  its  own 
bearing  and  full  support  on  the  piles. 

]\Ir.  Worcester  does  not  mention  crib  foundations.  Although 
not  much  used  around  Boston,  this  is  a  legitimate  class  of  founda- 
tions and  should  be  noticed  in  this  discussion.  At  pier  7  of  the 
Hoosac  Tunnel  docks  and  Elevator  property,  Charlestown,  the 
ground  was  found  to  be  too  hard  for  driving  piles  satisfactorily,  and 
it  was  dredged  out  to  get  the  necessary  water,  30  feet  at  low  tide, 
and  cribs  were  built,  30  feet  square  on  the  bottom  and  high  enough 
to  come  above  low  water.  The  cribs  were  built  of  spruce  logs  ;  they 
were  sunk  side  by  side  and  then  faced  on  the  outside  with  concrete. 
On  top  of  this  crib  work  and  facing  was  laid  a  concrete  wall  to  re- 
tain the  earth  filling  of  the  pier.  There  was  some  trouble  in  getting 
the  cribs  into  place.  They  were  built  on  launch  ways  in  the  Navy 
Yard  and  floated  into  place,  but  they  developed  a  great  tendency 
to  list  over  when  they  w^ere  floated.  It  w^as  intended  to  float  them 
into  place  before  filling  and  then  sink  them  with  stone,  but  they 
were  so  difficult  to  handle  that  bottoms  were  put  in  the  corner 
pockets  and  stone  was  filled  in  for  ballast,  after  which  they  were 
handled  without  difficulty  and  put  in  place  without  trouble.  The 
concrete  facing  on  the  front  w^as  only  3  feet  thick.  It  was  laid 
under  water  behind  sheet  piling  which  served  as  a  form,  with 
a  special  bottom-dumping  bucket. 

Mr.  James  W.  Rollins,  Jr. — I  can  add  nothing  to  the  able 
presentations  of  the  previous  speakers,  on  technical  lines,  but  some 
experiences  of  the  last  few  years  may  be  of  interest  to  some  of 
those  present. 

Regarding  pile  driving  and  the  loads  to  be  carried,  in  practice 
and  according  to  formulae : 
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Some  years  ago  we  were  building  a  wharf  on  the  Janies  River, 
in  Virginia,  and  had  to  build  a  trestle  approach  for  it.  Piles  were 
driven  in  sand  and  gravel,  and  to  a  depth  and  resistance  w^hich 
figured  an  ultimate  load  of  60  tons.  After  a  few  weeks  of  service, 
under  an  engine  load  not  exceeding  30  tons,  the  trestle  settled. 
In  our  judgment,  this  condition  was  due  to' the  constant  vibration 
and  to  the  fact  that  the  piles,  being  under  water  and  in  sand  or 
gravel,  got  something  like  a  water- jet  effect. 

Since  the  meeting  at  which  this  paper  was  read,  I  have  heard 
of  a  case  in  Massachusetts  where  piles  were  driven  to  almost  a 
refusal  in  a  mill  pond  to  carry  a  railroad  track,  and  when  the  trains 
were  first  run  over  the  structure  it  settled  in  various  places. 

The  above  experiences  show  that  formulae  are  not  always 
reliable  and  that,  even  when  piles  are  driven  into  a  hard  strata,  they 
will  not  always  stand  up. 

In  one  of  our  prominent  engineering  papers  recently,  some 
writer  on  the  question  of  pile  driving  referred  to  a  common  speci- 
fication which  required  piles  to  be  driven  to  a  -J-inch  penetration, 
using  a  2000-pound  hammer  and  a  fall  of  20  feet,  as  our  "grand- 
father's rule,"  and  ventured  the  opinion  that  many  piles  were  ruined 
by  driving  under  such  a  rule. 

The  writer  fully  agrees  with  this  sentiment,  having  in  very 
many  cases  pulled  out  piles  driven  for  temporary  work,  where 
driving  was  not  severe,  and  found  the  piles  either  broken  in  pieces 
or  the  ends  broomed  up.  This  applies  mainly  to  spruce  or  other 
soft-wood  sticks. 

On  the  Cambridge  Bridge  work  we  have  driven  a  great  many 
spruce  piles  for  temporary  work,  to  carry  derricks  and  tramways, 
and  most  of  these  piles  were  driven  into  a  stratum  of  gravel  simply 
hard  enough  to  hold  this  temporary  work.  None  of  these  piles  ever 
settled  under  the  load  of  a  heavy  derrick  swinging  8-ton  stones, 
but  when  we  pulled  these  piles  out  we  found  that,  in  a  great  many 
cases,  the  pile  was  either  broken  or  broomed  at  the  end.  We  also 
found  that,  where  piles  were  driven  through  a  stratum  of  loose 
gravel,  the  material  would  be  packed  together  by  the  driving  of 
the  pile  and  would  not  be  displaced  vertically,  as  in  the  case  of 
clay  or  soft  material. 

In  a  foundation  constructed  as  are  the  Cambridge  Bridge 
foundations,  where  the  piles  are  driven  in  two  sets,  one  set  being 
2  feet  above  the  bottom  of  the  river,  the  other  set  4  feet  above  the 
bottom  of  the  river,  and  the  first  set  being  driven  and  sawed  off 
before  the  second  set  was  driven,  it  was  found,  where  the  gravel 
stratum  above  referred  to  was  met,  that  it  was  practically  impossible 
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to  drive  the  second  set  of  piles.  In  one  instance  we  struck  a  pile, 
which  was  a  very  heavy  stick,  11 00  blows  of  a  steam  hammer  to 
drive  it  i  foot;  and  we  had  to  abandon  the  pile  and  saw  it  ofif 
at  the  proper  level.  This  difficulty  was  overcome  by  dredging  out 
the  gravel,  which  in  places  was  10  feet  thick,  then  driving  the 
piles,  some  of  which  went  down  to  70,  and,  after  the  piles  were 
driven,  refilling  the  areas  with  gravel  to  the  original  bottom  of 
the  river.  This  plan  seems  to  have  been  a  most  excellent  one,  for, 
had  the  engineers  insisted  on  our  trying  to  drive  the  second  set  of 
piles  through  this  stratum  of  gravel,  they  never  could  have  been 
driven  to  the  depths  to  which  they  ought  to  go,  but  by  dredging 
this  out  and  then  driving  the  piles  the  engineers  have  absolute 
certainty  as  to  where  the  foundation  is. 

Regarding  the  supporting  power  of  piles  driven  in  clay  or 
mud.  where  stability  is  dependent  entirely  upon  their  frictipnal 
resistance,  in  stiff  clay  a  penetration  of  20  feet  is  generally  taken 
to  be  sufficient  to  carry  a  load  of  10  or  12  tons.  If  the  weight 
necessary  to  settle  a  pile  in  clay  or  mud  is  proportional  to  the  power 
it  takes  to  pull  them  out,  their  safe  load  can  be  placed  far  above 
the  limit  mentioned  above.  We  are  constantly  pulling  piles,  most 
of  them  having  been  driven  for  temporary  work,  and  it  is  the 
exception,  rather  than  the  rule,  that  the  pile  comes  up  without 
breaking;  and  we  have  not  an  idea  that  a  pile,  driven  20  feet  into 
clay  and  allowed  to  stand  for  a  few  days,  can  be  pulled  by  the 
most  powerful  tackle  in  use.  We  use  a  200-ton  lighter  and  a  six- 
block  purchase,  with  results  mentioned,  and  we  frequently  pull 
the  lighter  down  to  the  water's  edge  and  let  it  hold  there  for  an 
hour  or  two  in  order  to  even  start  some  of  these  temporary  piles. 

Another  condition,  which  all  pile-driving  formulae  leave  out  of 
consideration,  is  the  size  of  the  pile  itself  in  its  middle  section,  they 
giving  no  greater  supporting  power  to  a  thick,  heavy  stick  than  to  a 
slim  one  having  the  same  area  of  point.  In  driving  piles  into 
clay  bottom,  where  no  hard  material  was  met  and  where  the  load 
on  the  pile  was  to  be  sustained  by  friction  alone,  we  have  driven  a 
pile  20  feet  by  the  dead  weight  alone  of  a  steam  hammer  and  at- 
tachments weighing  possibly  8  tons.  The  piles  so  driven  are  slim, 
straight  sticks,  with  a  true  taper  from  top  to  bottom.  In  the  same 
driving,  using  a  heavy,  stock  stick,  with  the  same  point,  it  would 
require  some  15  or  20  blows  of  the  same  apparatus  to  drive  it  an 
equal  depth. 

The  question  of  deep  foundations,  which  Mr.  Snow  has 
touched  upon,  is  one  which  has  interested  us,  because  in  the  last 
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few  years  we  have  had  a  great  many  to  build  and  under  a  large 
variety  of  plans. 

At  Bridgeport,  Conn.,  we  have  just  finished  some  fifteen  piers 
for  a  four-track  railroad,  where  the  bottom  was  soft  mud  down  to 
a  depth  of  35  to  40  feet  below  low  water,  and  at  that  depth  a  very 
hard  stratum  was  found,  so  hard,  in  fact,  that  the  engineers  did  not 
dare  to  drive  a  pile  into  it  more  than  far  enough  to  hold  the  end 
of  the  stick.  The  plan  adopted  for  this  work  was  to  drive  the  piles 
down  to  this  hard  bottom,  saw  them  off  exactly  by  saw-machine  at 
an  elevation  some  12  or  14  feet  below  low  water,  then  sinking 
water-tight  caissons  onto  these  pile  heads  and  build  the  masonry 
in  these  caissons,  whose  sides  were  detached  after  the  masonry  was 
finished  above  high  water.  This  plan,  of  course,  left  the  piers 
practically  on  stilts,  and  stability  was  assured  by  depositing  rip- 
rap around  the  piers  on  all  sides. 

The  pile  driving  for  this  work  was  rather  a  novelty,  inasmuch 
as  the  driving  of  the  piles  through  the  soft  stratum  mentioned  was 
merely  the  act  of  putting  them  under  the  steam  hammer  and  attach- 
ments weighing  10  tons,  the  lowering  of  which  weight  shoved  the 
pile  down  to  the  hard  bottom  practically  without  striking  any  blows. 
In  one  day,  on  this  work,  230  piles  were  driven  and  Scmd  piles  were 
driven  in  three  and  one-half  days. 

At  Providence,  R.  L,  we  have  just  finished  a  draw-pier  and 
abutments  for  a  double-track  railroad  bridge.  One  abutment  went 
down  to  grade  20,  and  this  was  built  in  a  cofferdam  on  piles,  the 
cofiferdam  being  pumped  dry  for  the  work.  For  the  draw-pier  the 
piles  were  driven  and  sawed  off  at  grade  22,  an  8-inch  cofferdam 
was  built  around  pier  and  concrete  was  deposited  in  the  cofferdam 
for  a  depth  of  about  6  feet.  The  cofferdam  was  then  pumped  out 
and  the  masonry  laid  in  the  air. 

At  Quincy,  Mass.,  we  built  a  draw-pier  down  to  grade  24. 
This  pier  was  founded  on  piles  sawed  off  at  grade  20.  A  circular 
crib  was  built  out  of  short  sections  of  plank  spiked  together  and 
sunk  in  position.  Concrete  was  then  deposited  under  water  in 
this  crib  up  to  low-water  mark ;  then  forms  were  built  for  the  sec- 
tion from  low-water  mark  to  about  grade  16  and  filled  with  concrete 
on  tide  work. 

At  Quincy  and  at  Providence  the  concrete  was  deposited  in 
buckets,  and  you  are  probably  all  familiar  with  the  work  on  the 
Cambridge  Bridge,  where  ten  piers  have  been  built.  These  piers 
have  required  some  60,000  cubic  yards  of  concrete,  and  all  of  that 
below  grade  4  has  been  put  in  through  chutes,  and,  we  think,  with 
very  satisfactory  results. 
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At  Bangor,  ]\le.,  last  spring,  we  built  a  pier  for  the  Maine 
Central  Railroad  Company  in  the  middle  of  the  Penobscot  River, 
to  replace  one  washed  out  by  the  ice  and  floods.  The  old  plans 
of  this  bridge  showed  rock  at  about  14  feet  below  low  water,  and 
the  plan  was  to  dredge  out  the  overlying  gravel  and  build  a  crib 
of  timber  about  70  x  20  feet  in  size,  sink  this  into  place  and  then 
fill  with  concrete.  A  little  incident  in  this  connection  showed 
further  uncertainties  of  pile  driving.  To  carry  the  trains  across 
the  "washout"  a  trestle  was  driven,  using  very  long,  heavy  piles, 
and  these  piles  were  driven  to  a  refusal  and  supposedly  to  the  ledge. 
After  we  had  been  dredging  for  some  few  days  to  clear  the  gravel 
off  the  ledge,  the  trestle  commenced  to  settle,  and  a  diver  soon 
discovered  that  we  had  undermined  the  piles.  An  emergency  call 
was  rung  in  for  the  pile-driving  gang;  they  drove  the  piles  15  feet 
deeper  than  the  ledge  elevation  which  the  plans  called  for,  and  it 
developed  that  the  ledge  which  the  original  piles  struck  was  nothing 
but  a  nest  of  big  boulders.  Under  this  hew  condition  bottom  was 
dredged  to  22,  and  the  crib  sunk  into  place  and  filled  with  concrete 
up  to  low^  water.  The  cofferdam  having  been  built  on  top  of  the 
crib  before  it  was  sunk,  the  masonry  above  low  water  was  laid  in 
the  air,  the  cofferdam  being  kept  dry,  except  at  high  water.  Tides 
at  Bangor  vary  16  feet,  and,  consequently,  part  of  this  work  was 
done  through  38  feet  of  water. 

At  Portland  we  had  a  proposition  involving  the  building  of  a 
pier  in  the  middle  of  a  small  river,  where  we  met  with  some  entirely 
new  and  unpleasant  features  in  concrete  construction.  We  drove 
piles  and  sawed  them  off  at  an  elevation  of  10  feet  below  the 
general  level  of  the  river ;  then  built  a  bottomless  crib,  floated  it  into 
position  over  the  piles  and  sunk  it ;  then,  filling  the  crib  to  the 
proper  level  with  concrete,  deposited  in  the  same  buckets  we  had 
been  using  for  several  years  in  this  class  of  work.  Two  weeks 
after  the  concrete  was  deposited  we  pumped  the  cofferdam  out  and 
found  the  concrete  had  not  set  at  all  and  was  so  soft  that  it  could 
be  almost  shoveled  up.  We  at  once  began  an  investigation  as  to 
conditions.  We  were  using  Lehigh  cement  and  crushed  stone  and 
a  very  excellent  quality  of  sand,  and  were  consequently  assured 
that  the  ingredients  of  the  concrete  were  all  right.  The  engineers 
and  inspectors  said  that  the  concrete  was  mixed  thoroughly  and 
deposited  satisfactorily,  so  we  were  forced  to  the  conclusion  that 
the  trouble  must  be  with  the  river  w^ater.  We  found  that  there 
was  a  pulp  mill  a  short  distance  up  the  river,  and  naturally  inferred 
that  some  of  its  waste  matter  was  polluting  the  stream  to  such  an 
extent  as  to  prevent  the  setting  of  cement.     We  got  samples  of  all 
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the  cements  we  could  find  in  Portland,— seven  brands, — made 
briquettes  and  put  them  in  the  river  water  to  harden.  This  was 
done  in  the  afternoon  or  early  evening,  and  the  next  morning  we 
found  that  six  of  the  seven  briquettes  had  entirely  dissolved  and 
that  the  seventh  was  Lehigh  cement.  The  chemical  test  of  the 
water,  however,  did  not  show  any  impurities,  and  again  we  were 
at  sea  in  our  conclusions ;  but,  on  talking  with  the  mill  people,  they 
informed  us  that  some  days  they  would  discharge  nothing  into  the 
river  and  on  other  days  would  discharge  a  great  deal  of  waste 
matter  which  contained  sulphuric  acid.  A  continued  set  of  experi- 
ments has  shown  that  the  impurities  of  this  water  will  very  seri- 
ously retard  the  setting  of  cement,  but  that  ultimately  it  sets  up 
all  right.  A  recent  test  of  a  quick-setting  cement,  which  in  concrete 
set  perfectly  hard  in  air  in  twelve  hours,  showed  that  it  would  not 
set  in  this  river  water  in  seven  days.  The  chemist  who  made  the 
analysis  for  us  stated  at  the  time  that  probably  the  concrete  would 
set  all  right  if  we  left  it  alone  long  enough,  and  we  have  found  that, 
after  three  months'  waiting,  most  of  it  has  set  up  in  a  satisfactory 
condition. 

We  trust  this  experience  may  be  of  benefit  to  some  of  the 
members,  and  that,  before  they  put  any  concrete  under  water  in 
rivers  liable  to  pollution,  they  will  examine  the  conditions  thor- 
oughly and  so  save  some  poor  contractor  a  lot  of  trouble. 

We  have  heard  an  explanation  of  the  failure  of  the  concrete 
on  the  Atlantic  Avenue  work  mentioned  by  Mr.  Cheney,  the 
explanation  given  us  being  that,  adjacent  to  this  work,  chemicals 
were  discharged  into  the  harbor,  and  that  at  high  tide  they  came 
in  contact  with  this  concrete.  But  this  is  hearsay  on  our  part,  and 
we  cannot  vouch  for  its  correctness. 

Other  cases  have  come  to  our  attention  where  the  same  trouble 
has  arisen,  concrete  being  disintegrated  and  not  setting  up  properly 
and  the  trouble  being  found  due  to  the  water. 

As  regards  the  Portland  work,  at  this  date  (April  ist)  we 
have  taken  out  most  of  the  concrete  deposited  in  the  pier,  and  the 
engineers  now  propose  to  replace  it  with  concrete  deposited  with  a 
cofferdam  pumped  out. 

Mr.  Robert  B.  Davis,  Member  American  Society  of  Civil 
Engineers. — Being  somewhat  of  a  stranger  in  Boston,  I  am  very 
much  surprised  to  learn  that  your  building  laws  prohibit  the  use  of 
concrete  grillage  on  piles  for  foundations.  In  this  respect  they 
differ  from  the  building  laws  of  many  of  our  most  prominent  cities. 
I  am  confident  that  concrete  grillage  on  piles  is  far  superior  to 
what  you  call  the  granite  block  system.     To  bear  me  out  in  this 
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opinion,  it  is  the  best  practice  to-day,  not  only  in  other  cities,  but 
here  in  Boston.  The  objection  of  the  Building  Department,  as  I 
understand  from  the  paper  read  to-night,  that  unscrupulous  con- 
tractors might  substitute  an  inferior  grade  of  concrete  for  this 
purpose,  I  think  would  be  very  easily  overcome  by  the  building 
laws  specifying  what  the  concrete  should  be — the  composition  of 
it — and  having  their  inspector  see  that  the  requirements  were  lived 
up  to.  Concrete  is  not  an  experiment  to-day,  and  I  think  the  influ- 
ence of  a  body  of  men  like  this  Society  should  be  brought  to  bear 
on  the  proper  parties  to  have  such  law  revised  so  that  we  could  use 
proper  concrete  grillage  on  pile  foundations. 

There  is  just  one  other  point  I  would  like  to  mention,  in 
relation  to  some  of  the  formulae  for  pile  driving.  There  is  no 
question  that  serious  objection  to  many  of  them  is  due  to  the  fact 
that  they  overlook  considerations  of  great  value ;  for  instance,  loss 
of  energy  due  to  the  brooming  of  the  point  of  the  pile,  the  variation 
in  the  frictional  resistance  on  the  superficial  surface  of  the  pile  and 
the  depth  of  the  pile  in  the  soil.  Personally,  with  my  experience 
in  such  work,  I  do  not  see  how  a  formula  that  gives  simply  the 
factors  of  weight  of  hammer,  height  of  fall  and  penetration  of 
last  blow  can  give  a  satisfactory  conclusion  either  as  to  the  imme- 
diate or  ultimate  holding  power  of  the  piles.  After  a  period  of  rest 
it  almost  goes  without  question  that  the  supporting  power  of  the 
pile  is  due  to  the  upward  force  of  the  material  under  the  point  of 
the  pile  and  the  frictional  resistance  on  the  superficial  area  of  the 
pile  in  contact  with  the  soil.  I  have  made  use  of  a  formula  sug- 
gested by  W.  M.  Patton  in  his  "Practical  Treatise  on  Foundations,'* 
probably  well  known  to  the  members  of  the  Society,  although  not 
seen  in  print  as  often  as  others.     It  reads  as  follows : 

e  _  W  —  P 
^-        F 

S  is  the  number  of  square  feet  of  the  surface  of  the  pile  in 
contact  with  the  soil. 

W  is  the  load  on  the  pile. 

P  is  the  bearing  power  of  the  soil,  or  resistance  to  settlement. 

F  is  the  resistance  or  friction  of  the  soil  on  the  superficial  area 
of  the  pile. 

If  we  have  P  and  F  we  can  then  obtain  just  what  we  want. 
P  and  F  we  get  from  experiments  and  experience,  just  as  we 
obtain  constants  for  steel  columns,  beams,  girders  and  timbers.  We 
find  in  good  practice  that  P  will  vary  from  5CKX)  to  6000  pounds 
per  square  foot  for  dry  sand  or  gravel  and  it  will  equal  zero  for  silt. 
F  will  vary  from  100  to  300  pounds  per  square  foot  for  soft  semi- 
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fluid  soils,  from  300  to  500  pounds  per  square  foot  for  mixed  earths 
and  gritty  soils  and  from  400  to  600  pounds  per  square  foot  for 
compact  clays,  sand  and  gravel.  You  ask  where  we  get  these 
results;  they  are  determined  by  experiments  and  experience.  If 
we  take  any  reasonable  values  for  P  and  F;  this  formula  is  as  good 
as  any  of  the  other  formulae  used.  It  is  more  reliable  than  many, 
as  it  takes  into  consideration  the  actual  conditions  that  we  meet 
in  each  particular  case.  It  gives  us  a  fair  standard  of  comparison, 
as  now  exists  in  the  case  of  steel  columns,  beams,  girders,  timbers, 
etc.,  which  are  all  based  on  constants  arrived  at  by  practical  experi- 
ments. It  appeals  very  strongly  to  me  because  it  is  based  on  results 
of  actual  experiment. 

Mr.  H.  K.  Higgins. — Mention  has  been  made  of  the  Electric 
Light  Building  on  Summer  Street,  of  which  I  sent  a  photograph 
to  the  Engineering  News.  Of  the  two  accompanying  photographs, 
one  shows  the  appearance  of  these  piles  after  the  foundation  was 
taken  off.  I  can  readily  believe  that  worms,  rather  than  decay, 
may  have  been  the  cause  of  the  difficulty. 

The  other  photograph  shows  the  interior  of  a  Gushing  process 
pier,  which  was  taken  out  for  us  at  Providence.  We  cut  the 
Gushing  piers  down  10  to  12  feet  below  low  water  and  built  them 
into  the  new  40-foot  diameter  draw  pier,  they  forming  a  part  of 
the  foundation.  The  timber,  which  had  been  forty  years  in  this 
pier,  was,  when  we  took  the  casing  oft*  and  removed  the  concrete, 
as  good  and  bright  as  if  it  had  been  put  in  yesterday,  excepting 
that  the  iron  bolts  had  rusted  in  places  to  some  slight  extent.  In 
fact,  the  timber  was  superior  to  what  we  can  get  at  present. 

The  question  of  loading,  which  Mr.  Worcester  has  mentioned, 
came  up  in  something  of  an  aggravated  form  in  connection  with  the 
design  of  the  Summer  Street  Bridge  foundation  in  South  Boston, 
and,  as  I  remember  it,  we  finally  concluded  to  reduce  the  assumed 
load.  We  had  300  pounds  to  the  square  foot  of  bridge.  If  the 
foundation  was  to  carry  all  that,  it  would  have  to  be  considerably 
heavier  than  most  engineers  would  want  to  put  in,  so  we  finally 
reduced  the  load  to  about  250  pounds ;  200  of  that  was  dead  load 
and  the  other  50  live  load.  That  is  on  the  same  principle  as  applied 
to  the  column  loads  by  Mr.  Worcester. 

Speaking  of  preservative  processes  as  applied  to  piles,  we  have 
had  some  difficulty  in  connection  with  very  long  piles  which  we 
have  put  in  a  fender  pier  in  a  city  a  little  way  from  Boston.  The 
conditions  were  nearly  the  same  which  we  would  have  had  in  a 
draw  pier  in  the  Fort  Point  Channel  if  the  New  England  Bridge 
had  been  rebuilt,  but  more  complicated  by  great  depth  of  water  and 
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mud.  The  piles  are  some  50  feet  out  of  the  mud ;  the  mud  is  very 
deep ;  it  is  impossible  to  ^tt  a  pile  of  sufficient  length  to  get  any 
kind  of  bearing.  We  took  the  alternative  of  splicing  the  piles. 
The  upper  pile  is  made  of  good  timber  treated  with  creosote, 
extending  10  feet  into  the  mud.  The  lower  pile  extends  some  40 
feet  below  that,  is  spliced  to  the  upper  pile  and  is  not  treated,  de- 
pending upon  the  mud  to  keep  it  in  proper  condition. 

It  seems  to  me  that  there  can  be  no  hard-and-fast  rule  for 
cutting  off  piles,  because  the  condition  of  the  ground  water  is  so 
variable.  In  Dorchester  there  were  a  number  of  deep  wells  near 
certain  streets.  The  city  built  an  intercepting  sewer,  or  a  part  of 
the  main  drainage  sewer,  through  that  section,  and  all  the  wells 
immediately  ran  dry.  They  liave  had  no  water  in  them  from  that 
day  to  this.  This  indicates  that  the  ground  water  level  has  been 
permanently  lowered.  If  I  were  designing  a  pile  foundation  I 
would  find  out  where  the  ground  water  was  and  what  clian^^es  were 
probable;  then  cut  the  pile  heads  to  or  below  that  point,  whether  it 
was  low  water  or  grade  50. 

Mr.  Sidney  Smith. — About  twenty-eight  years  ago,  wlien 
they  were  building  the  Sudlmry  River  conduit,  there  was  a  case  of 
the  apparent  failure  of  concrete  somewhat  similar  to  that  men- 
tioned by  Mr.  Rollins.  At  one  of  the  1:)ridge  foundations  the  very 
efficient  inspector  condemned  the  concrete  at  the  end  of  the  first 
week.  However,  the  engineer  in  charge,  Mr.  Alphonse  Fteley, 
had  confidence  that  the  contractors  had  done  good  work,  that  the 
inspector  had  properly  performed  his  duty,  that  the  cement  was 
good  and  that  the  only  element  Tacking  was  time. 

The  contractor  was  very  anxious  to  lay  stone  upon  it,  but  he  did 
not  choose  to  pump  from  the  gravelly  soil  in  the  vicinity  of  Charles 
River  to  keep  it  dry  and  thereljy  expedite  the  setting  of  the  concrete. 
The  water  was  pumped  out  weekly.  My  recollection  is  that,  at  the 
end  of  the  third  week,  you  could  have  run  the  whole  length  of  the 
blade  of  a  pocket  knife  into  the  concrete.  At  the  fourth  week,  the 
concrete  then  having  become  completely  hardened,  they  were  al- 
lowed to  proceed  with  the  masonry.  I  think  the  cement  was  im- 
ported German.  We  did  not  have  the  improved  American  cements 
at  that  time. 

In  some  cases,  if  the  concrete  is  well  placed  and  not  disturbed, 
the  setting  of  concrete  under  water  is  simply  a  question  of  giving 
it  more  time. 

Mr.  Percy  C.  Barney. — I  have  a  few  suggestions  growing  out 
of  our  experience  at  the  Navy  Yard.  We  have  used  ad  of  the  four 
kinds  of  foundations  described  by  the  author:    piles  held  by  skin 
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friction,  piles  supported  on  strata  of  very  hard  gravel,  foundations 
supported  on  earth  and,  lastly,  the  crib  foundation.  All  are  very 
satisfactory,  with  the  exception  of  a  few  cases.  There  are  two 
points  about  the  crib  foundation  which  I  think  need  careful  atten- 
tion, (i)  that  of  alignment,  (2)  that  of  back  filling  afterward  to 
prevent  the  crib  from  sliding.  I  would  not  use  a  crib  foundation 
for  anv  permanent  improvement  unless  the  cribs  could  be  built  a 
long  time  before  the  improvement,  as  in  the  Buffalo  Breakwater, 
where  the  cribs  were  built  some  years  ago,  and  where  recently  a 
concrete  sea  wall  was  built  on  top  of  them.  We  usually  limit  the 
safe  load  on  the  soil  to  2  tons  per  square  foot.  At  one  place  we 
were  unable  to  examine  the  ground  before  letting  the  contract,  and 
designed  it  for  2  tons  per  square  foot.  When  we  came  to  build  we 
had  to  change  the  foundation  so  that  the  load  was  about  i  ton  per 
square  foot,  and  the  foundation  is  still  unsatisfactory. 

We  use  the  Engineering  Ncz^s'  formula  for  all  work,  and  we 
have  been  very  well  satisfied  wdth  it.  It  is  used  in  a  number  of  the 
United  States  navy  yards. 

As  to  the  point  of  cutting  off  piles,  I  have  had  occasion  to 
examine  that  carefully,  and  I  have  found,  almost  without  exception, 
that  piles  driven  in  earth  and  cut  off  half  w^ay  between  mean  high 
and  mean  low  water,  and  in  some  cases  above  that,  have  been  per- 
fectly sound.  Recently,  in  tearing  out  an  old  pile  foundation 
where  the  mud  was  about  6  feet  above  mean  low  water,  I  found 
the  piles  perfectly  sound  from  i  to  2  feet  above  the  mud.  These 
piles  had  been  in  the  ground  seventy-five  years. 

In  making  borings  for  the  dry  dock  we  found  rock  at  from 
80  to  100  feet  below  mean  low  water. 

Mr.  Geo.  B.  Francis  (by  letter). — In  regard  to  foundations 
in  Boston,  my  experience  is  confined  to  the  foundations  under  the 
South  Terminal  Station. 

This  was  located,  throughout  the  entire  site,  on  an  area  that 
was  originally  flooded  by  salt  water,  and,  consequently,  was  piled, 
there  being  43,816  piles  used  altogether.  It  was  friction  ground, 
although,  over  a  large  part  of  the  area,  the  piling  penetrated  to 
a  sand,  gravel  and  clay  stratum.  There  were  some  places  where  the 
piles  would  go  nearly  a  foot  at  the  last  blow  of  the  hammer,  and  in 
such  places  a  considerable  num1:)er  of  extra  piles  were  driven.  The 
footings  were  all  of  concrete,  deposited  around  and  over  the  heads 
of  the  piles.  Owing  to  the  language  of  the  legislative  act  under 
which  this  station  was  constructed,  it  was  claimed  that  the  city 
Building  Department  had  no  jurisdiction  and  the  city  building  laws 
did  not  apply.     As  a  matter  of  fact,  probably  no  such  structure  as 
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a  large  train  shed,  together  with  the  accompanying  retaining  walls, 
etc.,  was  in  the  minds  of  the  framers  of  the  city  building  law,  and 
the  construction  is  really  better  than  would  be  conceived  by  the 
framers  of  such  a  law. 

The  Hotel  Essex,  which  is  on  the  opposite  side  of  Atlantic 
Avenue  from  the  station,  at  the  corner  of  Essex  Street,  is  founded 
upon  the  natural  earth,  there  being  no  piles  used  in  its  foundations. 
It  would  seem  singular  that  such  would  be  the  difference  in  the 
foundation  of  these  two  adjacent  structures  if  it  were  not  made 
clear  that  the  hotel  is  on  an  area  not  flowed  by  salt  water;  or,  to 
speak  correctly,  it  is  on  the  extreme  end  of  what  was  known  in  early 
history  as  Wind  Mill  Point,  as  will  be  seen  m  the  plan  showing 
the  old  foundations  on  the  South  Terminal  site. 

In  regard  to  the  piles  under  the  old  Electric  Light  Station  on 
Summer  Street,  opposite  the  South  Terminal  Station,  I  am  glad 
to  learn  from  ^Ir.  Worcester's  paper  that  the  decay  around  the  heads 
was  due,  not  to  rot,  but  to  worms,  as  I  have  always  had  doubts 
about  the  correctness  of  the  first  theory  advanced  and  published. 

From  my  experience  in  Boston,  I  believe  that  elevation  5  is 
low  enough  to  cut  off  piles  and  to  keep  them  submerged  sufficiently 
for  their  protection  w^hen  the  piles  are  wholly  imbedded  in  the  earth. 
The  ground  water,  within  a  short  distance  from  the  harbor,  at  the 
Terminal  Station  stood  at  elevation  9,  and  did  not  ebb  and  flow 
with  the  tide. 

President  Kimball. — I  understand  that,  in  building  the  East 
Boston  Tunnel  on  Court  Street,  where  it  passes  the  Ames  Building, 
under  the  direction  of  ^Ir.  Carson,  some  concrete  sheet  piling  has 
been  driven,  some  that  it  was  necessary  to  leave  in  place,  and  I 
will  ask  ]\Ir.  ^NlacCurdy  to  speak  about  this  work. 

AIr.  H.  S.  R.  AIacCurdy. — The  excavation  for  the  East  Boston 
Tunnel,  in  Court  Street,  passed  within  i  or  2  feet  of,  and  from  6  to 
8  feet  below,  the  foundations  of  the  Ames  Building.  This  building 
is  not  a  steel  framework  structure,  but  the  walls  are  of  solid 
masonry,  and  numerous  cracks  which  had  appeared  in  the  face 
of  the  building  suggested  a  possibility  that  the  material  under  the 
foundations  was  not  especially  firm. 

The  work  on  the  tunnel  in  that  vicinity  was  done  by  day  labor, 
so  that  the  engineers  could  have  complete  control  and  could  from 
time  to  time  make  such  changes  in  the  plans  as  seemed  advisable. 

The  excavation  was  in  clay,  and  in  sand  containing  some  water, 
and  was  carried  on  by  the  slice  method.  Trenches,  16  feet  long, 
separated  by  a  core  of  earth  16  feet  long,  were  carried  down  to 
30 
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about  the  level  of  the  bottom  of  the  foundation  of  the  building, 
when  one-half  of  each  trench,  or  8  feet,  was  excavated  to  grade. 

The  bank  was  held  in  place  by  means  of  concrete  sheeting, 
composed  of  slabs  of  concrete  from  6  to  8  feet  long,  6  inches  wide 
and  2  inches  thick,  in  which  were  imbedded  -|-inch  square  corru- 
gated steel  rods,  running  the  entire  length  of  the  slabs.  The  con- 
crete was  composed  of  two  parts  of  crushed  stone  dust  to  one  part 
of  Portland  cement.  If  wooden  sheeting  had  been  used,  it  would 
have  been  necessary  either  to  concrete  directly  against  it  and  to  have 
left  it  in  place,  or  to  have  pulled  the  planks  as  the  concrete  came  up. 
If  the  first  method  had  been  used,  being  above  ground-water  level, 
the  sheeting  would  in  time  have  rotted,  causing  a  void,  to  be 
eventually  filled  by  the  compressed  material  under  the  building 
foundation ;  while,  if  the  planks  had  been  pulled,  there  would  have 
been  danger  of  losing  ground  through  the  carelessness  of  the  work- 
men. Both  of  these  difficulties  were,  of  course,  entirely  eliminated 
by  the  use  of  concrete  sheeting. 

The  method  used  in  driving  the  sheeting  was  one  that  first 
suggested  itself,  and  it  proved  to  be  the  simplest  and  most  effective. 
One  man  would  hold  a  follower,  made  of  a  piece  of  soft  wood  about 
6  inches  square  and  3  or  4  feet  long,  which  another  man  would 
drive  with  a  maul. 

The  bottom  of  the  excavation  was  kept  about  level  with  the 
bottom  of  the  sheeting.  In  order  to  guard  against  any  voids,  which 
might  have  been  left  behind  the  slabs  in  driving,  grout  was  poured 
into  holes  made  by  driving  an  iron  rod  at  intervals  close  behind 
the  sheeting.  This  sheeting  served  a  double  purpose.  It  not  only 
held  the  bank  in  place  till  the  concrete  wall  was  built  against  it, 
but  was  also  coated  with  waterproofing  and  served  in  place  of  a 
back  wall.  As  the  sheeting  was  not  disturbed,  from  the  time  it  was 
driven,  and  as  the  concrete  wall  of  the  subway  w^as  built  directly 
against  it,  there  was  absolutely  no  danger  of  losing  ground  or  of 
thereby  causing  settlement  and  injury  to  the  building.  About  two 
hundred  of  the  concrete  slabs  were  used  in  this  work,  and  in  no 
case  were  any  of  them  chipped  or  broken. 

Mr.  H.  S.  Adams. — It  is  getting  so  late  that  I  will  only  say  a 
word,  and  that  is  in  regard  to  the  methods  used  for  testing  ground 
where  piles  are  to  be  driven.  It  is  generallv  done  by  means  of 
borings.  Perhaps  some  of  you  will  remember  when  the  old  iron 
punch  rods  were  driven  down  into  the  clay  to  test  the  ground. 
My  experience  in  clay  has  been  that  when  two  good,  smart  men 
have  driven  the  rod  down  to  resistance,  it  is  safe  to  estimate  that 
a  pile,  driven  10  or  15  feet  farther  than  the  rod  went,  will  give  a 
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good  foundation.  The  method  seems  to  me  a  good  one,  and 
gives  about  the  same  resuhs  as  Mr.  Worcester  arrives  at  in  his 
formula.  Mr.  Worcester's  formula  agrees  well  with  the  practice 
that  I  have  had.  We  cannot  expect,  down  in  the  clay,  to  get  quite 
as  good  results  as  shown  by  published  formulas  and  rules,  nor  can 
we  get  as  great  resistance  as  is  called  for  by  them,  but  we  get  fairly 
good  results. 

In  listening  to  the  paper  read  this  evening  describing  a  coal 
pocket  at  Lincoln  Wharf  ,'^  I  was  interested  to  note  that  the  engineer 
designed  the  piles  to  hold  12  tons  each,  exactly  the  same  load  as 
I  allowed  for  the  piles  in  Union  Wharf,  which  adjoins  it.  These 
piles  are  spaced  6x8  feet  on  centers.  After  Union  Wharf  was 
constructed,  and  during  the  time  the  coal  pocket  was  being  put  on 
Lincoln  Wharf,  Union  Wharf  was  loaded  a  little  over  a  ton  to  the 
square  foot,  bringing  a  weight  of  about  48  tons  on  a  pile.  We 
could  not  find  that  the  wharf  had  settled  any.  We  used  50  and 
55-foot  piles,  with  about  the  same  penetration  as  the  piles  at  Lincoln 
Wharf. 

Mr.  L.  M.  Hastings. — In  the  matter  of  foundations  requiring 
piles,  unless  the  soil,  is  soft  and  plastic,  I  should  question  the 
desirability  of  driving  piles  as  near  as  2  feet  apart  on  centers. 
From  my  own  experience,  I  think  2  feet  6  inches  is  as  near  as  is 
safe  to  place  piles  in  ordinary  soils — sand,  gravel  and  the  like. 
With  closer  spacing  we  incur  danger  of  loosenmg  and  displacement 
in  driving  and  of  losing  some  of  the  full  bearing  power  of  the 
soil.  It  is  better  to  spread  the  foundation,  if  possible,  to  obtain 
the  requisite  number  of  piles  to  carry  the  load.  With  regard  to 
driving  in  hard  soils,  it  is  far  better  to  reduce  the  fall  and  increase 
the  weight  of  hammer.  A  fall  of  6  or  8  feet,  with  a  2500-pound 
hammer,  with  blows  delivered  as  rapidly  as  the  hammer  can  possibly 
be  raised,  will  accomplish  more  and  leave  the  pile — if  of  spruce  or 
other  soft  wood — in  far  better  shape  than  if  driven  with  a  long 
drop  and  light  hammer.  This  is  the  great  advantage  the  steam 
hammer  has  over  the  ordinary  style  of  pile  driver,  it  being  possible 
with  this  to  drive  piles,  sheeting,  etc.,  in  soils  where,  without  the 
water  jet,  it  would  be  impossible. 

When  the  penetration  has  reached  a  small  amount,  say  J  inch 
to  f  inch  per  blow,  and  the  hammer  rebounds  considerably,  it  is 
pretty  safe  to  conclude  that  the  limit  of  safe  driving  on  that  pile 
has  been  reached.  Further  driving  should  be  done  w4th  great 
care;  otherwise  "brooming"  of  the  end  of  the  pile  or  fracture  of 
the  pile  will  occur  and  the  pile  be  ruined. 

*See  Journal  of  the  Associatiox  of  Exgixeerixg  Societies.  March.  1903. 
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The  elements  in  determining  the  bearing  power  of  a  pile,  when 
driven,  are  so  variable  and  uncertain  that  I  doubt  whether  any  of 
the  formulae  are  of  much  value  for  universal  application. 

It  is  here  that  the  skill  and  judgment  of  the  engineer,  based  on 
experience,  should  be  applied  to  each  case  as  the  conditions  are 
observed,  as  the  work  proceeds,  and  the  length  of  pile  and  amount 
of  driving  should  be  varied  with  these  observed  conditions. 

If  the  pile  is  driven  so  that  the  last  penetration  does  not  exceed 
I  inch  with  a  lo-foot  fall  of  a  2000-pound  hammer,  a  load  of  9 
or  ID  tons  may  usually  be  considered  as  safe  for  the  pile. 

With  regard  to  cutting  off  piles,  the  proper  elevation  must 
evidently  vary  with  the  locality  and  the  elevation  of  the  water  table 
in  the  ground. 

Unless  the  land  is  low,  this  will  seldom  be  found  permanently 
above  the  water  line  in  the  sewer  in  the  adjacent  street,  especially 
if  the  soil  is  of  a  porous  character.  In  Cambridge  this  is  often 
taken  as  a  proper  and  safe  grade  at  which  to  cut  foundation  piles. 
Even  in  low  ground  the  presence  of  a  neighboring  sewer  may 
keep  the  ground-water  level  at  a  low^er  elevation  than  would  natur- 
ally be  the  case.  • 

For  sea  walls  piles  often  form  an  important  part  of  the  founda- 
tions required.  The  accompanying  figures  show  the  different 
treatments  given  in  two  rather  interesting  cases. 

In  the  first,  hard  bottom  of  compact  sand  was  found  about 
6  to  14  feet  below  the  grade  at  which  it  was  possible  to  place  the 
timber  platform  upon  which  the  wall  was  built.  Above  this  sand 
was  about  6  feet  of  soft  mud.  Filling  was  to  be  placed  behind  the 
wall  to  a  depth,  in  places,  of  20  feet.  Of  course,  the  tendency 
would  be  for  this  load  of  filling  to  crowd  the  mud  into  the  river 
between  the  piles,  and  also  to  force  the  wall  forward  out  of  line. 
Three  rows  of  piles  were  driven  to  take  the  middle  and  rear  portion 
of  the  wall.  Near  the  front  or  toe  of  the  wall  a  line  of  6-inch 
hard  pine  sheeting,  tongued  and  grooved,  was  driven.  In  front 
of  this  and  firmly  bolted  to  the  sheeting  was  driven  a  row  of  heavy 
spruce  inclined  or  "spur  shore"  piles,  driven  about  20  to  23  degrees 
from  the  vertical.  The  whole  was  then  covered  with  a  heavy  timber 
platform.  The  whole  cost  of  the  foundation  was  $3.01  per  linear 
foot.  Although  the  filling  has  been  placed  behind  much  of  the  wall 
and  some  of  it  heavily  loaded  with  stone,  little  or  no  movement  of 
the  wall  has  taken  place. 

In  the  other  case  for  a  short  distance  the  hard  bottom  was 
found  some  24  feet  below  mean  low  water.  As  the  rest  of  this  wall 
was  founded  upon  a  gravel  foundation  of  only  shallow  depth,  it 
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was  not  thought  best  to  insert  a  short  section  founded  on  piles ; 
besides,  owing  to  the  great  depth,  an  adequate  pile  foundation 
would  have  been  very  expensive.  Instead,  therefore,  a  wide  trench 
was  excavated  in  the  mud  to  the  hard  bottom  and  then  refilled  with 
gravel  dredged  from  the  river.  Stone  from  an  old  sea  wall  was 
also  dumped  in  the  trench  as  the  filling  proceeded.  The  wall  was 
partly  laid  in  the  fall,  left  over  winter  and  completed  in  the  follow- 
ing spring.  The  foundation  courses  settled  about  i8  inches  after  it 
was  laid.  The  coping  settled  from  3  to  5  inches  since  it  was  laid, 
some  six  years  ago,  but  so  gradually  as  not  to  be  perceptible. 

There  are  numerous  cases  in  this  city  of  buildings  built  on 
mud  of  considerable  depth,  having  a  foundation  resting  on  a  timber 
platform,  "floated,"  as  it  is  called.  If  the  mud  is  of  uniform  depth 
and  the  weight  of  the  building  evenly  distributed,  any  settlement 
occurring  is  so  uniform  as  to  do  no  harm  and  is  seldom  apparent  to 
observation. 

In  capping  piles  for  sewer,  sea  wall  and  similar  construction 
it  is  best  to  use  hard  pine  timber,  as  much  better  able  to  resist  the 
crushing  force  encountered  in  carrying  the  heavy  weights.  For 
this  reason  it  is  best  to  use  as  large-sized  piles  as  possible,  always 
cutting  the  points,  rather  than  the  butts,  as  much  as  possible. 
One  scarcely  realizes  the  tremendous  force  oftentimes  exerted  upon 
a  foundation,  until  after  having  examined  its  effect  in  crushed 
and  broken  timber  in  an  old  foundation  being  removed. 

In  buildings  I  am  strongly  in  favor  of,  and  always  recommend, 
a  layer  or  footing  course  of  concrete  for  foundations  for  heavy 
buildings,  whether  piles  are  driven  or  not. 

Its  cheapness  and  the  ease  with  which  it  can  be  placed,  and, 
above  all,  the  uniform  surface  it  presents  to  the  supporting  soil, 
are  very  strong  points  in  its  favor  as  a  first  course  in  a  foundation, 
whether  the  soil  may  be  good  or  bad.  With  a  layer  of  good  con- 
crete 3  feet  or  more  thick,  well  rammed  over  the  full  width  of  the 
trench  (and  if  piles  are  driven,  in  and  around  them),  I  believe  the 
best  possible  beginning  for  a  good  foundation  has  been  made. 

Mr.  Edward  W.  Howe. — The  subject  of  inclined  piles  having 
been  introduced,  the  following  method,  used  in  building  the  founda- 
tions for  the  new  Atlantic  Avenue  Bridge  across  Fort  Point 
Channel,  may  be  of  interest: 

The  space  was  so  cramped  and  the  current  so  strong  that  it 
was  impossible  to  drive  the  piles  in  the  ordinary  way,  by  laying 
the  scow  in  line  of  the  inclination  of  the  piles  and  tipping  the  gins 
back  to  the  required  angle.  The  piles  were  driven  in  water  of  a 
depth  of  2«  to  30  feet  and  the  tops  left  in  that  depth.     The  con- 
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tractor  constructed  a  tube  or  chute.  This  was  composed  of  four 
angle  irons  latticed  together,  forming  a  square  tube,  open  on  the 
sides  and  smooth  on  the  inside  and  14  inches  square  in  the  clear. 
It  was  made  in  sections  of  from  5  to  20  feet  in  length,  which  had 
flanges  on  the  outside  by  which  they  could  be  bolted  together. 
The  top  section  was  flared,  forming  a  sort  of  hopper,  of  a  width 
which  allowed  it  to  be  placed  freely  in  the  gins  of  the  pile  driver, 
lugs  on  the  outside  at  the  top  serving  to  hold  it  in  place.  The  tube 
was  supported  vertically  by  a  rope  running  over  a  sheave  at  the 
top  of  the  gins  beside  the  sheave  holding  the  hammer  rope. 

The  method  of  using  the  apparatus  was  as  follows :  Ranges 
having  been  set  showing  the  position  of  the  pile  where  it  was  to 
enter  the  bottom,  the  chute,  supported  free  of  the  bottom,  was  placed 
on  line  and  dropped  on  to  the  bottom.  The  pile  was  then  raised 
and  dropped  into  the  chute,  and  by  its  rebound  as  it  struck  the 
water  the  chain  attached  was  released,  leaving  the  pile  floating 
inside  of  the  chute.  The  top  of  the  chute  was  secured  in  the  gins 
and  the  scow  moved  until  the  inclination  of  the  chute  had  the 
required  angle  and  direction.  The  hammer,  a  block  of  iron  8  feet 
long  and  13 J  inches  square  in  section,  and  with  a  ring  at  the  top 
to  which  the  rope  was  attached,  was  then  lowered  into  the  chute 
and  the  pile  driven  to  grade. 

This  method  insured  the  pile  being  in  the  correct  position  and 
having  the  right  inclination,  conditions  which  it  is  diflicult  to  secure 
in  deep  water  with  a  strong  current  when  working  from  a  floating 
scow  held  by  lines  extending  horizontally  to  fixed  objects. 

The  apparatus  worked  very  satisfactorily,  also,  in  driving 
vertical  piles,  as  many  as  ninety-five  having  been  driven  in  nine 
hours,  the  piles  being  33  feet  long,  driven  to  a  grade  50  feet  below 
mean  low  water. 

The  contractor  who  employed  this  method  was  Mr.  W.  H. 
Ellis,  of  Boston. 

Mr.  Edward  S.  Shaw  (by  letter). — Referring  to  the  first 
point  brought  up  by  the  author  of  the  paper  under  discussion ;  the 
safe  reduction  of  the  live  load,  upon  the  foundations  of  a  many- 
storied  building,  from  the  live  load  used  in  computing  the  strength 
of  the  floors  of  the  building ;  the  writer  agrees  with  the  author  that 
a  considerable  reduction  is  allowable  and  desirable  from  the  point 
of  view  of  rational  and  consistent  proportioning  of  the  several  parts 
of  a  building ;  but  does  not  allow  that  a  reduction  of  this  live  load 
to  only  25  per  cent,  of  the  floor  load  is  advisable,  although  con- 
sidered "abundantly  safe"  by  the  author.  There  is  often  consider- 
able uncertainty  about  the  dead  weight  of  a  building;  changes  in 
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this  item  are  sometimes  made  during  construction,  and  the  effect 
of  wind  pressure  and  eccentricity  of  loading  is  not  always  fully 
considered. 

Assuming  that  the  floors  of  a  steel-frame  office  building  have 
been  designed  to  carry  a  live  load  of  100  pounds  per  square  foot, 
with  the  usual  unit  stress,  a  live  load  of  60  pounds  per  square  foot 
upon  all  floors  is  suggested  as  a  suitable  basis  for  figuring  the 
foundations. 

The  writer  finds,  by  reference  to  his  notebooks,  that  he  has 
figured  pressures  ranging  from  2^  to  3^  tons  per  square  foot,  on  the 
base  of  steel  beam  and  concrete  column  footings,  on  gravel  or  stiff 
clay,  and  about  the  same  on  masonry  footings  on  the  same  material, 
in  foundations  of  Boston  buildings,  when  he  has  designed  the  steel 
frame  or  has  been  consulted  in  regard  to  the  foundations.  Where 
eccentricity  of  load  has  been  considered,  the  extreme  pressure  has 
risen  to  3.85  tons  per  square  foot,  and,  with  wind  pressure  added 
to  dead  and  live  loads,  to  5.2  tons  per  square  foot. 

The  above  pressures  were  chiefly,  if  not  entirely,  found  by  the 
use  of  a  live  load  of  not  less  than  100  pounds  per  square  foot  on 
all  floors. 

In  regard  to  the  proportioning  of  pile  foundations,  the  writer 
does  not  agree  with  the  common  practice  of  endeavoring  to  estimate 
the  strength  of  a  pile  to  support  its  permanent  load  by  its  rate  of 
penetration  during  the  last  blows  of  the  hammer.  This  practice 
seems  comparable  to  the  attempt  to  determine  the  strength  of  the 
superstructure  of  a  bridge  by  first  building  the  bridge  and  then 
measuring  its  deflection  under  a  moving  load. 

The  word  ''friction,"  to  express  the  resistance  to  sinking 
caused  by  the  adhesive  pressure  of  earth  upon  the  periphery  of  a 
pile,  seems  objectionable,  and,  although  it  has  the  sanction  of 
writers  who  are  regarded  as  authorities,  has  long  been  discarded  by 
the  present  writer,  who  prefers  the  name  often  used  by  practical 
pile  drivers,  "suction,"  especially  in  a  clay  or  silt  bottom.  The 
word  friction  is  objectionable  because  the  resistance  caused  by  the 
peripheral  pressure  or  adhesion  is  not  known  to  follow  the  well- 
known  laws  of  friction  given  in  the  text-books  on  mechanics. 

The  writer  divides  the  total  resistance  of  a  pile  against  sinking 
under  its  permanent  load  into  two  components,  viz,  tip  resistance 
and  peripheral  resistance,  and  considers  that  it  is  safe  to  neglect 
the  element  of  tip  resistance  in  all  cases  of  soft  ground  or  where 
there  is  any  uncertainty  as  to  depth  of  a  hard  stratum  to  or  into 
which  the  piles  maybe  finally  driven,  and,  for  the  amount  of  periph- 
eral resistance,  considers  values  ranging  from  200  to  500  pounds 
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per  square  foot  safe  for  ordinary  cases — the  amount  to  be  used 
depending-  upon  the  nature  and  hardness  of  the  bottom  into  which 
the  piles  are  driven.  This  is  determined  by  a  method  of  sounding" 
or  boring  which  gives  the  degree  of  hardness  expressed  in  figures 
from  about  lo  to  350  or  400  and  in  six  general  divisions,  as  follows : 

No.  I — under  25. — Soft:     Silt;  loose  sand;  soft  wet  clay. 

No.  2 — 25  to  50. — Medium  :  Compact  sand  ;  medium  clay  ; 
fine  gravel. 

No.  3 — 50  to  100. — Hard:  Very  compact  sand;  gravel;  stiif 
clay. 

No.  4 — 100  to  200. — Very  hard  :  Compact  gravel ;  clay  hard 
pan. 

No.  5 — over  200. — Exceedingly  hard  :  Boulder  clay ;  shale  or 
soft  rock. 

No.  6. — Impenetrable ;  hard  rock. 

The  writer  considers  that  the  total  work  done  in  driving  a  pile, 
as  measured  by  the  product  of  the  number  of  blows  by  average 
drop  of  hammer,  is  as  important  in  determining  the  safe  load  on  a 
pile  as  its  final  resistance  to  driving.  Also  that  it  is  important  to 
observe  the  varying  resistance  of  the  pile  to  the  hammer  throughout 
the  driving. 

The  author's  statement  that  in  his  judgment  it  is  unnecessary 
to  specify  the  size  of  a  pile  at  the  butt,  and  that  a  spruce  pile  6 
inches  in  diameter  at  the  tip  is  sufficient  for  all  ordinary  cases  of 
foundations,  is  at  variance  with  the  theory,  experience  and  practice 
of  the  writer,  who  would  consider  it  safe  to  place  a  considerably 
greater  load  on  a  pile  with  8-inch  tip  and  14-inch  butt  than  on  one 
with  6-inch  tip  and  lo-inch  butt.  In  the  first  instance  the  peripheral 
area  of  a  pile  25  feet  long  is  about  ^2  square  feet,  and  in  the  second 
case  only  52  square  feet.  In  a  bottom  of  i  and  2  degrees  of 
hardness,  with  piles  driven  a  little  into  the  third  degree,  a  periph- 
eral resistance  of  300  pounds  per  square  foot  is  usually  safe,  and 
this  would  give  a  safe  load  upon  the  larger  pile  of  10.7  tons,  but 
on  the  smaller  pile  of  only  7.8  tons,  or  only  73  per  cent,  of  that  on 
the  larger  pile. 

It  is  admitted  that  spruce  piles,  as  furnished  for  foundations 
in  this  city,  do  not  usually  run  to  14  inches  butt  for  a  25-foot  pile,, 
and  this  case  is  taken  merely  to  illustrate  an  argument.  A  specifi- 
cation which  the  writer  has  used  for  spruce  piles  and  considers 
practicable  is  that  they  shall  have  a  diameter  of  7  inches  at  tip 
and,  for  piles  35  to  40  feet  long,  half  of  the  piles  to  have  a  diameter 
of  12  inches  and  half  a  diameter  of  10  inches,  measured  at  a  point 
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3  feet  from  the  butt  when  the  pile  is  ''made,"  or  at  the  point  where 
the  piles  are  cut  off  after  driving.     All  exclusive  of  bark. 

In  concluding,  reference  may  be  made  to  a  difficulty  which 
the  writer  has  encountered  in  Boston  foundations,  viz,  the  varia- 
tion, sometimes  extreme  and  sudden,  in  the  nature  and  hardness 
of  the  ground  under  the  different  portions  of  the  same  building. 
In  one  case  mixed  strata  of  clay  and  gravel,  sloping  at  a  consid- 
erable angle,  30  to  45  degrees  (from  memory),  were  encountered. 
In  two  buildings  located  on  or  near  the  old  marginal  or  shore  line 
the  greater  part  of  the  foundations  were  placed  upon  the  ground 
without  piles,  but  pockets  of  softer  material  were  found,  necessi- 
tating the  driving  of  piles  over  limited  areas. 

Mr.  William  Parker. — The  most  important  foundation  work 
done  by  the  Boston  and  Albany  Railroad  in  Boston  recently  is  that 
for  a  seven-story,  fireproof,  brick  warehouse  at  the  East  Boston 
Terminal.  Borings  on  the  site  of  the  house  showed  that,  at  the 
north  side,  or  the  end  farthest  from  the  dock,  hard  bottom  was 
86  feet  below  the  surface,  which  was  at  about  grade  15  above  city 
datum,  which  is  0.64  below  mean  low  water.  At  the  south  end, 
or  the  end  nearest  the  dock,  hard  bottom  was  about  105  feet  below 
the  surface.  The  different  strata  were  filled  material  of  miscel- 
laneous character,  or  silt  and  shells,  from  the  surface  down  from  12 
to  20  feet,  and  the  remainder  all  clay.  This  clay  was  classified  as 
"soft  clay"  by  the  party  employed  to  make  the  borings. 

The  building  is  220  feet  long  and  140  feet  wide,  the  latter 
dimension  being  that  of  the  southerly  end,  which  is  30  feet  from  and 
parallel  with  the  head  of  Dock  No.  i.  At  the  head  of  the  dock  there 
is  a  retaining  wall,  resting  on  piles  w^hich  are  cut  off  at  mean  low 
water.  The  earth  slopes  away  from  the  wall  to  the  full  depth  of 
the  dock  at  a  line  from  60  to  100  feet  distant,  the  water  being  about 
35  feet  deep  at  low  tide. 

The  foundations  extend  out  beyond  the  building  lines  so  that 
they  cover  a  space  233  by  153  feet.  Within  this  space  were  driven 
about  six  thousand  spruce  piles,  generally  40  feet  long,  spaced  about 
2.5  feet  between  centers  with  their  tops  at  grade  6.  The  earth  was 
excavated  i  foot  below  cut-off  of  piles  and  the  space  around  piles 
filled  with  Portland  cement  concrete,  using  the  proportion  of  I 
cement,  about  3-|  sand  and  9  broken  stone.  The  entire  area  was 
then  covered  2  feet  6  inches  thick  with  Portland  cement  concrete, 
using  the  proportions  of  I  cement,  about  3  sand  and  8  broken  stone. 
Upon  this  foundation  were  constructed  frustums  of  pyramids  for 
the  column  footings  and  the  footings  for  the  walls,  both  of  concrete, 
tHe  same  as  that  next  above  top  of  piles.     The  bases  of  the  frustums 
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came  together  at  the  top  of  the  2  feet  6  inches  thick  mass  of  concrete 
and  had  their  tops,  which  were  about  5  feet  square,  at  grade  16; 
hence  they  were  7  feet  6  inches  high.  Wall  footings  were  prisms 
of  concrete  resting  on  the  main  foundation  the  same  as  the  column 
footings.  This  construction  of  column  and  wall  footings  was 
possible  as  there  was  no  desire  to  have  a  basement  to  the  building. 

There  were  about  10,000  cubic  yards  of  concrete  in  the  founda- 
tions. 

Before  plans  were  made  a  test  pile  was  driven  about  50  feet 
from  the  water  end  of  the  building.  This  pile  was  driven  about  40 
feet  below  grade  5,  and  afterward  loaded  with  30  tons  of  pig  iron 
without  any  settlement.  After  the  pile  had  been  driven  about  20  feet, 
the  average  fall  of  hammer  and  number  of  blows  required  for  each 
2  feet  of  length  was  recorded,  as  well  as  the  penetration  and  fall 
at  the  last  blow.  After  the  pile  had  remained  in  place  for  two  days 
it  was  struck  five  blows  and  the  fall  of  the  hammer  and  penetration 
noted  for  each  blow.  Calculations  were  made  to  show  the  sus- 
taining power  at  the  different  stages  of  the  driving,  using  the 
Engineering  Nezvs'  formula,  and  the  frictional  resistance  per  square 
foot  of  pile  surface  was  also  figured,  using  the  calculated  sustaining 
power  as  a  basis.  It  was  thought  that  these  latter  figures  would 
be  an  aid  to  judgment  while  the  whole  matter  of  length  of  piles  to 
be  used  was  being  considered. 

The  pile  was  actually  about  51  feet  long,  so  there  was  about 
10  feet  of  it  above  the  ground,  which  made  it  possible  to  apply  the 
30  tons  test  load  in  quite  a  satisfactory  manner,  about  one-half 
being  supported  by  a  platform  held  up  by  heavy  sticks  bolted  to  the 
pile  near  the  ground  and  the  other  half  by  a  platform  at  the  top 
of  the  pile.  The  pile  was  driven  very  straight,  and  there  was  little, 
if  any,  tendency  for  the  load  to  tip. 

The  accompanying  table  gives  the  record  of  the  driving  and  the 
results  of  calculations. 

It  may  be  of  interest  to  speak  briefly  of  an  experimental  pile 
driven  on  the  slope  of  Dock  No.  i,  at  a  point  about  130  feet  distant 
from  where  the  pile  just  described  was  driven. 

A  water  machine  was  used,  with  a  hammer  weighing  1980 
pounds,  having  the  rope  attached,  the  depth  of  water  at  the  point 
where  the  pile  was  driven  being  3  feet  and  upwards,  according  to 
the  height  of  tide.  At  first  a  pile  44  feet  long  was  driven  and  then 
another  42  feet  long  placed  over  it,  the  abutting  ends  being  care- 
fully squared  and  joined  with  a  short  section  of  12-inch  wrought- 
iron  pipe.  After  this  compound  pile  had  been  driven  so  that  it  was 
about  30  feet  into  the  clay,  notes  were  taken  and  calculations  made 
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as  in  the  case  of  the  pile  driven  on  land.  A  few  of  the  results  are 
as  follows :  For  distances  of  40,  50,  60,  70  and  78  feet  in  ground 
the  safe  loads  and  frictional  resistances  are  respectively  12,600  and 
114,  14,256  and  99,  20,457  and  115,  23,004  and  102,  24,460  and  loi. 
The  penetration  for  the  last  blow,  with  a  fall  of  twenty  feet,  was 
2.4  inches. 
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After  the  pile  had  remained  three  days  it  was  struck  three 
blows  with  a  20-foot  fall  of  hammer,  which  gave  a  penetration 
for  the  first  blow  1.8  inches;  for  the  second  and  third  blows,  each 
1.32  inches,  the  safe  load  and  frictional  resistance  for  the  three 
blows,  using  the  above  data,  being  respectively  28,285  and  116, 
34,138  and  144,  34,138  and  145.     The  two  sections  of  the  pile  were 
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of  oak,  with  the  bark  on,  and  varied  in  size  from  7  inches  in  diame- 
ter at  the  tip  of  the  lower  pile  to  about  14  inches  at  the  butt  of 
the  upper  pile. 

Of  the  seven  floors  of  the  warehouse,  three  were  calculated 
for  a  live  load  of  400  pounds  per  square  foot,  two  300  pounds  and 
two  250  pounds.  In  estimating  the  load  to  come  on  the  foundation 
250  pounds  per  square  foot  for  all  floors  was  taken  as  the  live  load. 
Using  this  assumed  live  load,  the  total  weight  per  pile  is  from  10 
to  13  tons. 

Just  before  excavating,  or  as  excavation  proceeded,  sheet 
piling  was  driven  to  hold  up  the  bank  and  to  keep  out  water,  so 
there  was  but  little  trouble  with  water. 

Work  was  commenced  on  the  end  next  the  dock  and  quite 
an  area  was  kept  down  to  grade  in  advance  of  the  pile  driving. 
By  this  method  it  was  thought  that  there  would  be  the  least  danger 
to  the  sea  wall  near  by,  as  the  compression  of  the  clay  due  to  the 
pile  driving  would  have  a  chance  to  force  up  the  area  in  advance 
of  the  work  on  the  land  side  as  the  driving  advanced,  instead  of 
working  in  the  direction  of  the  sea  wall.  As  it  was,  the  wall 
moved  bodily  out  toward  the  dock  9  inches  at  the  center,  the  ends 
being  buttressed  against  walls  at  right  angles  to  it.  The  coping 
was  moved  into  line  at  the  time  a  platform  was  built  in  front  of 
the  wall,  and  no  further  movement  has  been  observed.  The  earth 
around  and  in  advance  of  the  driving  rose  from  i^  to  2  feet. 

As  before  stated,  the  piles  driven  were  spruce,  generally  40 
feet  long.  Some  of  these  went  so  easily  that  they  will  not,  by 
calculation,  give  quite  the  factor  of  safety  reckoned  on.  A  few 
45-foot  piles  were  driven  in  a  soft  spot  which  was  found  near  the 
end  farthest  from  the  water.  A  place  on  the  east  side  was  found 
where  the  driving  was  so  hard  that  the  contractor  was  allowed  to 
use  piles  only  35  feet  long. 

The  greatest  number  of  piles  driven  in  one  day  by  the  four 
pile  drivers  used  was  174,  the  greatest  day's  work  for  any  one 
driver  was  60  piles,  and  the  average  day's  work  for  one  driver  was 
38  piles. 

Benches  have  been  established  to  watch  any  settlement  that 
occurs. 

The  building  was  put  in  use  in  March  of  last  year.  After 
this  first  eleven  months  of  use,  levels  show  a  slight  and  fairly 
uniform  settlement,  nowhere  exceeding  i  inch,  although  there  are 
no  signs  about  the  structure  to  indicate  any  movement  due  to 
settlement  of  foundations. 

There  is  an  old  four-story  brick  and  stone  warehouse  50  feet 
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from  and  parallel  with  the  new  warehouse  which  has  a  pile  founda- 
tion of  the  usual  construction  of  isolated  piers  and  probably  a  double 
row  of  piles  under  the  walls.  It  has  been  in  use,  and  generally 
heavily  loaded,  for  about  fifty  years,  with  no  signs  about  the 
structure  to  indicate  settlement. 

The  grain  elevator,  of  1,000,000  bushels  capacity,  between 
Docks  3  and  4,  built  partly  in  1869  and  partly  in  1874,  has  a  pile 
foundation  in  material  similar  to  that  found  at  the  new  warehouse, 
and  there  is  no  evidence  of  settlement.  Two  borings  made  at  this 
elevator  about  1896,  by  the  State  Board  on  Docks  and  Terminal 
Facilities,  found  hard  bottom  at  63  feet  and  79  feet  below  mean  low 
water. 

In  some  of  the  papers  and  discussions  the  question  of  grade 
for  cut-off  and  the  action  of  worms  on  piles  has  been  taken  up. 
In  this  connection  the  following  may  be  of  interest :  When  con- 
structing a  freight  house  in  1898  on  the  site  of  the  Old  Colony 
Railroad  train  house,  piles  supporting  the  old  wall  footings  were 
found  at  grade  9.5.  Generally  these  piles  were  in  good  condition, 
only  a  small  amount  of  decay  being  found  around  the  top  edge ; 
but  in  one  spot  they  were  badly  rotted  from  6  to  10  inches  down 
from  the  top.  They  were  cut  off  at  grade  7  and  used  for  the  sup- 
port of  the  new  w^all.  At  this  time  the  nearest  body  of  water  was 
Fort  Point  Channel,  about  600  feet  away. 

All  of  the  piles  for  the  new  structure  were  cut  off  at  grade  7. 

When  constructing  the  foundations  for  a  coal  pocket  on  Lehigh 
Street  (since  discontinued)  piles  were  found  perfectly  sound  at 
grade  11,  after  being  in  place  probably  forty-five  years.  Piles  for 
the  support  of  the  new  building  were  cut  off  at  grade  7,  and  for  the 
ash  pits  at  grade  8.  Fort  Point  Channel  was  at  that  time  about 
300  feet  away. 

When  removing  the  old  piles  of  Wharf  No.  3,  East  Boston, 
many  of  them,  perhaps  nearly  all  of  the  original  piles,  were  found 
eaten  by  the  limnoria.  A  section  cut  from  a  representative  pile 
shows  a  loss  of  about  30  per  cent.  These  piles  had  probably  been 
in  place  at  least  fifty  years. 

In  piles  recently  removed  from  one  of  the  corners  of  Pier  No. 
4,  which  had  been  in  place  about  ten  years,  both  the  limnoria  and 
teredo  were  found.  The  former  was  found  in  nearly  all  the  piles, 
but  had  not  done  much  damage,  not  more  than  2  or  3  per  cent,  of 
any  one  cross  section  being  destroyed.  Although  the  teredos  were 
found  in  a  large  proportion  of  the  piles  removed,  they  were  few  in 
number  and  had  done  little  damage. 
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Mr.  Leonard  C.  Wason. — The  writer  will  endeavor  to  confine 
his  remarks  to  such  types  of  foundations  as  have  not  already  been 
described  by  others,  and  these  will  be  mostly  concrete  foundations. 

Doubt  has  been  expressed  as  to  the  use  of  concrete  and  steel 
I-beam  grillage  for  foundations  of  Boston  buildings.  The  writer 
has  constructed  a  number  of  foundations  of  concrete  re-enforced 
with  square  twisted  steel  in  the  following  manner : 

For  piers  the  footings  were  octagonal  in  plan  view,  the  area 
being  determined  by  the  bearing  power  of  the  soil.  The  thickness 
of  the  slab  was  approximately  one-half  the  amount  of  projection 
of  the  footing  from  the  edge  of  the  base  plate  which  supported  the 
column.  Steel  was  placed  near  the  bottom  of  the  footing,  the  bars 
being  arranged  at  right  angles  to  each  other,  and  also  to  form 
diagonals,  thus  distributing  the  load  of  the  column  uniformly  over 
the  area  of  the  footing.  Under  the  Ferdinand  Blue  Store  are 
some  footings  having  a  diameter  of  lo  feet  8  inches  and  a  thickness 
of  28  inches,  which  carry  loads  of  280  tons. 

The  advantages  of  this  type  of  foundation  are  (i)  a  consid- 
erable amount  of  the  digging  necessary  in  order  to  get  the  required 
spread  in  a  stone  or  plain  concrete  footing  is  saved,  and  (2) 
shoring  and  often  pumping  are  avoided  by  the  permissible  shal- 
lowness of  the  excavation.  The  large  saving  in  material  and  labor 
makes  a  saving  in  cost  and  time  of  construction. 

In  quite  soft  soils  care  should  be  taken  to  avoid  placing  the 
footing  too  near  the  surface.  In  one  case  which  has  come  to  the 
writer's  notice  the  soil  has  been  squeezed  upward,  while  the  footing 
has  settled,  being  on  a  soft  clayey  soil  which  was  slightly  over- 
loaded. 

This  same  type  of  footing  is  also  applied  to  walls.  Under 
one  extremely  heavy  wall  of  a  manufacturing  company's  building, 
on  quite  a  soft  soil,  a  spread  of  30  feet  was  obtained  in  a  depth 
of  52  inches,  the  thickness  at  the  edge  of  the  footing  being  only 
six  inches.  The  cross  section  resembled  a  very  flat  truncated  cone. 
The  concrete  thoroughly  protects  the  steel  from  corrosion,  so  that 
there  is  no  danger  of  any  deterioration  or  ultimate  failure  of  this 
type  of  foundation. 

In  several  buildings  the  foundation  walls  have  been  made  of 
concrete,  and,  because  of  the  great  crushing  strength  of  the  mate- 
rial, the  central  portion  of  the  concrete  has  been  cored  out,  making 
the  walls  hollow.  This  makes  them  much  drier  than  solid  walls, 
the  bottom  of  the  cores  in  the  wall  being  drained  on  the  outside 
of  the  building.  The  Chelsea  Police  Station  is  built  on  a  very  wet 
soil  and  has  walls  of  this  type.     Although  the  plastering  was  placed 
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directly  against  the  outside  walls  in  most  cases,  it  has  never  wet 
through  nor  sweat. 

Another  modification  of  the  foundation  walls,  which  has  been 
used  to  some  extent,  especially  in  exceedingly  deep  cellars  where 
a  large  amount  of  earth  must  be  retained,  consists  in  using  a  thin 
wall,  reinforced  by  vertical  steel  bars,  which  make  it  stiff,  like  a 
floor  slab  on  edge,  the  wall  having  sufficient  cross  section  to  carry 
any  dead  weight  which  may  be  placed  upon  it,  and  being  spread 
by  the  cellar  pavement  at  the  bottom.  The  sub-basement,  basement 
and  first  floors  act  also  as  spreaders.  Thus  a  large  area  of  valuable 
space  is  saved,  as  well  as  a  considerable  portion  of  the  cost  of 
massive  retaining  walls. 

Concrete  piles  have  not  been  used  in  this  locality,  so  far  as 
the  writer  knows ;  but,  should  the  demand  arise,  there  are  several 
types  which  may  be  successfully  used.  One  method  is  to  cast  the 
piles  of  concrete,  reinforced  with  steel,  and,  after  they  are  thor- 
oughly set,  to  drive  them  with  a  pile  driver  in  the  ordinary  manner, 
except  that  a  special  cap  is  necessary  to  prevent  shattering  the 
heads  of  the  piles. 

A  second  type,  which  has  been  used  extensively  in  the  West, 
where  the  soil  is  of  a  clayey  or  loamy  nature,  driving,  therefore, 
being  easy  as  compared  with  that  through  the  strata  of  varying 
material,  hard  and  soft,  which  we  have  in  this  locality,  is  the 
Raymond  pile.  This  consists  of  a  thin  shell  of  sheet  metal,  inside 
of  which  is  placed  a  strong  core,  which  takes  the  shock  of  the  pile 
driver.  After  the  pile  has  been  driven  to  the  proper  depth,  the 
core  is  collapsed  and  withdrawn.  The  shell  is  then  filled  with  con- 
crete, either  plain  or  reinforced. 

These  piles  are  always  made  with  a  large  taper,  usually  being 
6  inches  in  diameter  at  the  point  and  20  inches  at  the  top.  Thus 
a  large  bearing  area  is  obtained,  and,  by  tests  made  in  Chicago,  one 
concrete  pile  carried  as  much  as  three  common  spruce  piles  driven 
to  the  same  depth  and  having  the  same  diameter  at  the  points. 

A  third  type,  proposed  by  Mr.  E.  T.  Barker,  of  Boston,  is  to 
drive  two  pipes,  one  inside  the  other,  the  outer  one  having  a  steel 
shoe.  This  is  driven  2  or  3  feet  into  the  hard  bearing  soil.  The 
inner  tube  is  then  removed,  and  it  brings  with  it  the  enclosed  earth. 
This  tube  can  be  opened,  and  it  then  discloses  to  view  the  nature 
of  the  earth  through  which  the  tube  has  been  driven. 

If  a  larger  bearing  is  desired,  a  shaft,  having  scoops  attached 
to  the  bottom,  is  lowered  through  the  tube,  and,  by  being  revolved, 
digs  the  bottom  to  a  greater  diameter  than  the  tube.  The  earth 
is  then  removed  and  concrete  is  filled  in,  the  outer  tube  being  with- 
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drawn  slowly  as  the  concrete  is  placed.  In  this  case  the  concrete  is 
filled  rigidly  against  earth  which  has  not  been  shaken  or  disturbed 
by  driving. 

One  of  the  advantages  of  concrete  piles  is  the  fact  that  they 
can  be  finished  just  below  the  cellar  floor,  which  saves  the  large 
amount  of  labor  and  expense  necessary  to  cut  wooden  piles  at  grade 
5,  to  cap  them  with  masonry,  and  bring  them  up  to  the  level  at 
which  the  concrete  piles  were  finisjied.  Another  advantage  is  that, 
in  docks  and  marine  work,  they  are  proof  against  the  attacks  of  the 
teredo  navalis.  On  making  allowance  for  difference  in  bearing 
power  of  one  concrete  pile  and  the  three  equivalent  wooden  piles, 
the  concrete  is  the  cheaper. 

In  one  case  which  came  to  the  writer's  attention  concrete  was 
placed  in  the  ground  over  a  foul  spring,  which  emitted  sulphuretted 
hydrogen  gas,  and  the  concrete  failed  to  set.  It  was  later  dug  out 
and  the  sources  of  the  spring  were  drained,  so  that  no  more  gas 
escaped,  and  when  the  concrete  was  again  placed  it  set  hard  and 
entirely  satisfactorily  to  the  engineers.  It  has  been  the  writer's 
observation  that  green  concrete  must  be  carefully  protected  against 
conditions  which  are  absolutely  powerless  to  injure  the  concrete 
after  it  is  set  and  thoroughly  hardened. 

Mr.  J.  R.  Worcester  (by  letter). — The  full  discussion  of  the 
subject  has  been  very  gratifying  to  the  writer  of  the  paper,  and 
has  brought  out  a  number  of  the  peculiarities  of  foundation  work 
occasionally  encountered.  The  fact  that  in  general  the  experience 
of  those  contributing  to  the  discussion  has  borne  out  the  figures 
mentioned  in  the  paper  is  particularly  pleasing. 

It  is  very  satisfactory,  after  having  labored  with  a  law  which 
one  considers  objectionable  in  some  respects,  to  come  face  to  face 
with  the  men,  who,  if  they  did  not  make  it,  at  least  took  part  in 
framing  it,  and  who  calmly  assure  us  that,  if  it  is  not  right,  it  is 
our  business  to  say  so  and  endeavor  to  have  the  defects  remedied. 
It  is  still  more  unusual,  and,  at  the  same  time,  equally  satisfactory, 
to  come  face  to  face  with  the  originator  of  an  ''unwritten  law." 

As  the  result  of  the  latter  information  with  regard  to  range 
of  danger  from  worms,  the  writer  is  disposed  to  withdraw  his  sug- 
gestion for  cutting  the  piles  at  grade  4,  when  exposed  to  the  action 
of  tide  water,  and  to  replace  this  with  the  advice  that  foundation 
piles,  not  accessible  for  renewal,  shall  be  invariably  protected  from 
the  action  of  tide  water  by  sheet  piling  and  filling,  if  necessary. 

The  crib  foundation  mentioned  by  Mr.  Snow  and  others  was 
not  referred  to  in  the  paper,  for  the  reason  that  the  subject  was 
carefully  limited  to  foundations  in  the  city  proper,  where,  proba- 
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bly,  crib  foundations  have  not  been  required,  though  it  is  true  that 
they  have  been  used  in  the  immediate  vicinity. 

In  view  of  the  evidence  with  regard  to  concrete  that  does  not 
set  and  the  uncertainty,  sometimes,  with  regard  to  the  cause  for 
its  not  setting,  it  seems  as  if  there  should  be  some  provision  in  our 
specifications  for  the  removal  of  any  concrete  which,  either  from 
accidental  or  other  reasons,  fails  to  set  in  a  certain  time.  With  this 
provision,  if  enforced,  it  seems  as  if  there  need  not  be  any  fear  of 
laying  masonry  on  the  concrete  capping  for  piles. 

The  formula  for  the  capacity  of  piles  suggested  by  Mr.  Davis 
is  certainly  very  satisfactory,  provided  you  are  sure  enough  of  your 
assumed  units,  but  it  is  exactly  upon  this  point  that  we  lack  definite 
knowledge,  and  where  we  make  so  many  assumptions,  it  seems  as  if 
we  might  about  as  well  assume  the  capacity  of  a  pile  as  a  whole  in 
certain  kinds  of  material  without  making  any  computations  at  all. 

Mr.  Shaw  has  evidently  misunderstood  the  writer's  recom- 
mendation to  specify  only  the  tip  diameter  of  a  pile.  There  is  no 
doubt  that  the  size  of  the  pile  has  much  efifect  upon  its  sustaining 
power,  but  the  point  which  the  writer  intended  to  make  was  that 
with  piles  such  as  we  obtain  in  this  market  there  is  nearly  the  same 
taper,  and  we  run  little  risk  of  the  butt  diameter  being  too  small 
if  the  tip  is  not  less  than  6  inches.  In  selecting  piles  it  is  easy  to 
measure  the  tip,  but  the  diameter  at  the  butt  cannot  be  known 
until  we  know  how  far  they  will  be  driven,  and  if,  for  any  reason, 
a  pile  meets  with  too  great  resistance  to  be  driven  its  full  length, 
the  greater  resistance  would  generally  insure  its  efficacy,  even  if 
where  cut  its  diameter  underruns  a  specified  figure. 
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[Read  before  the  Society,  February  i8,  1903.*] 
In  modern  construction,  both  for  high  buildings,  in  which 
the  loads  on  the  foundations  are  very  large  compared  with  buildings 
of  twenty-five  years  since,  and  in  power-plant  structures,  chimney 
and  other  heavily  loaded  construction,  the  necessity  of  obtaining 
all  the  information  possible  is  imperative. 

BORINGS. 

In  some  cases  simple  test  pits  will  prove  sufficient ;  in  others 
it  is  advisable  to  make  borings,  which  will  bring  to  light  the  char- 
acter and  amount  of  the  different  strata  encountered,  preferably 
by  means  that  will  show  core  samples  rather  than  the  common  wash 
borings. 

Rod  soundings  are  quite  uncertain  for  any  great  depth,  and 
are  quite  delusive  in  clay  foundation  on  account  of  the  friction  on 
the  rod,  which  is  sometimes  sufficient  to  give  entirely  wrong  im- 
pressions as  to  the  hardness  of  the  strata. 

In  important  cases  it  is  well  to  supplement  the  borings  with 
test  piles  to  determine  the  real  resisting  power  of  the  strata  by 
actual  observations  rather  than  by  reasoning  from  the  borings. 

There  is  never  any  danger  of  knowing  too  much  about  the 
strata  which  are  out  of  sight. 

PILES. 

Very  frequently,  after  all  the  data  possible  have  been  obtained, 
the  engineer  is  still  in  doubt  as  to  the  necessity  for  using  piles  and 
increasing  the  consequent  expense,  and  is  uncertain  as  to  the  advice 
he  ought  to  give. 

In  such  cases  an  investigation  as  to  the  cost  of  the  structure 
with  and  without  piles  will  usually  develop  the  fact  that  the  cost 
of  piles  (particularly  in  building  construction)  will  add  a  very 
small  percentage  to  the  total  cost  of  the  structure,  usually  very 
much  less  than  5  per  cent.,  frequently  as  low  as  2  per  cent. 

After  ascertaining  this  fact,  it  should  not  take  long  for  an 
engineer  to  make  up  his  mind  what  to  do  in  doubtful  cases,  viz, 
take  the  safe  course,  reasoning  that  it  would  be  altogether  wrong 
to  jeopardize  the  95  per  cent,  for  the  sake  of  the  5  per  cent. 

GRILLAGE. 

Sometimes  an  engineer  is  puzzled  as  to  whether  he  should  or 
should  not  use  a  timber  grillage  on  the  heads  of  the  piles,  rather 
than  a  concrete  grillage  around  and  over  the  heads  of  the  piles. 

♦Manuscript  received  May  11,  1903.— Secretary,  Ass'n  of  Eng.  Socs. 
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If  the  material  around  the  heads  of  the  piles  is  fairly  hard, 
say  hard  enough  to  hold  up  the  workmen  without  their  sinking 
into  it  more  than  an  inch  or  two,  it  is  usually  safe  to  use  concrete, 
but  if  it  is  quite  soft,  so  that  the  concrete  while  fresh  ^i\\  sink  into 
it  or  mingle  with  it,  timber  grillage  should  be  used,  provided  it  will 
be  permanently  wet. 

In  using  timber  grillage  none  of  the  load  thereon  should  be 
considered  as  transmitted  to  the  earth.  The  rigidity  of  the  piles 
will  prevent  this. 

At  times  the  best  form  of  grillage  is  a  solid  timber  platform 
made  up  in  three  courses  of  any  suitable  thickness,  this  being 
preferable  to  simply  capping  and  flooring  when  piles  are  so  irregu- 
larly driven  that  they  do  not  line  up  well  for  the  caps.  The  solid 
floor  will  cover  and  bear  on  every  pile  head  for  its  full  area. 

RIPRAP. 

Where  piling  is  used  to  support  masonry  abutments  or  retain- 
ing walls,  through  soft  strata,  it  is  equally  important  to  look  after 
the  lateral  force  as  well  as  the  vertical  force.  If  the  piles  move 
forward  horizontally  the  abutment  or  retaining  wall  will  be  in- 
jured, if  not  thrown  down.  To  counteract  such  movement  pro- 
vision should  always  be  made  for  riprap,  in  large  quantities, 
against  the  face  of  the  piling  and  walls,  or  there  should  be  batter 
piles.  The  latter  cannot  be  driven  at  a  good  bracing  angle,  and  it 
is  better  to  rely  on  a  good  quantity  of  riprap. 

In  some  cases  it  is  necessary  to  support  buildings  containing 
machinery  and  subject  to  vibrating  influences  on  piles  through  very 
soft  strata.  The  common  way  to  reduce  or  stop  vibration  of  the 
foundation  in  the  soft  strata  is  to  surround  the  site  with  heavy 
sheet  piling  close  up  to  and  against  the  foundation,  to  present  a 
very  large  surface  against'  the  soft  strata.  Even  this  is  not  sufficient 
in  all  cases  of  deep  mud,  and  it  is  further  necessary  to  deposit  a 
large  quantity  of  riprap  outside  of  such  sheeting  to  increase  the 
mass  and  get  a  bracing  effect  for  the  foundation. 

FOOTINGS. 

When  it  may  be  concluded  that  piles  are  not  required,  even 
though  the  natural  earth  is  not  of  the  best  character  for  founda- 
tions, it  is  good  practice  to  spread  the  footings  to  cover  the  greatest 
area  of  natural  earth  practicable.  Such  a  method  has  long  been 
the  practice  in  Chicago.  Failure  to  do  this  has  caused  a  great 
amount  of  trouble  and  expense. 

A  recent  example  of  this  character,  where  the  writer  was  called 
in  to  advise,  is  a  250-foot  chimney,  having  an  interior  diameter  of 
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20  feet  and  a  base  area  about  50  feet  square.  It  was  founded  upon 
clay  about  16  feet  below  the  surface  of  the  ground.  Within  two 
years  of  its  erection  it  had  settled  on  an  average  i  foot,  with  no 
prospect  of  stopping.  Furthermore,  one  side  had  settled  about 
6  inches  more  than  the  other. 

The  advice  was  to  cut  into  the  base  of  the  stack  at  a  point  just 
below  the  surface  of  the  ground,  about  2^  feet  deep  and  2J  feet 
high,  on  the  two  available  sides,  the  high  and  the  low,  to  insert 
steel  beams  and  concrete  into  the  slots  and  then  to  enlarge  the 
base  area,  trusting  to  the  beams  and  concrete  to  divert  some  of  the 
load  onto  the  new  foundations.  This  method  was  carried  out, 
with  some  variation,  on  the  low  side,  and  it  is  now  reported  that  the 
settlement  is  checked.     Should  the  high  side  settle,  so  as  to  bring 
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the  chimney  back  plumb,  the  same  treatment  will  then  be  applied 
to  the  high  side.  If  not,  it  will  remain  as  at  present,  with  a  lean  of 
upwards  of  3  feet,  unless  the  company  choose  to  undermine  the 
high  side  to  bring  about  a  plumb  condition,  an  experiment  not 
advisable. 

The  accompanying  figure  exhibits  the  method  described  above. 

CONCRETE. 

Engineers,  particularly  outside  of  New  England,  are  using 
Portland  cement  concrete  to  a  very  large  extent,  one  might  almost 
say  exclusively,  for  bridge  piers,  abutments  and  retaining  walls. 
It  is  proving  to  be  a  very  suitable  material  for  such  structures, 
and  in  many  cases  it  can  be  produced  from  local  materials,  where 
stone  is   out   of   the   question.     In   other   instances   it   avoids   the 
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necessity  of  derricks.  The  cost  is  also  more  ■  favorable  than  with 
stone  masonry. 

A  couple  of  years  ago,  as  an  experiment,  the  writer  built  some 
i6-inch  foundation  walls  about  8  feet  high  out  of  unscreened  bank 
gravel  and  Portland  cement,  using  i  part  cement  and  about  12 
parts  gfravel.  The  result  was  good,  and  the  walls  are  still  standing 
in  good  form  and  doing  good  service. 

A  great  improvement  has  been  made  in  the  quality  of  Portland 
cement  during  the  twenty-five  years  just  passed,  and  to-day  it  is 
one  of  the  best  and  most  durable  articles  for  many  kinds  of  con- 
struction. 

In  the  construction  of  concrete  masonry  it  is  preferable  to 
obtain  a  good  exterior  surface  by  means  of  wooden  forms,  with  the 
surface  of  the  wood  planed,  against  which  the  concrete  masonry 
is  deposited,  rather  than  to  plaster  the  surface  after  the  forms 
are  removed.  The  plastering  is  liable  to  scale  off  if  not  put  on 
under  ideal  conditions. 

It  will  also  improve  the  surface  appearance  of  the  concrete 
if  it  is  washed  down  one  or  more  times  with  a  thin  grout  or  wash 
of  Portland  cement.  To  hold  the  form  in  place  without  exterior 
bracing  it  is  customary  to  use  wire  strands  at  frequent  intervals, 
allowing  the  wire  to  run  through  the  walls  and  afterwards  cutting 
the  wire  off  flush  with  the  face  of  the  concrete. 

The  use  of  expanded  metal  for  bonding  purposes  is  also  fre- 
quently desirable. 

The  placing  of  anchor  bolts  in  engine  foundations  is  necessary, 
and  sometimes,  to  the  inexperienced,  it  is  puzzling  to  know  just 
how  to  arrange  for  their  adjustment  or  removal. 

As  to  adjustment  sideways  to  fit  holes  in  the  bed  frames,  it 
can  be  done  in  a  simple  and  inexpensive  way  by  placing  vertical 
tubes  of  ordinary  corrugated  galvanized  iron  conductor  pipes  in 
the  concrete,  instead  of  more  expensive  wrought-iron  pipe  or 
clumsy  wooden  boxes.  Where  possible,  it  is  well  to  arrange  the 
concrete  around  the  bottom  of  the  anchor  rods  so  that  the  nut  can 
be  gotten  at  with  the  hand,  but,  if  the  anchor  rods  are  numerous, 
this  cannot  always  be  done.  In  such  cases  a  cast-iron  box  to  hold 
the  nut  is  imbedded  in  the  concrete,  and  then  the  rod  can  be  re- 
moved at  any  time. 

*From  time  to  time  engineers  are  obliged  to  pass  judgment  on 

*These  few  notes  are  made,  not  for  the  benefit  of  the  expert,  but 
rather  for  those  of  less  experience,  and  it  is  hoped  they  will  make  clear 
some  of  the  puzzles  which  all  engineers  have  to  solve  at  one  time  or 
another. 
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the  allowable  pressure  on  the  natural  stratum  which  is  to  support 
engineering  structures,  as  it  goes  without  saying  that  in  the  final 
analysis  the  "earth  must  support  all  structures." 

No  rule  can  be  laid  down  which  will  be  safe  to  apply  in  specific 
instances.  Surrounding  each  case  there  are  usually  some  condi- 
tions which  modify  conclusions  based  only  on  the  character  of 
material  immediately  under  the  structure  in  hand.  As  instances, 
the  following  conditions  may  be  recited : 

Side  hill  work. 

Spring  and  ground  water. 

Running  water  to  scour. 

Excessive  freshets. 

Dredging  operations  near  by. 

Hurricanes. 

Doubtful  underlying  strata. 

Crowding  embankments  or  fills. 

Mountain  slides. 

Loading  of  adjacent  areas. 

It  is  also  very  difficult  to  divide  the  various  kinds  of  earth  and 
rock  into  sufficient  classes  or  into  classes  that  all  engineers  will 
interpret  as  the  same  or  nearly  the  same,  as  there  are  many  local 
characteristics,  as  well  as  names,  which  it  will  not  be  safe  for  the 
novice  to  interpret. 

In  reply  to  the  very  general  question  as  to  ''the  safe  supporting 
loads  of  different  classes  of  earth,"  I  once  used  the  following: 
"Make  the  base  area  as  large  as  you  can,  within  reason,  when  there 
is  nothing  to  interfere,  and  wdien  you  cannot  get  an  area  as  large  as 
you  would  like,  use  all  you  can  get;  this  rule  not  to  be  followed 
in  extreme  cases."  Even  with  this,  experience  must  teach  what  are 
and  what  are  not  extreme  cases — extreme  in  the  sense  of  very  soft 
strata,  which  are  not  fit  to  place  anything  upon,  or  extreme  in  the 
sense  of  ridiculously  small  area,  though  of  fair  supporting  power. 

There  are  several  classes  of  strata  that  are  readily  definable, 
such  as  ledge  rock,  hard  pan,  gravel,  clean  sand,  dry  clay,  wet 
clay  and  loam,  and  when  these  strata  are  of  considerable  thickness 
and  uniform  for  considerable  areas,  they  may  be  loaded  with  safety 
(provided  the  material  placed  thereon  is  not  of  less  density  than  the 
natural  material  upon  which  it  is  placed,  viz,  concrete  or  brick  work 
on  ledge  rock)  as  follows : 

Ledge  rock,  36  tons  per  square  foot. 

Hard  pan,  8  tons  per  square  foot. 

Gravel,  5  tons  per  square  foot. 

Clean  sand,  4  tons  per  square  foot. 


FOUNDATIONS.  341 

Dry  clay,  3  tons  per  square  foot. 

Wet  clay,  2  tons  per  square  foot. 

Loam,  I  ton  per  square  foot. 

As  there  are  so  many  kinds  of  hard  pan,  gravel,  sand  and  clay, 
with  varying  mixtures  of  these  materials,  no  specific  rule  can  be 
laid  down  without  making  it  for  minimum  loadings,  and  these  with 
certain  grades  of  materials  will  be  ridiculously  small ;  then,  again, 
it  is  often  right  and  proper  to  risk  greater  loadings  for  temporary 
or  unimportant  work. 

After  all  is  said  on  this  subject  of  ''safe  allowable  pressure/* 
conclusion  reached  by  varied  and  ample  experience  is  the  only  safe 
and  proper  guide. 

DISCUSSION. 

Mr.  R.  a.  Hale. — In  connection  with  Mr.  Francis's  paper  it 
would  be  interesting  to  know  the  pressure,  in  tons  per  square  foot, 
of  the  chimney  which  he  mentions  in  comparison  with  the  chimney 
designed  and  built  in  Lawrence  in  1873  by  Hiram  F.  Mills,  C.E. 
This  chimney  is  225  feet  in  height.  The  foundation  on  which 
it  is  placed  was  clean,  sharp  mortar  sand  19  feet  below  the 
surface  of  the  ground.  It  was  inclosed  by  sheet  piling,  making 
an  area  35  feet  square,  the  sheet  piling  being  driven  about  5  feet 
into  the  ground.  A  bed  of  concrete  i  foot  in  depth  was  spread 
over  this  area  and  coarse  granite  ledge  stone  was  laid  for  about 
7  feet  in  height.  Then  the  chimney  flue  was  constructed  and  the 
brick  work  of  the  chimney  was  constructed  above  that.  The  total 
weight  of  the  chimney  was  about  2150  tons;  the  area  of  the  base 
was  1225  square  feet,  making  a  pressure  of  about  1.8  tons  per 
square  foot,  and  the  wmd  pressure  was  estimated  in  the  vicinity  of 
one-third  more,  making  a  total  of  2.4  tons  per  square  foot.  There 
has  been  no  settlement  in  the  foundation  of  the  chimney,  nor  any 
disturbance,  so  far  as  is  known.  At  one  time  the  chimney  was 
struck  by  lightning  and  one  side  considerably  shattered,  but  it 
has  been  repaired  and  a  lightning  rod  has  been  placed  on  it,  so 
there  has  since  been  no  trouble  from  lightning. 

Two  other  chimneys  in  Lawrence,  one  225  feet  and  another 
250  feet  high,  have  been  built  in  somewhat  similar  manner,  with 
pressures  within  the  limit  stated,  and  the  material  is  in  general 
about  the  same  as  in  the  first  instance.  There  is  one  chimney  that 
is  built'  where  there  is  the  bed  of  an  old  brook,  and,  owing  to  mud 
and  soft  material  in  that  location,  it  was  necessary  to  drive  piles. 
I  have  no  figures  in  regard  to  this  case,  but  I  think  the  weight  per 
square  foot  was  less  than  in  the  former  cases,  and  there  has  been  no 
perceptible  settlement. 
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In  regard  to  materials  for  general  mill  foundations,  we  must 
remember  that  the  foundations  vary  greatly  in  individual  cases, 
but  we  find  the  sharp  mortar  sand  already  spoken  of,  and  also  a 
yellow  loam.  The  weights  are  usually  limited  to  about  2  tons 
per  square  foot,  and  I  know  of  no  serious  trouble  as  having  been 
experienced.  In  some  cases,  where  the  foundations  were  not 
sufficiently  compact,  it  was  necessary  to  drive  sheet  piling  in  order 
to  avoid  the  possibility  of  water  percolating  out,  and  then  to  put 
in  a  bed  of  concrete,  from  which  the  foundation  started.  On  the 
South  Canal,  where  many  mills  have  been  erected,  we  find  various 
strata  of  coarse  river  sand,  through  which  the  water  percolates 
freely,  and  this  occasions  difficult  excavating.  In  such  cases  it  was 
necessary  to  drive  sheet  piling  in  order  to  get  the  timber  bottoms 
of  the  wheel  pits  in  and  to  have  the  masonry  started  on  the  timber 
bottom  and  plank  flooring  necessary  for  the  wheel  pits. 
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THE  FAIIiURE  OF  A  SEA  WAIiL.  AND  ITS 
RECO^rSTRUCTION. 

By  Clarence  T.  Fernald,  Member  Boston  Society  of  Civil  Engineers. 


[Read  before  the  Society,  February  i8,  1903.*] 

The  yard  at  the  East  Cambridge  power  station  of  the  Boston 
Elevated  Railway  Company,  formerly  the  property  of  the  Cam- 
bridge Glass  Works,  has  a  frontage  of  about  471  feet  on  Millers 
River  and  an  area  of  217,807  square  feet,  as  shown  in  Fig.  i.  The 
yard  is  used  for  the  storage  of  various  kinds  of  track  material, 
such  as  rails,  ties,  paving  blocks,  etc.,  besides  the  coal  used  in  the 
power  station. 

During  the  fall  of  1901  about  12,000  tons  of  coal  were  piled 
upon  the  wharf  directly  in  front  of  the  boiler  house,  while  at  the 
same  time  there  was  a  large  pile  of  paving  blocks  extending  for 
50  feet  along  the  westerly  face  of  the  sea  wall,  running  back  50 
feet  onto  the  wharf,  and  from  10  to  12  feet  high. 

Under  this  load  the  sea  wall  and  wharf  directly  under  the 
coal  run  or  in  front  of  the  boiler  house  began  to  yield,  and  before 
the  load  was  removed  had  been  pushed  outward  into  the  river  about 
12  feet  and  downward  about  6  feet  at  the  worst  place.  The  wharf 
or  pier  extending  along  the  face  of  the  wall  prevented  its  total 
collapse. 

The  old  wall  was  probably  built  by  the  Cambridge  Glass 
Works  some  time  in  the  early  sixties,  as  an  extension  of  the  wall 
along  the  Boston  and  Maine  Railroad  property,  built  soon  after  the 
passage  of  Chapter  278  of  the  Acts  of  1847,  establishing  the  harbor 
line  on  Millers  River,  no  authentic  record  beyond  this  being  ob- 
tained. 

The  wall  itself,  acting  as  a  retaining  wall  for  the  solid  filling, 
was  no  doubt  adequate,  but  its  foundation,  which  was  uncovered 
when  the  wall  was  removed,  showed  conclusively  the  reason  of 
failure  under  the  heavy  additional  loading.  The  wall  was  built  upon 
four  rows  of  spruce  piles,  averaging  15  feet  long  by  7  inches  in 
diameter,  driven  2.5  x  3  feet  on  centers,  penetrating  about  13  feet 
of  mud  and  2  feet  of  clay,  the  tops  being  cut  off  at  approximately 
grade  +  o-SO.f  No  capping  was  done  nor  any  platform  built,  the 
granite  footings  being  placed   directly  upon  the  pile  heads;  yet, 

*Manuscript  received  May  26,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
fGrades  are  referred  to  Boston  City  Base,  which  is  0.64  feet  below  mean 
low  tide. 
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when  the  tops  of  the  piles  were  exposed,  it  was  evident  that  the 
wall  bonded  them  sufficiently  to  make  them  hold  their  relative 
positions,  i.e.^  all  moving  together. 

Upon  this  foundation  the  wall  was  built,  8  feet  on  the  base, 
13  feet  high  and  2  feet  wide  at  the  top,  the  granite  blocks  being 
largely  wedge-shaped,  few  pieces  except  the  cap  stones  being 
regular.  Over  the  wall  and  partially  supported  by  it  was  a  wharf 
resting  upon  oak  piles  in  front  of  the  wall  and  upon  spruce  piles 
and  solid  filling  directly  back  of  the  wall,  and  when  the  foundation 


Fig.  I. 


yielded  the  oak  piles  offered  resistance  enough  to  check  the  wall 
and  filling  from  sloughing  off  entirely  and  pushing  out  into  the 
river. 

The  appearance  of  the  wharf  before  repairs  were  begun  is 
shown  by  Figs.  2  and  3,  and  the  manner  in  which  the  wharf  and 
wall  yielded  by  Figs.  4  and  5.  As  will  be  noticed  in  Fig.  4,  the 
piles  for  the  wharf  were  tied  together  longitudinally  by  girder 
caps,  there  being  only  the  floor  beams,  drift-bolted  to  these  girders. 


Fig.  2.     View  of  Old  Wharf,  Looking  West,  Showing  Total  Outward 
^lovEMENT  (April  i8,  1902). 
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to  resist  the  outward  thrust.  Each  row  of  piles  was  consequently 
pushed  over  like  a  card  house,  offering  but. little  resistance. 

Fig.  6  shows  clearly  the  tops  of  the  piles  supporting  the  old 
wall,  and  indicates,  by  their  angle  of  inclination,  the  approximate 
distance  through  which  they  moved. 

The  conclusion  naturally  to  be  drawn  from  the  foregoing  facts 
is  this :  The  excessive  loading  on  the  wharf  compressed  the  soft 
mud  directly  under  the  filling.  This  displaced  the  mud  in  front  of 
it,  which,  moving  along  the  lines  of  least  resistance,  pushed  out  into 
the  water,  carrying  piles,  wharf  and  wall  along  with  it,  as  shown 
in  Fig.  7.  The  piles  under  the  wharf  were  not  long  enough  to 
penetrate  into  the  clay  and  so  offer  the  resistance  necessary,  while 
the  short  piles  in  the  wharf  offered  only  their  individual  resistances. 
That  this  was  true  was  shown  by  the  piles  pulled  out  from  under 
the  wall,  as  none  were  over  16  feet  long  nor  more  than  9  inches 
in  diameter  at  the  butt.  The  tip  for  a  short  distance  showed  that  it 
had  been  driven  into  clay,  while  the  pile  itself  was  bent  or  broken 
in  the  direction  of  the  thrust,  although  the  wood  was  perfectly 
white  and  sound. 

In  reconstructing  the  wall  and  wharf  all  the  filling  was  exca- 
vated to  approximately  grade  2  back  of  the  wall  for  a  distance  of 
about  16  feet  and  the  old  spruce  wharf  piles  cut  off.  All  the  oak 
piles  in  front  of  the  wall  were  pulled  out,  the  better  ones  being 
saved  for  future  use.  The  piles  under  the  old  wall  were  left  in, 
however,  as  the  difficulty  of  pulling  them  was  great,  and  the  incon- 
venience caused  by  them  did  not  warrant  the  expense,  the  new  piles 
driven,  interfering  but  little  with  them. 

The  new  wall  built  was  10  feet  wide  at  the  bottom,  3  feet  wide 
on  top  and  12  feet  6  inches  high,  with  a  batter  of  i^  inches  to  the 
foot,  ballasted  on  the  back  with  quarry  ships  and  the  smaller  stones 
from  the  old  wall.  For  the  foundation  of  this  wall  six  rows  of 
spruce  piles,  about  12  inches  at  the  butt,  averaging  28  feet  long 
after  cutting  to  grade  +  0.50,  were  driven,  the  two  rows  next  the 
face  of  the  wall  having  a  batter  of  i  inch  and  2  inches  to  the  foot, 
respectively,  while  a  spruce  pile  driven  as  nearly  as  possible  to  a 
batter  of  6  inches  to  the  foot  was  placed  about  under  the  center  of 
gravity  of  the  wall  and  between  the  other  rows  of  piles.  The  tops 
of  these  piles  were  capped  with  6  x  12-inch  hard  pine,  drift-bolted 
to  piles  with  i-inch  bolts,  and  on  these  caps  a  flooring  of  3  x  6-inch 
spruce  planking  was  spiked. 

The  first  course  of  the  new  wall  was  laid  entirely  of  headers 
averaging  10  feet  by  2  feet  by  i  foot  8  inches,  the  balance  of  the 
wall  being  constructed  of  the  largest  stones  from  the  old  wall  and 
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new  stone  of  regular  shape  (see  Fig.  8,  which  also  shows  the  three 
lines  of  spruce  wharf  piles  tied  and  braced  diagonally). 

Outside  of  the  new  wall  three  rows  of  oak  piles  were  driven, 
those  of  the  two  outside  rows  being  40  feet  long,  while  those  in 
the  row  next  the  wall  were  34  feet  long,  this  last  row  having  the 


Fig.    8.     New    Sea    Wall,    Showing   Plank    Foundation    and    Bottom 
Headers   (August  g,  1902). 
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same  batter  as  the  wall.  Tying  each  two  rows  of  piles  together, 
from  the  outside  row  of  oak  piles  in  front  of  the  wall  to  the  last 
pile  driven  back  of  the  wall,  were  two  girder  caps  6  inches  by  12 
inches  by  34  feet.  On  these  were  drift-bolted  4  x  12-inch  floor 
beams,  on  which  the  3  x  6-inch  floor  plank  was  spiked.  The  face 
of  the  wharf  was  built  with  a  12  x  12-inch  stringer  and  rider  cap. 
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and  had  a  fender  cap  8  x  10  inches  bolted  between  the  fender  piles. 
The  oak  piles  were  tied  together  by  cross  braces  of  4  x  12-inch  and 
two  4  X  12-inch  low-water  girders,  all  the  timber  used  in  wharf 
construction  being  hard  pine.  Fig.  9  shows  a  cross  section  of  the 
new  construction. 
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DISCUSSION. 

Mr.  Fernald. — As  will  be  seen,  these  new  spruce  piles  sup- 
porting the  wharf  averaged  39  feet  long,  extending  through  the 
mud  13  feet  and  then  into  the  clay.  The  piles  under  the  wall 
average  28  feet  long,  none  being  less  than  25  feet,  and  were  driven 
almost  entirely  into  clay.  The  oak  piles  next  the  wall  averaged 
34  feet  long,  and  the  two  outside  rows  of  oak  piles  averaged  40 
feet  long. 

The  method  of  bracing  the  spruce  piles  back  of  the  wall  was 
deemed  amply  safe,  as  the  piles  were  tied  together  above  the  mud 
line,  braced  diagonally  against  the  probable  thrust  and  then  tied 
together  again  at  the  top  by  the  girder  caps,  while  the  penetration 
of  the  piles  into  the  clay  would  offer  resistance  enough  to  prevent 
any  future  movement  without  shearing  the  piles. 

The  outside  oak  piles  were  tied  together  by  low-water  girders 
and  cross-braced  as  shown,  and  were  tied  to  the  piles  back  of  the 
wall  by  the  girder  caps.  The  area  back  of  the  wall  was  refilled  with 
the  best  of  the  material  excavated  back  of  the  old  wall,  being  com- 
posed mostly  of  cinders  and  refuse  from  the  old  glass  works. 

The  new  piles  under  the  wall  were  cut  ofif  at  grade  +  0.5 ;  the 
top  of  the  platform  was  grade  -j-  1.25. 

The  stone  for  the  first  course  of  headers  averaged  10  feet 
long,  were  furnished  by  H.  E.  Fletcher,  of  Chelmsford,  Mass.,  and 
cost  about  $2.50  per  ton  f.o.b.  cars  Boston,  which  in  this  case  was 
at  site  of  work. 

Mr.  Henry  Manley. — The  old  wharf  inclosed  by  a  sea  wall 
on  piles,  as  shown  by  Mr.  Fernald,  is  a  typical  form  of  old-fash- 
ioned wharf  construction  in  Boston.  It  was  admirably  designed 
to  meet  the  purposes  for  which  it  was  built  and  was  the  outgrowth 
of  many  years  of  practical  experience.  It  was  very  cheap,  and,  if 
not  overloaded  or  weakened  by  dredging,  it  was  a  reasonably 
substantial  structure. 

The  use  of  larger  vessels,  carrying  larger  freights,  drawing 
more  water,  and  which  could  not  safely  be  allowed  to  ground  at 
low  water,  proved  the  ruin  of  this  class  of  wharf.  Weakened  in 
front  by  dredging,  and  overloaded  in  the  rear  by  larger  cargoes, 
many  wharves  have  failed  precisely  as  did  the  one  shown  to-night. 
The  fact  that  the  stones  forming  the  old  wall  held  together  while 
the  wall  was  overturned  shows  great  skill  in  the  bonding  of  the 
rough  and  shapeless  stones  used.  These  walls  were  generally  laid 
directly  from  the  sloops  which  brought  the  stones  from  the  quarries, 
by  the  sloops'  crews,  and  the  stone  layers  acquired  great  skill  in 
making  good  work  from  cheap  materials. 


FAILURE  OF  A  SEA  WALL.  349 

Mr.  Fernald. — No  trouble  is  anticipated  from  any  wash  of 
tides  or  scouring  effects  of  currents,  as  the  back  filling  between  the 
new  piles  was  of  coarse  material  placed  on  top  of  the  mud  as 
depressed.  In  addition,  there  was  a  considerable  portion  of  the 
old  wall,  i.e.,  some  of  the  smaller  stones,  which  were  not  removed 
and  allowed  to  remain,  acting  as  riprap. 

The  tidal  currents  in  the  river  at  this  point  are  very  sluggish, 
and  I  do  not  think  any  damage  would  be  occasioned  by  them  if  no 
precaution  whatever  were  taken  to  prevent  wash. 

Mr.  F.  W.  Hodgdon. — I  want  to  emphasize  what  Mr.  Manley 
says  about  these  old  walls  and  the  manner  in  which  they  fail.  Gen- 
erally what  appears  to  be  the  failure  of  the  wall  is  not  due  to  the 
construction  of  the  wall  itself,  but  to  the  foundation.  From  my 
observation  I  think  this  will  be  found  to  be  true  in  nearly  every 
case.  The  wall  itself  keeps  its  form  and  position  so  long  as  the 
foundation  is  secure. 

There  is  one  wall  in  particular  with  which  I  am  familiar,  which 
failed  two  or  three  years  ago  at  Commercial  Wharf,  in  Boston. 
The  wall  was  built  in  a  similar  manner  to  the  one  described  by 
Mr.  Fernald.  Some  twenty  or  thirty  years  ago  it  was  examined  by 
experts  employed  by  the  owners  of  the  wharves,  who  reported  that 
it  would  be  safe  provided  the  dock  in  front  of  it  was  not  excavated 
to  a  greater  depth  than  12  feet  at  mean  low*  water.  A  short  time 
before  it  failed  the  dock  in  front  of  it  was  leased  to  the  State  to  be 
used  as  a  berth  for  the  frigate  Minnesota,  then  used  as  a  training 
ship  for  the  naval  militia.  This  vessel  drew  about  23  feet,  and  in 
order  to  accommodate  her  the  berth  was  dredged  to  that  depth 
below  mean  low  water.  A  short  time  after  the  vessel  was  docked 
the  wall  gave  way,  tumbling  over  into  the  dock,  pushing  the  vessel 
across  to  the  wharf  on  the  opposite  side. 

In  my  own  experience  I  have  had  walls  built  similar  to  those 
shown  by  Mr.  Fernald,  with  foundations  similar  to  the  ones  shown 
in  his  reconstructed  wall,  the  foundations  being  about  9  or  10  feet 
wide  and  the  wall  about  4  feet  wide  on  top  and  about  14  feet  high. 
The  land  in  rear  of  this  wall  was  filled  with  soft  clay,  dredged  in  the 
harbor.  The  filling  immediately  back  of  the  wall  was  first  dumped 
in  front  of  it  and  then  raised  by  a  dredge  and  deposited  over  the 
wall  in  rear.  There  was  no  trouble  until  one  night  the  operator 
of  the  dredge  got  drunk  and  excavated  the  material  down  below 
the  top  of  the  foundation,  placing  it  in  rear  of  the  wall.  The  result 
was  that  the  whole  wall  was  pushed  out  from  i  to  2  feet,  the  wall 
itself  standing  vertical,  but  the  foundations  moving  forward  in  the 
same  manner,  apparently,  as  the  wall  described  by  Mr.  Fernald. 
32 
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I  have  seen  other  walls  which  have  failed  in  the  same  way,  i.e., 
the  foundation  giving  out  rather  than  the  wall  itself.  As  the  result 
of  my  experience  it  seems  to  me  that  it  is  almost  impossible  to  build 
the  foundation  of  a  wall  in  mud  which  will  retain  the  filling  in 
rear  of  it  without  moving.  In  one  other,  case  all  the  mud  was 
excavated  from  the  foundation,  and  after  the  piles  were  driven 
for  the  foundations  of  the  wall  the  trench  was  refilled  with  coarse 
beach  gravel  faced  on  the  dock  side  with  quarry  chips  on  a  slope 
of  about  I -J  to  I.  After  the  filling  was  placed  in  rear  of  the  wall 
at  one  place  where  the  filling  was  put  in  very  rapidly  the  pressure 
forced  the  foundation  piles  through  the  gravel,  and  for  this  reason 
I  have  found  it  necessary  to  refill  around  the  pile  foundations  with 
stone  chips. 

Question. — How  long  ago  was  the  wall  built? 

Mr.  Fernald. — It  was  built  some  time  in  the  early  sixties ; 
the  present  Harbor  and  Land  Commissioners'  records  begin  some 
time  in  '66,  and  it  was  built  before  that. 

Question. — Was  that  portion  of  the  wall,  which  did  not  fail, 
rebuilt? 

Mr.  Fernald. — There  was  a  section  of  about  57  feet  where 
the  wharf  was  reinforced ;  the  wall  at  this  point  was  not  rebuilt, 
but  it  was  reinforced  by  two  rows  of  new  piles  being  driven  back 
of  the  wall  and  the  old  piles.  These  two  rows  of  new  piles  were 
cross-braced  together  with  the  old  piles  and  connected  through  to 
the  oak  piles  outside  of  the  wall  by  6  x  12  girder  caps.  We  feel 
that  that  part  is  as  safe  as  the  other. 
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way.    Typical  Design. 


FOUNDATIONS  FOR  THE  BOSTON  ELEVATED  RAILWAY.    351 

FOUNDATION'S  FOR    THF  EIjEVATED    STRUCTURE  OF 
THE   BOSTON"   EEEVATED   RAILWAY. 


By  Geo.  A.  Kimball,  President  of  the  Boston  Society  of  Civil  Engineers. 


[Read  before  the  Society,  January  28,  1903.*] 

The  foundations  for  the  elevated  structure  of  the  Boston 
Elevated  Railway  were  nearly  all  built  in  the  year  1899.  In 
general  the  foundations  commence  10  or  12  feet  below  the  surface 
of  the  ground,  this  depth  being  considered  necessary  for  requisite 
stability  and  to  provide  against  the  danger  of  being  undermined 
by  the  ordinary  excavations  made  in  the  streets  and  sidewalks  for 
sewers,  conduits,  foundations  for  buildings  or  other  excavations 
which  are  frequent  in  city  streets. 

They  are  built  of  Portland  cement  concrete  laid  in  courses 
about  2  feet  thick,  the  first  course  being  of  such  dimensions  as 
are  necessary  to  distribute  properly  the  load  on  the  earth  or  piles, 
and  vary  from  6  feet  square  in  hard  material  to  12  or  more  in 
soft  material.  The  courses  are  gradually  diminished  in  size,  the 
upper  course  being  4J  feet  square,  on  which  is  set  a  cast-iron 
pedestal  12  inches  high  to  receive  the  steel  post.  Four  anchor 
bolts  are  built  into  the  upper  courses  of  the  concrete,  the  lower 
ends  being  secured  to  an  anchor  casting  bedded  between  two  of  the 
courses ;  the  upper  ends  pass  through  the  cast-iron  pedestal  and 
lugs  on  the  steel  posts  where  the  nuts  are  attached.  Where  piles 
are  necessary  they  are  driven  in  such  number  and  to  such  depth 
as  to  give  a  stable  and  safe  foundation,  and  are  cut  off  at  grade 
5  feet  above  mean  low  water,  or  as  much  lower  as  was  necessary 
to  get  below  the  ground  water  level. 

LOADS    PROVIDED    FOR. 

Provision  was  made  for  the  dead  load  of  structure  and  track 
system  and  a  hve  load  of  50-ton  cars,  each  40  feet  long.  The 
cars  which  are  actually  operated  on  this  structure  weigh  about  30 
tons  empty,  or  about  36  ftons  crowded,  and  are  46  feet  3^  inches 
in  length  over  all.  In  designing  the  structure  it  was  considered 
best  to  make  provision  for  much  heavier  rolling  stock  than  is  now 
used,  as  it  is  possible  that  future  developments  in  methods  of  trans- 
portation may  call  for  locomotive  system,  or  cars  that  are  much 
heavier  than  those  now  in  use. 

Provision  is  also  made  for  a  horizontal  force  applied  at  the 
rail  transversely  to  the  structure  of  450  pounds  per  linear  foot  of 

^Manuscript  received  March  18,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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span,  except  where  such  force  is  exceeded  by  centrifugal  force,  in 
which  case  the  latter  is  used.  The  foundations  were  designed  to 
carry  an  additional  track  to  the  two  now  in  use.  This  was  done  for 
the  purpose  of  having  the  foundations  capable  of  carrying  addi- 
tional loads  which  may  come  upon  them  on  account  of  introducing, 
in  the  future,  turnouts,  branches,  etc. 

METHOD   OF    CALCULATION. 

As  a  post  supporting  the  structure  is  practically  fixed  at  the  top 
by  the  cross  girder  and  bracket,  and  at  the  bottom  by  the  anchor 
bolts  built  into  the  foundation,  the  deflection  of  the  column  under 
a  horizontal  force  produces  a  point  of  contraflection  at  the  middle 
of  its  free  length.  So  far,  then,  as  resistance  to  horizontal  forces 
is  concerned,  the  foundation  and  lower  half  of  the  post  act  like  a 
beam  fixed  at  one  end,  the  bottom  of  the  concrete,  and  free  at'  the 
other,  the  point  of  contraflexure,  where  the  horizontal  force  acts; 
the  stress  at  any  point  in  the  foundation  is,  therefore,  equal  to  the 
combined  stresses  caused  by  the  vertical  force,  plus  or  minus  the 
compression  or  tension  resulting  from  the  bending  moment  due 
to  the  horizontal  force. 

The  transfer  of  vertical  force  from  one  post  to  the  other, 
due  to  the  moment  of  the  horizontal  force  about  the  points  of 
contraflexure  of  the  posts,  has  been  neglected,  except  where  the 
horizontal  force  has  much  exceeded  450  pounds  per  linear  foot 
of  span,  or  where  the  ratio  of  the  length  of  lever  arm  of  the  force 
to  the  distance  between  centers  of  posts  has  been  greater  than  i. 

STABILITY    AND    STRENGTH. 

The  foundations  were  designed  to  meet  the  following  con- 
ditions : 

1.  Under  maximum  vertical  and  horizontal  loads  to  give  a 
pressure  on  the  earth  or  piles  not  in  excess  of  their  assumed  safe 
bearing  power. 

2.  Under  minimum  vertical  and  maximum  horizontal  load 
capable  of  acting  with  it,  or  under  the  condition  of  least  stability 
against  overturning,  to  have  a  factor  of  3  against  overturning  at' 
the  edge. 

3.  Under  each  of  the  above  conditions,  the  stresses  in  the 
concrete  for  foundations  and  anchor  bolts  not  to  exceed  safe  limits. 

SAFE    STRESSES. 

For  the  determination  of  safe  pressure  to  use  on  concrete, 
a  large  number  of  Portland  cement  concrete  12-inch  cubes  were 
prepared  and  tested  by  the  United  States  Government  at  the  Water- 


Note.— Cubes  crushed  by  placing  on  one 
compressive  face  in  one  series  a  die  lo"  x  lo",  and 
in  another  series  a  die  8"  x  8^/^  ".  In  general  three 
cubes  were  broken  with  each  die  for  each  brand, 
mixture  and  age  given.  The  ultimate  compres- 
sive strength  given  is  in  pounds  per  square  inch 
of  the  area  of  the  die.  The  proportions  indicated, 
viz.,  I  :  o  :  2  and  1:2:4,  represent  parts  by  volume 
of  cenent,  sand  and  broken  stone  respectively. 
Cubes  taken  out  of  molds  three  to  four  days  after 
making  and  buried  in  wet  ground  until  about  a 
week  before  testing. 
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Note.— Cubes  were  crushed  at  ages  of  seven  days,  and  approximately  at  thirty  days,  three 
months  and  six  months.  From  four  to  six  cubes  of  each  mixture  of  each  brand  and  age  were 
tested  and  the  lines  in  the  diagram  are  the  averages  by  mixtures  of  the  average  resuUs  from 
each  brand.  Maximum  and  minimum  individual  averages  usually  vary  from  lo  to  20  per  cent. 
from  the  general  average.  The  proportions  indicated— <'.^.,  1:0:2,  1:2:4,  etc. — represent 
parts  by  volume  of  cement,  sand  and  broken  stone  respectively.  Amount  of  water  used— just 
enough  for  concrete  to  show  moisture  on  surface  after  ramming. 

Materials:    Sand,  clean  and  sharp ;  voids  measured  loose,  33  per  cent. 

Broken  stone  conglomerate  from  Roxbury,  Mass  ;  various  sizes  all  passing  2^/^"  ring. 
Voids  measured  loose,  49.5  per  cent. 

Method  of  Mixing :  Cement  and  sand  turned  twice  dry,  then  moistened;  mortar  spread 
on  wet  stone  and  concrete  turned  twice  before  ramming  into  molds.  Cubes  taken  out  of  molds 
three  or  four  days  after  making  and,  except  the  seven-day  cubes,  buried  in  wet  ground  until 
about  a  week  before  testing. 

Voids,  broken  corners  or  other  defects  in  cubes  not  plastered  or  patched  in  any  way. 
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town  Arsenal.  The  detailed  results  of  these  tests  were  published 
by  the  United  States  Government  in  ''Report  of  the  Tests  of 
Metals,  etc.,  at  the  Watertown  Arsenal,"  for  1899,  pages  719  to 
781.  The  average  results  of  these  tests  are  shown  on  two  dia- 
grams, presented  herewith,  one  showing  the  results  of  tests  with 
distributed  pressure  and  the  other  the  results  with  concentrated 
pressure.  The  safe  pressures  used  are  based  on  a  factor  of  safety 
of  10  to  12.  The  stresses  allowed  in  the  concrete  have  been  as 
follows : 

Compressive,  varying  with  the  different  grades  of  concrete 
from  300  pounds  to  450  pounds  per  square  inch. 

Tensile,  not  in  excess  of  30  pounds  per  square  inch. 

Maximum  tension  in  anchor  bolts,  16,000  pounds  per  square 
inch. 

As  the  abutting  power  of  the  earth  in  resistance  to  horizontal 
forces  has  been  neglected,  the  allowed  tension  in  offsets  for  the 
bottom  course  and  at  base  of  anchor  course,  though  in  general  not 
over  30  pounds  per  square  inch,  has  been  as  high  as  35  pounds, 
and,  in  a  few  instances,  40  pounds. 

SAFE   BEARING    POWER   OF    EARTH    AND    PILES. 

In  order  to  determine  the  character  of  the  ground,  borings 
were  made  along  the  line  of  the  structure,  except  at  places  where 
the  nature  of  the  soil  w^as  known  beyond  question.  Where  the 
best  material  was  encountered,  from  2.3  tons  to  3  tons  were  al- 
lowed per  square  foot  for  foundations  of  ordinary  depth.  On  a 
portion  of  the  line,  where  the  foundations  rest  on  clay,  which  is 
underlaid  by  a  softer  blue  clay,  a  mean  pressure  of  2  tons  per 
square  foot  was  allowed. 

The  mean  pressure  allowed  on  piles  was  10  tons  per  pile. 
The  total  vertical  load  on  the  earth  or  piles,  as  figured,  includes 
the  weight  of  earth  above  the  concrete  included  within  the  vertical 
planes  of  the  sides  of  the  bottom  course. 

MATERIALS. 

The  concrete  was  composed  of  American  Portland  cement, 
broken  stone  and  sand,  usually  mixed  in  the  proportion  of  i  part 
cement,  2J  parts  sand  and  5  parts  broken  stone ;  but  in  practice 
the  concrete  for  the  lower  courses  was  frequently  mixed  in  the 
proportion  of  i  to  3  to  6,  and  for  the  upper  course  a  richer  mixture 
of  I  to  I  to  3  was  used.  This  difference  in  the  mixture  was  made 
on  account  of  the  difference  in  pressure  oer  square  inch  between  the 
lower  and  upper  courses. 


354 


ASSOCIATION  OF  EXGIXEERIXG  SOCIETIES. 


The  anchor  bolts  are  if -inch  steel,  with  cold  rolled  threads. 
The  following-  are  results  of  the  tests  for  these  bolts : 

REPORT  OF  TESTS  OF  ANCHOR  BOLTS  BY  TENSION  AND 

BENDING. 

Made  with  the  8oo,ooo-pound  Testing  Machine  at  the  U.  S.  Arsenal  at 

Watertovvn,  Mass.,  February  2,  1899. 


No.  OF  Test. 

10  142. 

10  143. 

Length 

6  ft. -4  in. 

7 

1. 00  in. 
1.08  '• 

.88  " 

.785sq.in. 
.608     " 

25,  ICO  lbs. 
31.970    " 

42.100    " 
53,630    " 
69,240    " 

1.75  in-* 
21.9  % 

Fractured  at  ist  thread. 
Fine  granular,  in  part 
silky. 

Body  of  bolt  bent  180° 
and  closed  down  without 
rupture. 

*  Did  not  include  frac- 
tured section. 

(dia. 

Fr 

threj 
cup 
Be 
and( 
ture 
side 

6  ft.-2  in. 

Threads  oer  inch 

6 

Diameters. 

Body  of  bolt 

1.39  in. 

Over  thread 

1.46  " 

Root  of  thread 

1.27  " 

Sectional  areas. 
Body           

i.5i7sq.in. 
1.267      " 

47,400  lbs. 
3^250    " 

83,160   " 

Root  of  thread 

Elastic  limit. 
Total           

Per  sq.  in.  of  body 

Tensile  strength. 

Total 

Per  so  in  bodv 

54,820  " 
65,640  " 

3.27  in. 

40.9% 

"     "     "  root  of  thread 
Elongation  in  8  inches. 
Inches 

Per  cent 

Area  at  fracture 

96  in. )  .724  sq.  in. 

52.3  ^f 

Contraction  of  area 

Description  of  fracture... 
Bending  tests  

actured    2    ft.    from 
ided  section.     Silky, 
shaped. 

)dy  of  bolt  bent  180° 

:loseddo\An.    Afrac- 

started   on    tension 

Correct.  (Signed)        J.  W.  REILLY, 

(Signed)    J.  E.  Howard.  Major,  Ordnance  Dept.  U.  S.  A. 

Commanding . 
COST. 

The  difficulties  encountered  in  building  foundations  were  in 
some  cases  quite  serious,  due  to  soft  bottom  and  the  large  number 
of  underground  .structures  encountered,  such  as  sewers,  drains, 
water  pipes,  electric  conduits,  pipes  containing  brine  for  cold 
storage  purposes,  steam  pipes,  etc.  A  small  part  of  the  foundation 
work  in  the  streets  was  performed  by  contract,  at  the  following 
prices : 

Earth  excavation,  including  refilling,  bracing,  pumping,  etc.,  per  cubic 

yard  $1.00 

Portland  cement  concrete,  mixed  5  to  2y2  to  i,  per  cubic  yard 7.00 

Surplus  earth  removed,  per  cubic  yard 50 
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Rock  excavation,  per  cubic  yard  $5.00 

Setting  cast-iron  pedestal  casting,  including  teaming,  per  ton 5.00 

Setting  wrought-iron  anchor  bolts,  including  teaming,  per  ton 8.00 

Lumber  used  for  bracing  and  left  in  place,  per  1000 i5-00 

Lumber  used  for  temporary  boxing  of  bolts,  per  1000 30.00 

The  more  difficult  foundations  were  built  on  the  percentage 
basis,  where  the  contractor  was  employed  to  furnish  all  labor  and 
material  and  was  paid  a  certain  percentage  for  the  use  of  tools 
and  his  profit.  This  proved  to  be  a  fair  method  of  building  these 
difficult  foundations,  where  it  was  necessary  to  do  a  large  part  of 
the  work  at  night,  and  where  unusual  difficulties  were  encountered 
which  could  not  be  foreseen. 

The  number  of  foundations  built  in  the  streets  was  1133,  and 
of  these  about  one-half  cost  $260  each,  in  round  figures,  or  $9.50 
per  linear  foot  of  double  track  structure.  The  remainder  averaged 
about  $700  each,  or  $25.50  per  linear  foot  of  double-track  structure, 
the  increased  cost  being  due  to  soft  ground  and  interference  with 
underground  structures. 

The  above  amounts  include  the  cost  of  pedestal  castings,  anchor 
castings  and  anchor  bolts,  all  of  which  were  furnished  by  the 
company,  averaging  $22.30  per  foundation ;  also  the  cost  of  moving 
underground  structures  (paid  directly  to  other  corporations),  aver- 
aging $18.20  per  pier. 

The  additional  cost  of  concreting  around  the  foot  of  each 
post  and  structure  and  protecting  it  with  wheel  guards  or  fenders 
is  not  included  in  any  of  the  above  figures. 
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OBITUARY. 


George  Rictiarclson  Hardy. 


Member  of  the  Boston  Society  of  Civil  Engineers. 


[Read  before  the  Society,  June  24,   1903.] 

In  a  brief  sketch  of  such  a  life  as  that  of  Mr.  Hardy,  we  find 
it  a  simple  record  of  some  mathematical  achievement  and  much 
of  the  plodding  of  one  who  loved  his  work  and  was  content  in  the 
faithful  performance  of  it. 

He  was  the  son  of  William  Hardy,  and  was  born  June  9,  1848. 
His  death,  in  April,  1903,  shows  a  span  of  life  covering  a  little  less 
than  fifty-five  years.  The  first  ten  of  these  were  spent  in  Hollis, 
N.  H.  He  then  went  with  his  family  to  live  in  Maiden.  Here 
he  grew  up,  attending  the  grammar  and  high  schools  and  graduat- 
ing from  the  latter  in  time  to  enter  the  Massachusetts  Institute  of 
Technology  in  the  fall  of  1866.  There  he  took  a  four  years'  course 
in  civil  engineering,  and,  military  drill  being  then  required^  he  was, 
during  one  year,  major  of  the  battalion.  He  continued,  however, 
to  be  resident  of  Maiden,  and  it  was  here,  also,  that  he  found  his 
bride.  He  married  Ella  C.  Foljambe,  the  daughter  of  the  late 
Samuel  W.  Foljambe,  D.D.,  then  pastor  of  the  Baptist  Church, 
in  which  his  own  father  had  been  for  many  years  an  influential 
deacon.  She  it  is  that  to-day  mourns  the  loss  of  a  faithful  hus- 
band, while  four  children — three  daughters  and  one  son — miss  the 
presence  of  a  loving  father.  And  outside  of  his  home  he  had  the  rare 
and  happy  faculty  of  winning  everywhere  staunch  and  true  friends. 
Men  in  business  and  society  grew  to  love  their  comrade.  Perhaps 
something  of  the  secret  of  this  is  explained  in  the  generous  tribute 
of  Mr.  Otis  F.  Clapp,  now  city  engineer  of  providence,  who  writes : 
"He  had  a  very  cheerful  disposition,  was  dignified  and  gentle- 
manly in  his  bearing,  with  a  high  standard  of  moral  principle,  and 
was  much  liked  by  all  who  were  brought  into  contact  with  him." 

In  the  season  of  1868,  in  the  vacation,  he  was  with  Mr.  Clapp, 
making  surveys  for  establishing  street  lines  and  grades  for  the 
central  portion  of  the  city  of  Providence. 

In  1870  he  was  employed  on  the  Northern  Pacific  Railroad 
on  preliminary  and  constructive  work  in  Minnesota,  as  assistant 
engineer. 

In  1 87 1,  for  one  year,  he  was  engaged  in  mercantile  employ- 
ment. 
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In  1872  he  was  engaged  in  general  engineering  work  under 
the  firm  name  of  Hardy  &  Kimball,  civil  engineers,  located  in 
Boston. 

In  the  spring  of  1873  he  became  connected  with  the  Boston 
and  Albany  Railroad  as  superintendent  of  construction,  in  charge 
of  a  new  elevator,  shops,  depots,  etc.  As  one  crosses  the  harbor 
on  any  of  the  many  ferries  plying  between  Boston  and  East  Boston 
they  may  see,  looming  as  a  lofty  monument  of  painstaking  industry 
and  skill,  the  great  grain  elevator.  Thirteen  years  he  remained 
with  the  Boston  and  Albany  Railroad,  passing  from  the  youthful 
beginner  into  the  man  of  mature  business  qualifications,  along 
the  line  of  work  he  had  grown  to  so  thoroughly  enjoy.  He  was 
made  assistant  chief  engineer  and  had  experience  in  the  mainten- 
ance of  way,  as  well  as  designing  and  constructing  new  bridges, 
buildings,  signals  and  other  structures,  and  the  work  of  extending 
the  line  and  enlarging  the  facilities  for  four-track  work,  etc.  One 
of  his  special  accomplishments  was  the  planning  of  the  yards  and 
track  approaches  to  and  construction  of  the  Union  Station  at 
Worcester. 

In  1886  he  went  to  the  Lake  Shore  and  Michigan  Southern  as 
assistant  chief  engineer.  In  1887  he  was  appointed  chief  engineer 
of  that  road.  After  leaving  there  he  was  engaged  on  the  New 
York,  New  Haven  and  Hartford  Railroad  from  December,  1887, 
to  August,  1889,  as  assistant  engineer  on  various  surveys. 

He  next  engaged  with  the  Westinghouse  Electric  Manufactur- 
ing Company,  and  was  much  interested  in  the  introduction  of  the 
interlocking  system  of  switches  and  signals  in  New  England,  hav- 
ing prepared  and  read  before  our  Society  April  17,  1886,  a  very 
interesting  paper  on  this  subject. 

From  January,  1893,  to  September,  1897,  he  was  assistant 
engineer  of  construction  with  the  New  York,  New  Haven  and 
Hartford  Railroad  on  special  work,  including  the  immediate  super- 
vision of  the  four-track  construction  work  on  the  New  York 
division  through  the  city  of  Stamford  and  for  several  miles  on 
each  side  of  that  city. 

From  September,  1897,  to  July,  1899,  he  had  the  immediate 
supervision  of  the  elimination  of  grade-crossing  work  in  Suffolk 
and  Norfolk  Counties,  and  from  July,  1899,  to  time  of  decease  he 
had  the  immediate  supervision  of  the  elimination  of  grade-crossing 
work  at  Blackstone,  Auburn,  Whitins  and  Readville.  This  in- 
cluded the  construction  of  the  extensive  shops  and  tracks  at  Read- 
ville ;  also  preliminary  work  pertaining  to  the  proposed  elimination 
of  grade  crossings  in  Worcester,  Attleboro,  Pawtucket  and  Taun- 
33 
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ton.  The  work  at  Reaclville  called  for  a  great  deal  of  care  and 
study,  on  account  of  quicksand,  when  founding  the  arch,  and  the 
construction  of  very  extensive  shops.  The  arch  has  been  reputed 
to  have  the  largest  single  keystone  in  the  world  to-day.  In  all 
of  this  he  had  been  stirred  to  an  ardent  enthusiasm  and  took  much 
pride  in  its  satisfactory  completion. 

Mr.  Hardy  was  social  by  nature,  and  especially  loyal  to  such 
associations  as  promoted  his  own  or  other  branches  of  scientific 
advancement.  He  was  elected  treasurer  of  the  International  Road- 
masters'  Association,  organized  in  Boston  March  25,  1879.  This 
association  was  the  first  of  the  kind  to  be  organized  in  this  country, 
and  he  manifested  a  great  interest  in  it  and  was  a  regular  attendant 
for  several  years.  He  joined  the  Boston  Society  of  Civil  En- 
gineers June  8,  1874,  and  the  American  Society  of  Civil  Engineers 
November  7,  1888. 

In  the  social  gatherings  of  his  home  city  one  of  the  most 
prized  links  was  a  membership  held  with  the  Union  League,  of 
New  Haven,  Conn.,  for  about  fifteen  years,  and  he  served  on  the 
Executive  Committee  of  the  League.  Among  the  older  members 
were  many  who  learned  to  love  his  rare  good  nature  and  the  keen- 
ness and  breadth  of  his  intellect. 

Drawing  these  remarks  to  a  close,  we  will  simply  add  that  he 
was  an  excellent  mathematician,  often  engaged  in  working  out  new 
and  simple  solutions  to  involved  problems,  and  that  he  was  for 
many  years  in  charge  of  very  important  works,  which  show  his 
engineering  ability.     These,  indeed,  are  his  best  monuments. 

L.  B.  Bid  WELL. 
E.  K.  Turner. 
Walter  Shepard. 
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Engineers'  Society  of  Western  ?^ew  York. 


Annual  Meeting,  Buffalo,  December,  2,  1902. — The  meeting  was 
called  to  order  in  the  rooms  of  the  Society,  433  Ellicott  Square,  at  4.30  p.m., 
by  the  President.  Members  present,  Messrs.  Haven,  Tutton,  Norton,  Hoff- 
man, Eighmy,  Knapp,  Murphy,  Babcock,  Bassett,  March  and  Roberts. 

The  minutes  of  previous  meeting  were  read  and  approved. 

Application  for  membership  from  Chas.  H.  Smith  was  received  from  the 
Executive  Board  and  ordered  to  letter  ballot. 

Mr.  March,  from  the  Committee  on  "Abatement  of  the  Smoke  Nuisance," 
reported  progress. 

The  report  of  the  Secretary  was  then  read  and  on  motion  the  same  was 
ordered  received,  filed  and  referred  to  a  special  committee  to  examine  books 
and  accounts. 

The  Treasurer  said  that  his  report  would  be  ready  in  a  few  days. 

The  President  appointed  a  special  committee  to  examine  both  reports, 
namely,  Mr.  A.  W.  Hoffman,  who  was  directed  to  report  to  the  Executive 
Board. 

The  Librarian  being  out  of  town  no  report  was  received  from  him. 

Mr.  Hoffman  and  Mr.  Murphy  were  appointed  tellers  to  canvass  the 
ballots  cast  for  officers  of  the  Society  for  1903. 

The  tellers  reported  that  the  following  persons  had  received  a  majority 
of  the  votes  cast  for  the  several  offices : 

For  President— Samuel  J.  Fields. 

For  Vice-President— George  N.  Norton. 

For  Director— Soren  M.  Kielland. 

For  Secretary— Lee  W.  Eighmy. 

For  Librarian — William  A.  Haven. 

For  Treasurer— George  B.  Bassett.* 

The  above-named  gentlemen  were  declared  by  the  President  duly  elected. 

*Mr.  Bassett  resigned  the  office  of  Treasurer  December  nth,  and,  in  accordance  with  the 
By-Laws,  the  Executive  Board  appointed  Mr.  Frank  N.  Speyer  as  Treasurer. 
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There  being  no  further  business  the  meeting  adjourned  until  8  p.m.,  at 
the  Niagara. 

The  adjourned  meeting  was  called  to  order  at  9.30  p.m.  There  were 
present  the  following  named  persons  in  addition  to  those  present  at  the 
afternoon  meeting,  viz,  Messrs.  Carleton,  Thorn,  Dark,  Morse,  C.  M.,  Morse, 
G.  F.,  Johnson,  Wilson,  Lyon  and  Caines,  members,  and  Messrs.  Francis  G. 
Ward  and  C.  P.  MacArthur  as  visitors. 

The  President  referred  briefly  to  the  circular  that  he  had  sent  out  with 
the  call  for  the  annual  meeting,  and  stated  that  the  subject  for  discussion 
was  the  bill  now  before  the  House  of  Representatives  relating  to  the  Metric 
system.     He  then  called  upon  Vice-President  Chas.  H.  Tutton,  who  said : 

"Gentlemen,  I  was  requested  to  talk  a  little  on  the  metric  system  this 
evening,  and  I  take  the  liberty  of  placing  it  in  the  form  of  a  short  paper 
Probably  there  are  some  of  you  who  do  not  know  what  a  meter  is.  Here 
is  a  rule  that  came  from  Paris, — with  all  the  different  divisions.  The  small- 
est division  on  that  rule  is  the  millimeter;  the  next  is  the  centimeter;  the 
joint  is  a  decimeter,  and  the  full  length  of  the  rule  is  a  meter." 

Mr.  Tutton' s  paper  will  be  found  printed  in  the  Journal  of  the  Asso- 
ciation OF  Engineering  Societies. 

The  following  resolution  was  offered,  duly  seconded,  and  unanimously 
adopted  : 

"Resolved,  That  the  Secretary  of  the  Society  notify  our  members  of 
Congress  that,  in  the  opinion  of  the  members  of  the  Engineers'  Society  of 
Western  New  York,  the  passage  of  any  bill  making  the  metric  system  com- 
pulsory in  this  country  is  premature,  and  such  action  should  not  be  taken 
without  full  and  free  discussion  throughout  the  country." 

This  ended  the  discussion  of  H.  R.  bill  123. 

Mr.  Bassett,  of  the  Committee  on  the  Abatement  of  the  Smoke  Nuisance, 
said  that  the  committee  expected  to  be  ready  to  make  a  final  report  at  the 
January  meeting. 

Mr.  Tutton. — As  this  is  our  Annual  Meeting,  and  I  believe  that  our 
President  occupies  the  chair  for  the  last  time,  I  desire  the  Society  to  express 
a  vote  of  thanks  to  him  for  his  services  for  the  past  three  years.  He  has 
held  the  office  longer  than  any  previous  incumbent.  I  believe  he  has  been 
found  perfectly  satisfactory  in  every  way,  and  I  move  that  the  Society  give 
him  a  vote  of  thanks,  and  retire  him  with  very  much, — what  would  you  call 
it? — gratefulness  or  graciousness? 

Motion  seconded. 

Mr.  Norton. — It  is  moved  and  seconded  that  this  Society  extend  to 
our  retiring  President  its  appreciation  for  the  great  service  which  he  has 
rendered  to  the  Society,  and  our  thanks  for  his  labors  in  building  it  up. 
All  those  in  favor  of  the  motion  manifest  it  by  rising. 

Motion  carried. 

Mr,  Haven  made  a  few^  remarks  in  reply  and  thanked  the  Society  for 
its  continued  confidence  in  him,  as  shown,  by  promoting  him  to  the  office  of 
Librarian.  He  said  that  he  would  try  to  make  a  full  report  on  the  state  of 
the  Society  at  the  January  meeting,  and  meanwhile  he  was  very  glad  to  con- 
gratulate the  Society  on  its  good  condition  generally  and  the  prospect  of 
its  membership  increasing  to  one  hundred  during  1903. 

He  said  he  had  received  a  letter  from  Mr.  Samuel  J.  Fields,  the  newly- 
elected  President,  saying  that  he  would  accept  the  office  if  elected;  that  even 
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if  he  lived  in  St.  Louis  during  1903.  he  could  be  of  service  to  the  Society  as 
its  representative  at  the  Exposition. 

Mr.  Dark  then,  in  a  few  complimentary  remarks,  proposed  the  health  of 
the  newly-elected  President  Fields,  which  was  drank  standing. 

Mr.  Kielland,  in  compliment  to  the  Commissioner  of  Public  Works  of 
Buffalo,  proposed  the  health  of  Colonel  Ward,  and,  after  a  kind  reply  from 
Colonel  Ward,  the  meeting  adjourned  at  midnight. 

George  T.  Roberts,  Secretary. 

Regular  Meeting,  Buffalo,  N.  Y.,  January  13,  1903.— Held  at  their 
rooms,  533  Ellicott  Square,  Tuesday,  January  6,  1903. 

Meeting  was  called  to  order  by  the  Vice-President,  Mr.  Tutton,  with  the 
following  members  present:  Haven,  Knapp,  Norton,  Bassett,  Babcock, 
Speyer,  G.  F.  Morse,  Meyer,  Golden,  Eighmy,  Murphy  and  Caines,  The 
minutes  of  the  Annual  Meeting  were  read  and  approved.  The  Executive 
Board  reported  that  Mr.  Bassett  having  resigned  as  Treasurer,  they  had,  as 
per  Article  HI,  Section  2,  of  the  Constitution,  appointed  Mr.  Frank  N~ 
Speyer  as  Treasurer;  also  that  they  had  elected  Walter  L.  Golden  as  a  tem-- 
porary  member;  also  that  they  had  voted  to  allow  to  any  member,  junior  or.- 
associate,  twenty  per  cent,  of  the  gross  receipts  for  advertisements  prQCWe<3 
by  them  for  the  Journal  of  the  Association. 

Applications  for  admission  as  associates  from  H.  P.  Burgard  and  Wm. 
H.  Lamme  were  read,  and  it  was  voted  that  the  applications  be  approved  and 
submitted  to  a  letter  ballot.  The  Chairman  announced  that  Mr.  Chas.  W. 
Smith  had  been  elected  as  a  member. 

Mr.  Louis  H.  Knapp,  chairman  of  the  committee  to  consider  the  subject 
of  "The  Abatement  of  the  Smoke  Nuisance  in  the  City  of  Buffalo,"  read  a 
final  report  of  the  committee,  whereupon  it  was  voted  that  the  report  be 
adopted  and  that  copies  be  sent  to  the  newspapers  of  Buffalo  for  publication, 
also  to  the  Society  for  beautifying  Buffalo,  and  that  the  committee  be  dis- 
charged. 

The  Acting  President  announced  that  he  had  appointed  as  Committee  on 
Library,  W.  A.  Haven,  Librarian,  Chairman;  Mr.  Louis  H.  Knapp  and  Mr. 
Geo.  H.  Norton. 

Mr.  Haven  proposed  in  writing  an  amendment  to  the  Constitution,  viz, 
"To  amend  Section  9,  Article  H,  so  that  it  will  read  as  follows :  All  classes 
of  membership  are  entitled  to  vote  and  hold  office." 

This  was  read  and  seconded  by  two-thirds  of  the  members  present,  and 
laid  on  the  table  until  the  next  regular  meeting. 

The  retiring  Presidenf*,  Mr.  Haven,  made  a  short  address  as  follows: 

Address  of  the  Retiring  President. 

In  the  notice  for  the  regular  meeting  of  the  Engineers'  Society  of  West- 
ern New  York  to  be  held  January  6,  1903,  it  was  stated  that  the  retiring 
President  would  make  an  address.  At  the  meeting,  Mr.  Haven,  the  retiring 
President,  made  an  address,  but  as  it  was  not  read  from  manuscript,  and  as 
there  was  no  reporter  present,  it  cannot  be  reproduced. 

He  began  by  saying  that  the  recent  addresses  of  retiring  Presidents  of 
similar  societies  had  been  usually  upon  the  subject  of  the  engineering  works 
in  their  immediate  charge,  but  that  he  did  not  think  the  Society  would  be 
either  interested  or  instructed  by  an  account  of  the  work  in  his  charge  during 
the  past  three  years. 
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He  then  stated  good  and  sufficient  reasons  why  he  should  not  at  that 
time  discuss  any  of  the  engineering  problems  in  and  about  Buffalo,  such  as 
the  Union  Station,  Hamburg  Turnpike,  South  Buffalo  floods,  sea  wall  strip, 
improvement  of  new  harbor,  proper  drainage  of  the  Western  New  York 
frontier  from  Smokes  Creek  to  La  Salle,  which  would  insure  perfectly  pure 
water  at  the  present  water  works  crib,  and  other  great  works.  The  reasons 
given  by  Mr.  Haven  seemed  to  the  members  present  adequate  for  his  not 
discussing  any  of  these  subjects.  The  retiring  President  then  spoke  for  ten 
minutes  upon  some  of  his  engineering  experiences  during  the  first  four  years 
of  his  professional  life,  especially  during  the  construction  of  the  Northern 
Railroad  of  New  York. 

He  then  said:  "The  report  of  your  Secretary  is  quite  interesting.  He 
tells  you  that  we  have  been  unable  to  get  a  paper  read  at  every  meeting 
because  the  members  of  the  Society  are  all  too  busily  engaged  in  their  own 
business  to  prepare  papers  for  the  Society.  I  sincerely  congratulate  you 
upon  this  fact,  but  I  am  very  sorry  to  see,  by  a  former  statement  in  the  report, 
that  twenty-two  of  you  were  so  very  busy  during  the  past  year  that  you  had 
no  time  to  make  checks,  or  to  pay  the  money  for  your  annual  dues.  This 
has  been  a  source  of  considerable  embarrassment  to  your  executive  officers, 
for  the  Treasurer  reports  that  the  unpaid  bills  in  his  hands  could  easily  have 
been  paid  if  you  had  been  prompt  in  the  payment  of  your  dues. 

There  is  one  matter  which  I  wish  to  bring  particularly  before  your  at- 
tention, and  that  is  that  with  very  slight  efforts  on  the  part  of  the  retiring 
Secretary  and  the  Librarian,  advertisements  for  the  Journal  have  been  pro- 
cured to  the  amount  of  $128,  ninety  per  cent,  of  which  was  added  to  the  cur- 
rent funds  in  the  hands  of  the  Treasurer.  This  amount  was  nearly  enough 
to  pay  the  entire  expense  of  the  Association  dues  for  the  year  1902.  I  hope 
that  in  future  years  there  will  be  a  considerable  balance  to  the  credit  of  the 
Society  from  this  source  of  income. 

It  is  quite  important,  for  the  continued  success  of  the  Society,  that  the 
■Secretary  should  remain  in  office  longer  than  one  year.  I  find  by  reading  the 
uninutes  of  the  Society  that  since  its  organization  in  the  fall  of  1894  there 
liave  been  seven  Secretaries.  The  principal  work  and  worry  of  a  Secretary 
comes  during  the  first  two  months  of  his  term  of  office.  After  that  it  is 
routine  work.  As  it  is  now  he  hardly  gets  accustomed  to  his  duties  before 
he  goes  out  of  office. 

I  herewith  submit  the  summary  of  the  report  of  the  Treasurer : 

Summary  of  the  Report  of  the  Treasurer,  December  9,  1902. 

general  fund. 

Receipts— G.  R.  Sikes,  retiring  Treasurer  $8.24 

Receipts — G.  T.  Roberts,  Secretary  624.75 

Paid  bills  $637.82 

December  4,  fund  overdrawn 4.83 

$617.82    $637.82 

LIBRARY   FUND.  -V^O/ -^^      ^^C/ -^ 

Receipts — Subscriptions    $46.00 

Receipts — Permanent  Fund   100.00 

Paid  binding  bills   $68.40 

Bal.  in  fund   77.60 

$146.00    $146.00 
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PERMANENT  FUND. 

Receipts — G.  R.  Sikes,  retiring  Treasurer  $279.00 

Receipts — Interest  Erie  Co.  Sav.  Bank 9.64 

Receipts — Initiation  fees,  1902 23-00 

Paid  Library  Fund  $100.00 

Bal.  in  fund   221.64 

$321.64    $321.64 

STATEMENT  OF   CASH. 

General  Fund  overdrawn $4-83 

Bal.  in  Library  Fund $77.60 

Bal.  in  Permanent  Fund 221.64 

Cash  in  Fidelity  Bank 377 

Cash  in  Erie  Co.  Savings  Bank 290.64 

$299.24    $299.24 
Respectfully  submitted, 
(Signed)  G.  B.  Bassett,  Treasurer. 

I  also  submit  a  statement  showing  for  what  purposes  the  money  has  been 
expended : 

Amounts  expended  in  1902,  which  were  chargeable  to  expenses  of 
1901,  viz : 

Association  dues,  2d  and  3d  quarters  of  1901 $87.00 

Postage,  typewriting,  stationery,  printing,  etc 37-34 

Rent,  for  November,  1901   23.00 

Annual  dinner  of  1901   27.00 

Total    $174.34 

Amounts  chargeable  to  1902: 
Association  dues,  4th  quarter  of  1901,  and  ist,  2d  and  3d  quarters 

of  1902 $147.50 

Rent  December,  1901,  to  August,  1902,  inclusive 207.00 

Postage,  stationery,  etc 34-71 

Reporting  meeting  and  typewriting 32.22 

Printing    21.00 

For  Library — 

Subscriptions  and  purchases 20.05 

Binding 69.40 

Total    .• $531.83 

Now,  that  you  have,  by  your  vote,  provided  for  an  annual  expenditure 
for  binding  the  various  publications,  I  trust  that  in  the  course  of  two  or 
three  years  your  Library  will  be  of  greater  use  to  you  than  it  is  now,  and 
that  it  will  be  known  as  the  best  reference  library  for  engineering  in  Western 
New  York. 

I  am  glad  that  there  is  now  a  Committee  on  Library,  with  whom  the 
Librarian  may  readily  consult. 

Report  of  the  Secretary'  for  1902. 

Mr.  Wm.  a.  Haven,  President  Engineers'  Society  of  Western  New  York, 
Buffalo,  N.  Y. 
Dear  Sir, — I  submit  herewith  the  following  report : 
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MEMBERS. 

December  i,  1901,  there  were: 

Honorary  member i 

Members  whose  dues  were  paid 60 

Members  whose  dues  were  unpaid 6 

Associates  whose  dues  were  paid 9 

Associate  whose  dues  were  unpaid  i 

Junior  whose  dues  were  paid  i 

Juniors  whose  dues  were  unpaid 2 

Total    80 

During  the  past  year: 

Members  have  been  elected 5 

Associate  has  been  elected  i 

Junior  has  been  elected  i 

Increase  by  election : 

Members  5 

Associate i 

Junior i 

Total    7 

Decrease : 

Death •  • 1 

Resignations 2 

Total    3 

Net  increase 4 

Total  December  i,  1901  80 

Total  December  i,  1902  84 

Honorary   member    i 

Members  whose  dues  are  paid 53 

Members  whose  dues  are  unpaid 15 

Associates  whose  dues  are  paid  7 

Associates  whose  dues  are  unpaid 4 

Juniors  whose  dues  are  paid  i 

Juniors  whose  dues  are  unpaid 3 

84 

MONEYS. 

Total  amount  received  by  the  Secretary  from  members  between  Decem- 
ber I,  1901,  and  December  i,  1902: 

Entrance   fees    $3300 

Dues    49500 

Key  deposits 1.75 

From  advertisements  for  Journal 128.00 

$657.75 
Amount  deposited  with  Treasurer   657.75 

Amount  on  hand   O.oo 
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MEETINGS    OF   THE    SOCIETY. 

Eight  meetings  of  the  Society  have  been  held  since  December  i,  1901, 
with  an  average  attendance  of  twelve. 

During  the  past  year  the  following  very  interesting  papers  were  read 
before  the  Society : 

"Modern  Street  Railroad  Construction,"  by  C.  C.  Lewis. 

"Pavements  in  General,"  by  C.  E.  P.  Babcock. 

"Dock  Construction  in  and  Around  Buffalo,"  by  S.  M.  Kielland. 

"Abatement  of  the  Floods  in  South  Buffalo,"  by  Geo.  H.  Norton. 

MEETINGS   OF   THE   EXECUTIVE   BOARD. 

Twelve  meetings  of  the  Executive  Board  have  been  held  since  Decem- 
ber I,  1901,  with  an  average  attendance  of  five. 

The  largest  attendance  has  been  at  the  meetings  at  which  we  have  had 
papers  presented,  and  although  I  endeavored  to  have  a  paper  at  each  meeting, 
I  found  it  impossible  to  do  so. 

The  members  are  usually  too  busy  to  write  them,  and  as  a  rule,  think 
that  a  lengthy  address  is  necessary.  I  believe  that  a  short  address  on  an  in- 
teresting subject  would  provoke  discussion  and  tend  to  improve  the  members, 
as  well  as  a  long  one. 

I  respectfully  request  that  the  President  appoint  a  committee  to  examine 
the  books  of  the  Secretary  before  they  are  turned  over  to  the  newly-elected 
officer.  Respectfully  submitted, 

George  T.  Roberts,  Secretary. 

At  10  o'clock  the  meeting  adjourned. 

(Signed)  Lee  W.  Eighmy,  Secretary. 


Iiouisiana  Engineering-  Society. 


New  Orleans,  La.,  January  10,  1903. — The  Annual  Meeting  of  the 
Louisiana  Engineering  Society  was  held  this  day  at  8.30  p.m.;  President 
Theard  in  the  chair,  and  Secretary  Lawes  and  fifteen  members  present. 

After  routine  business  the  annual  report  of  the  Board  of  Directors  was 
read.    It  is  as  follows: 
To  the  Members  of  the  Louisiana  Engineering  Society. 

Gentlemen  : — As  required  by  the  Constitution  of  the  Society,  your 
Board  of  Directors  submits  the  following  report : 

During  the  year  another  attempt  was  made,  during  the  session  of  the 
State  Legislature,  to  pass  the  "act  regulating  the  practice  of  the  engineering 
profession."  Beginning  with  most  favorable  prospects,  the  measure  met 
with  ultimate  defeat,  in  what  manner  is  well  known  to  the  Society.  In 
furtherance  of  the  measure,  an  expense  of  $52.15  was  incurred  by  the  So- 
ciety in  sending  representatives  to  Baton  Rouge. 

At  the  expiration  of  the  lease  of  the  quarters,  712  Union  street,  on  the 
1st  of  October  last,  it  was  decided  by  the  Board  to  secure  other  quarters 
more  suited  to  the  needs  of  the  Society  and  at  less  rental.  The  present 
rooms  were  secured,  and  we  feel  that  the  change  has  been  most  advantageous. 

The  annual  outing  was  given  during  the  year,  to  Laurel,  Miss.,  and  was 
unqualifiedly  successful  in  every  way,  except  financially.  The  application 
for  tickets  was  disappointingly  small,  and,  as  a  result,  the  Society  had  to 
draw  on  its  surplus  funds  to  meet  the  expense.  The  outings  should  be,  it 
seems  to  the  Board,  a  matter  of  interest  to  each  and  every  member,  and, 
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when  decided  on,  should  receive  their  earnest  support.  If  all  members  took 
but  a  part  of  the  interest  that  the  more  zealous  do,  there  would  be  no  trouble 
about  the  financial  part  of  these  excursions. 

During  the  year  the  address  of  the  retiring  President,  Mr.  Kerr,  and 
two  technical  papers  were  read  before  the  Society.  The  papers  were  "Rain- 
falls" by  President  Theard,  and  "Notes  on  Railroads  and  Railroad  Con- 
struction" by  Mr.  Wright,  the  Vice-President.  Mr.  Kerr's  address  and  Mr. 
Theard's  paper  were  published  in  the  Journal. 

As  a  part  of  this  report  is  submitted  the  Treasurer's  report. 

The  finances  of  the  Society  are  in  good  shape,  notwithstanding  but  a 
small  cash  balance  appears.  By  reference  to  the  Treasurer's  report  for  1901, 
wherein  a  table  of  the  annual  debits  and  credits  are  shown,  it  will  be  seen 
that  for  nearly  every  year  since  the  organization  of  the  Society  its  expense 
has  exceeded  its  income,  and  in  this  way  the  large  balance  on  hand  at  the 
end  of  the  first  year  has  steadily  decreased. 

This  would  seem  to  indicate  that  the  finances  are  not  in  good  shape; 
but  in  considering  the  different  items  of  the  table  above  referred  to,  it  is 
seen  that  to  the  outing  items  is  due  the  excess  of  expense.  Therefore,  we 
have  but  to  eliminate  this  item,  and  the  income  of  the  Society  will  be  amply 
sufficient  for  its  needs.  This  year  an  unlooked  for  item  of  expense  was  for 
installation,  but  as  the  saving  in  rent  will  more  than  doubly  offset  this  in  one 
year,  it  need  not  be  considered,  except  as  a  temporary  inconvenience. 

As  the  report  of  the  Treasurer  gives  in  detail  how  the  funds  of  the  So- 
ciety have  been  handled,  we  give  but  a  summary,  as  follows: 

Balance  on  hand  from  last  year $202.62 

Collected  since  1,064.40 

Total    $1,267.02 

Expenditures  1,234.24 

Balance  on  hard   $32.78 

The  Secretary's  report  is  also  submitted  as  part  of  this  report.  It 
shows  a  total  membership  of  sixty-eight,  being  four  in  excess  of  that  of  last 
year.     The  details  of  the  increase  is  given  in  the  report. 

The  report  of  the  House  Committee  not  received. 

The  report  of  the  Library  Committee  is  herewith  and  made  part  of  this 
report. 

A  committee  was  appointed  during  the  year  to  take  up  the  matter  of  an 
exhibit  by  the  Society  at  the  Louisiana  Purchase  Exposition  to  be  held  in 
St.  Louis  in  1904.  A  report  from  this  committee  is  herewith  and  made  part 
of  this  report. 

In  the  matter  of  compensation  to  the  Secretary,  referred  to  the  Board 
at  the  last  meeting  of  the  Society,  we  would  state  that  a  motion  was  passed 
by  the  Board  recommending  that  some  compensation  be  made,  the  amount 
to  be  such  as  the  Society  can  afford. 

Respectfully  submitted, 

The  Board  of  Directors. 

Election  of  officers  was  then  had  and  the  following  gentlemen  chosen : 
President — Alfred  Raymond. 
Vice-President— W.  B.  Wright. 
Secretary— J.  W.  Armstrong. 
Treasurer— Gervais  Lombard. 
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Member  of  Board  of  Managers,  Association  of  Engineering  Societies — 
Alfred  F.  Theard. 

Directors— A.  C.  Duval,  Prof.  J.  M.  Ordway. 

Mr.  Theard,  the  retiring  President,  then  read  his  annual  address,  of 
which  the  following  is  an  abstract : 

"Under  the  present  laws  any  man  can  set  up  as  a  civil  engineer.  This  is 
wrong.  In  every  other  profession,  special  training  is  necessary,  and  in  en- 
gineering the  same  should  be  the  case.  The  engineers  of  the  State  should 
be  protected  from  the  unfair  competition  of  the  quack.  The  public,  also, 
should  be  protected.  One  of  two  things  can  be  done  to  accomplish  this,  shut 
out  the  quack  or  specify  competent  engineers. 

"At  the  last  Legislature  a  bill  was  introduced  and  was  indefinitely  post- 
poned." 

In  narrating  this  incident  of  the  defeat  of  the  bill.  President  Theard 
grew  warm,  declaring  it  unjust  that,  with  an  attempt  at  wit,  the  efforts  of 
the  engineers  should  thus  come  to  nothing.  President  Theard  said  that  he 
did  not  wish  to  criticise  the  greatness  of  the  Legislators,  if  indeed  there  was 
any  greatness,  but  he  did  want  to  go  on  record  as  favoring  reform  in  laws 
governing  the  practice  of  civil  engineering.  He  still  hoped  that  the  Legisla- 
ture would  see  fit  to  pass  a  suitable  bill. 

In  closing,  Mr.  Theard  thanked  Secretary  Lawes  and  the  Board  of  Di- 
rectors for  help  given  during  the  year,  declaring  that  he  was  fortunate  in 
having  been  co-laborers  with  them. 

He  then  introduced  the  newly-elected  President,  Mr,  Raymond. 

The  Society,  by  vote,  extended  thanks  to  the  retiring  Board  and  Secre- 
tary and  to  President  Theard  for  his  able  paper  and  eminent  service. 

Adjourned.  G.  W.  Lawes,  Secretary. 


Engineers'  Club  of  Minneapolis. 


162D  Meeting,  Minneapolis,  December  18,  1902. — Called  to  order  in  the 
County  Commissioners'  rooms  by  President  Hoag. 

The  meeting  was  devoted  to  the  consideration  of  gasoline  engines. 

E.  C.  Oliver,  instructor  in  mechanical  engineering  at  the  State  Univer- 
sity, read  a  paper  on  "Theory  of  Operation."  (To  be  published  in  the 
Journal.  ) 

N.  E.  Brown  on  the  "Gasoline  Engine  for  Automobiles." 

O.  B.  Kinnard  on  "Gasoline  Engines  for  Farm  Use." 

The  Club  at  this  meeting  began  an  enthusiastic  move  for  a  good  library 

and  suitable  accommodations  for  same. 

Edward  P.  Burch,  Secretary. 


163D  Meeting,  Minneapolis,  January  26,  1903. — Called  to  order  by 
President  Hoag,  in  the  County  Commissioners'  room.  Court  House. 

Sixteen  men,  as  follows,  were  elected  to  active  membership :  Ralph  D. 
Thomas,  H.  G.  Tregillus,  C.  A.  Glass,  O.  H.  Nordenson,  H.  S.  Cook.  Wm. 
W.  Bright,  S.  W.  Tarr,  Adolph  E.  Eberhart,  Melville  O.  Stone.  E.  C. 
Loetscher,  A.  P.  Sprague,  Wm.  P.  Cowles,  Chas.  G.  Olson,  John  H.  Hall, 
J.  G.  Anderson,  J.  C.  Moore. 

The  name  of  A.  G.  Holt,  division  engineer,  Chicago,  Milwaukee  and  St. 
Paul  Railroad,  was  proposed  for  membership. 
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The  report  of  the  President  for  the  year  referred  briefly  to  the  growing 
prestige  of  the  engineering  profession;  that  at  the  present  time  there  are 
over  fifty  colleges  and  universities  that  pay  especial  attention  to  the  course 
of  three  or  more  branches  of  engineering. 

The  report  of  the  Treasurer  and  Secretary  was  as  follows : 

Annual  Report  of  the  Treasurer,  1902. 
receipts. 

Cash  on  hand  January  3,  1902  $53-35 

Received  from  61  members,  dues  183.00 

Received  from  back  dues 4.00 

Total  receipts $240.35 

EXPENDITURES. 

Printing  and  expenses  as  shown  by  vouchers $67.00 

Journal  of  the  Association  bills 71.00 

Total  expenditures $138.00 

Balance,  cash  on  hand  1902  account 102.35 

All  bills  received  have  been  paid.     One  member  has  not  paid  1902  dues. 

Annual  Report  of  the  Secretary. 

This  being  the  annual  meeting,  it  becomes  the  duty  of  the  Secretary  to 
make  a  report  of  the  preceding  year. 

The  Club  held  meetings  in  1902  as  follows: 

January  27th,  153d  meeting.  Devoted  to  a  paper  on  "Asphalt  and  Brick 
Pavements,"  by  Geo.  W.  Sublette,  and  a  paper  on  "Sidewalk  Construction," 
by  W.  F.  Dealing. 

February  17th.  Meeting  devoted  to  a  "Consideration  of  the  Water  Sup- 
ply of  Minneapolis."  Discussion  by  Dr.  L.  M.  Crafts,  Wm.  R.  Hoag,  J.  T. 
Fanning,  Dr.  C.  A.  McCollum  and  others. 

March  24th.  Meeting  devoted  to  the  new  Chamber  of  Commerce  build- 
ing.    Papers  by  C.  L.  Pillsbury,  W.  W.  Ensign  and  Wm.  Robertson. 

April  25th.  Meeting  devoted  to  a  paper  by  W.  D.  Wheeler,  on  "Railroad 
Maintenance  of  Way,"  and  a  paper  by  F.  E.  Rice  on  the  "New  Milwaukee 
Short  Line  Bridge  at  Minneapolis." 

The  May  19th  meeting  was  devoted  to  the  subject  of  "Good  Roads,"  by 
Geo.  W.  Cooley. 

The  June  18th  meeting  was  in  the  nature  of  a  visit  by  the  Club  to  the 
new  city  water  pumping  station  then  under  construction. 

The  July  i8th  meeting  was  in  the  nature  of  a  trip  by  the  Club  to  the  old 
city  water  pumping  station,  the  C,  A.  Smith  Lumber  Co.'s  mill,  and  to  the 
city  garbage  crematory. 

The  September  13th  meeting  was  in  the  nature  of  a  trip  to  Sandstone, 
Minn.,  where  the  Club  inspected  the  quarries  of  the  Kettle  River  Quarries  Co. 

The  October  25th  meeting  was  on  a  trip  to  Red  Wing,  Minn.,  to  inspect 
the  Red  Wing  Sewer  Pipe  Co.'s  works. 

The  December  i8th,  or  i62d  meeting  was  given  to  papers  on  "Gasoline 
Engines"  by  E.  C.  Oliver,  N.  E.  Brown  and  O.  B.  Kinnard. 

We  have  thus  held  eleven  meetings.  The  attendance  has  been  large, 
averaging  about  thirty-five  members  and  visitors.  Our  programs  and  visits 
have  been  interesting.  The  Program  Committee,  H.  B.  Avery,  chairman, 
have  worked  hard  to  promote  interest  in  our  meetings. 
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At  the  beginning  of  the  year  we  had  twenty-nine  members.  Two  have 
resigned  during  the  year.  No  one  has  been  dropped  by  the  non-payment  of 
dues,  ahhough  one  member  has  had  notice  served  on  him  as  required  by 
the  Constitution. 

During  the  year  thirty-five  members  have  been  elected  by  the  Club  and 
have  qualified  as  active  members  by  payment  of  their  dues.  We  have,  there- 
fore, at  the  end  of  the  year  1902  sixty-two  members,  a  net  gain  of  thirty- 
three.  In  other  words,  our  membership  has  more  than  doubled.  The  Mem- 
bership Committee  have  been  working. 

The  Club  has  grown  in  membership.  It  would  be  well  to  have  the 
Membership  Committee  discourage  those  who  by  design  or  construction  are 
not  fitted  for  membership.  We  should  not  be  exclusive  (for  we  remember 
that  at  the  end  of  the  year  1900  w^e  had  but  fifteen  members),  yet  we  should 
see  that  all  new  members  are  a  credit  to  the  Club,  and  are  workers.  Some 
Clubs  compel  each  member  to  contribute  to  the  program  each  year,  or  pay 
to  the  Treasurer  double  assessment.     The  idea  has  merit. 

The  Club  feels  the  need  of  a  good  library  more  than  any  other  one  thing. 
No  progress  has  been  made  during  the  year. 

With  reference  to  dues  for  this  year,  the  Secretary  recommends  that  the 
dues  remain  at  $3  per  year,  but  that  the  additional  sum  of  $1.50  be  assessed 
members  who  desire  the  Journal  of  the  Association.  Many  of  our  members 
rightly  consider  that  money  spent  for  the  Journal  ($2  per  year)  is  wasted 
and  should  be  used  on  our  library ;  yet  many  of  our  members  desire  to  have 
the  Journal.  The  above  plan  will  suit  the  members  and  still  give  the  As- 
sociation of  Engineering  Societies  a  good  Journal  subscription  list  and  the 
support  of  our  members. 

The  Secretary  thus  closes  two  years'  work.  He  desires  that  this  com- 
bined pleasure  and  work  be  given  to  another,  as  a  matter  of  right.  The 
Secretary  in  this  Club  is  the  real  manager  of  the  Club,  and  shapes  its  policy. 
New  ideas  and  new  plans  from  his  successor  cannot  but  be  of  value  to  the 

Club.  Respectfully  submitted, 

Edward  P.  Burch,  Secretary. 

The  election  of  officers  for  1903  resulted  as  follows: 

President— H.  B.  Avery. 

Vice-President — Edward  P.  Burch. 

Secretary — James  B.  Oilman. 

Treasurer — B.  H.  Durham. 

Librarian — J.  E.  Carroll. 

Representative  to  the  Association  of  Engineering  Societies — W.  W.  Red- 
field. 

Members  of  Finance  Committee.— J,  M,  Tate  and  C,  L.  Pillsbury, 

The  program  of  the  evening  consisted  of  talks  on  engineering  matters, 
illustrated  with  stereopticon  views, 

Edward  P.  Burch  presented  thirty  views  of  the  hydraulic  and  electrical 
engineering,  largely  photographs  and  reproductions  from  tracings  of  the 
lower  power  house  at  St.  Anthony  Falls,  and  the  distribution  of  this  power 
to  Minneapolis  and  St.  Paul.  He  stated  that  the  method  of  distribution  by 
high  voltages  in  underground  cables  to  sub-stations  where  the  power  was 
transformed  and  converted  for  use  on  the  street  cars  was  now  becoming  a 
common  and  is  the  modern  system.  The  plant  described  had  a  capacity  of 
10,000  horse  power,  but  it  had  long  since  been  found  too  small  for  the  elec- 
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trie  railway  service  in  Alinneapolis  and  St.  Paul,  due  to  the  use  of  twenty- 
one-ton  cars  in  place  of  seven-ton  cars. 

Professor  Hoag  showed  fifty  views  of  bad  and  good  roads  in  this 
country,  and  showed  also  views  of  road  construction  at  the  State  Fair 
grounds ;  also  local  roads  and  particularly  the  local  Osseo  road. 

F.  E.   Rice  showed  twenty-five  slides  of  the  new  Milwaukee  railroad 

bridge  at  Minneapolis,  taken  during  construction  in  1902.     The  matter  was  of 

great  interest  to  the  Club. 

Edward  P.  Burch,  Secretary. 


Technical  Society  of  the  Pacific  Coast. 


Regular  Meeting,  San  Francisco,  January  2,  1903. — Called  to  order 
at  8.30  P.M.,  by  Past-President  Grunsky. 

The  minutes  of  the  last  regular  meeting  were  read  and  approved. 

The  Nominating  Committee,  appointed  at  the  regular  meeting  of  Decem- 
ber, presented  the  following  report: 

San  Francisco,  Cal.,  January  2,  1903. 
To  the  President  and  Members  of  the  Technical  Society  of  the  Pacific  Coast. 

Your  Committee  on  Nominations  for  the  ensuing  term  desires  to  report 
the  following : 

For  President — D.  C.  Henny. 

For  Vice-President — J.  L.  Le  Conte. 

For  Secretary — Otto  von  Geldern. 

For  Treasurer — E.  T.  Schild. 

For  Directors — H.  d'H.  Connick,  S.  G.  Hindes,  A.  Lietz,  C.  Uhlig,  Geo. 
H.  Wallis. 

Respectfully  submitted  for  the  committee, 

C.  E.  Grunsky. 

The  Secretary  was  instructed  to  prepare  the  ballots  for  the  election  of 
officers  in  accordance  with  this  report,  and  the  Chairman  appointed  Marsden 
Manson  and  F.  C.  Herrmann  tellers  for  the  Annual  Meeting. 

Mr.  W.  H.  Smyth  thereupon  read  a  paper  entitled,  "A  New  Type  of 
Heat  Motor,"  which  was  discussed  and  stenographically  reported.  The 
paper  was  illustrated  by  numerous  lantern  slides  illustrating  the  gradual  de- 
velopment of  this  type  of  motor,  taken  from  actual  experiments  carried  on 
by  the  author. 

The  paper  proved  of  considerable  interest,  and  the  thanks  of  the  So- 
ciety were  extended  by  vote  to  Mr.  Smyth  for  the  careful  preparation  of 
the  novel  and  interesting  subject. 

The  Secretary  announced  that  after  a  count  of  ballots  the  following 
names  had  been  elected  to  membership :  Leon  S.  Quimby,  civil  engineer,  of 
San  Francisco,  and  Morris  Kind,  of  the  Pacific  Portland  Cement  Company, 
of  Suisun. 

The  meeting  thereupon  adjourned. 

Otto  von  Geldern,  Secretary. 


Annual  Meeting,  San  Francisco,  January  16,  1903. — Called  to  order 
at  8.30  P.M.,  by  Past-President  Grunsky. 

The  tellers  appointed  by  the  Chair  reported  and  were  instructed  to  open 
the  ballots  that  had  been  received  by  mail  up  to  the  time  of  opening  the 
meeting.     The  result  of  the  ballots  stood  as  follows : 
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Total  number  of  votes  cast,  35. 

For  President— D.  C.  Henny,  35  votes. 

For  Vice-President— L.  J.  Le  Conte,  35  votes. 

For  Secretary— Otto  von  Geldern,  35  votes. 

For  Treasurer— E.  T.  Schild,  35  votes. 

For  Directors— H.  d'H.  Connick,  S.  G.  Hindes,  Adolf  Lietz,  Carl  Uhlig, 
George  H.  Wallis,  each  35  votes. 

The  Chairman  thereupon  declared  the  ticket  elected  and  Instructed  the 
Secretary  to  notify  the  candidates  of  their  election,  and  to  call  a  meeting  of 
the  Directory  for  Friday,  February  6th,  at  4.30  p.m.  for  the  purpose  of  or- 
ganizing the  new  Board,  and  to  discuss  a  policy  and  line  of  activity  for  the 
coming  year. 

The  Secretary  read  the  reports  of  the  Secretary  and  Treasurer,  which 
were  ordered  received  and  placed  on  file.  The  bills  and  receipts  were  sub- 
mitted and  referred  to  the  Finance  Committee  for  approval. 

Meeting  thereupon  adjourned.  Otto  von  Geldern,  Secretary. 


Boston  Society  of  Civil  Engineers. 

Boston,  January  14,  1903.— A  special  meeting  of  the  Boston  Society 
of  Civil  Engineers  was  held  in  the  Society's  library  at  8  p.m.;  Vice-Presi- 
dent Frederick  Brooks  in  the  chair.  Twenty-eight  members  and  visitors 
present. 

Mr.  Frank  S.  Hart  read  a  paper  entitled,  "A  Comparison  of  the  Methods 
of  Estimating  Quantities  of  Soil  Stripping  from  Water  Supply  Reservoirs." 

Mr.  Charles  A.  Bowman,  division  engineer,  Metropolitan  Water  Works, 
read  a  paper  describing  the  method  used  in  estimating  soil  stripping  for  the 
Wachusett  Reservoir.  A  general  discussion  followed  in  which  Messrs. 
H.  A.  Miller,  George  B.  Francis,  N.  S.  Brock  and  W.  W.  Patch  and  others 
took  part. 

Adjourned.  S.  E.  Tinkham,  Secretary. 

Boston,  January  28,  1903. — A  regular  meeting  of  the  Boston  Society  of 
Civil  Engineers  was  held  at  Chipman  Hall,  Tremont  Temple,  at  7.35  p.m.; 
President  George  A.  Kimball  in  the  chair.  One  hunded  and  thirty-six  mem- 
bers and  visitors  present. 

The  records  of  the  last  regular  meeting  and  of  the  special  meeting  of 
January  14th  were  read  and  approved. 

On  motion  of  Mr.  F.  W.  Hodgdon,  the  President  was  requested  to  ap- 
point a  committee  of  three  to  report  to  the  meeting  the  names  of  five  mem- 
bers to  serve  as  a  Committee  to  Nominate  officers  for  the  ensuing  year.  The 
President  appointed  as  that  committee,  Messrs.  F.  W.  Hodgdon,  E.  W. 
Branch  and  W.  S.  Johnson. 

Later  in  the  evening  this  committee  reported  the  following  names  as 
members  of  the  Nominating  Committee:  Messrs.  Leonard  Metcalf,  Arthur 
L.  Plimpton,  Arthur  T.  Safford,  Henry  D.  Woods  and  T.  Howard  Barnes. 

On  motion  of  Professor  Swain,  the  report  was  accepted  and  the  members 
named  chosen  as  the  Committee  to  Nominate  officers. 

The  President  announced  the  death  of  Prof.  Henry  Mitchell,  a  member 
of  the  Society,  which  occurred  on  December  i,  1902,  and  by  vote  the  Presi- 
dent was  requested  to  appoint  a  committee  to  prepare  a  memoir. 

On  motion  of  Mr.  Main.  Mr.  Henry  Manley  was  appointed  a  committee 
with  full  powers  to  make  the  necessary  arrangement  for  the  annual  dinner 
of  the  Society. 
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On  motion  of  Mr.  Higgins,  the  thanks  of  the  Society  were  voted  to  Col. 
Murray  B.  Clement  and  other  officials  of  the  American  Waltham  Watch 
Company,  for  courtesies  extended  this  afternoon  to  members  of  the  Society 
on  the  occasion  of  the  visit  to  the  works  of  that  company. 

In  the  absence  of  the  committee,  Messrs.  Charles  W.  Sherman  and 
Henry  D.  Woods,  the  Secretary  read  the  mernoir  of  Frank  E.  Fuller  prepared 
by  them. 

The  discussion  of  the  evening  was  on  "Foundations  for  Buildings  and 
Engineering  Structures." 

Mr.  J.  R.  Worcester  read  the  first  paper  entitled,  "Boston  Foundations," 
which  was  discussed  by  Messrs.  J.  E.  Cheney,  Henry  Manley,  J.  P.  Snow, 
J.  W.  Rollins,  Jr.,  Leonard  Metcalf,  H.  K.  Higgins,  Sidney  Smith  and  P.  C. 
Barney,  of  the  Society,  and  by  Mr.  Robert  B.  Davis,  member  of  the  Ameri- 
can Society  of  Civil  Engineers. 

Mr.  A.  H.  French  described  the  foundations  of  the  Longwood  avenue 
bridge,  and  President  Kimball  read  a  short  paper  on  "Foundations  for  the 
Elevated  Structures  of  the  Boston  Elevated  Railway." 

Adjourned. 

S.  E.  TiNKHAM,  Secretary. 
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Teclinlcal  Society  of  tlie  Pacifle  Coast. 


Regular  Meeting,  San  Francisco,  Cal.,  February  6,  1903. — Called  to 
order  at  8.30  p.m.  by  President  Henny. 

The  minutes  of  the  last  regular  meeting,  and  of  the  annual  meeting, 
were  read  and  approved. 

The  reports  of  the  Secretary  and  Treasurer  were  read,  approved  and 
ordered  filed. 

The  tellers  appointed  to  open  the  ballots  reported  that  Mr.  Frederick 
J.  H.  Rickon,  engineer  of  the  Quartermaster's  Department  of  the  Army, 
had  been  elected  to  membership.  The  Secretary  was  instructed  to  notify 
Mr.  Rickon  of  his  election. 

The  following  applications  for  membership  were  made :  Geo.  W. 
Nichols,  electrical  engineer  of  Bella  Vista,  Cal.  Proposed  by  A.  Lietz,  E.  T. 
Schild  and  Hermann  Kower.  Oliver  N.  Sanford,  civil  engineer,  San  Fran- 
cisco.    Proposed  by  C.  E.  Grunsky,  F.  C.  Herrmann  and  H.  D,  Connick. 

The  applications,  having  been  approved  by  the  Board  of  Directors,  were 
ordered  prepared  for  ballot. 

Mr.  Marsden  Manson  spoke  of  the  approach  of  the  twentieth  anniversary 
of  the  founding  of  the  Technical  Society,  and  suggested  that  a  gold  medal  be 
struck  to  commemorate  this  event,  and  that  this  medal  be  awarded,  under  cer- 
tain conditions,  to  the  member  whose  engineering  services  had  been  recog- 
nized as  eminent  in  the  state.  The  proposition  was  simply  a  suggestion  indi- . 
eating  some  line  of  action  to  which  the  members  of  the  Society  might  give 
their  attention  and  for  the  discussion  of  which  a  time  might  be  set.  The 
President  thought  the  proposition  one  that  should  be  entertained,  but  would 
leave  the  matter  in  the  hands  of  the  members  to  be  definitely  brought  before 
the  Society. 

Mr.  Connick  moved  that  a  committee  of  three  be  appointed,  who,  to- 
gether with  the  President,  represent  the  Technical  Society  in  the  matter  of 
the  water  and  forest  irrigation  bill,  now  before  the  Assembly  of  the  State 
Legislature  at  Sacramento,  and  that  this  committee  there  present  the  views 
of  this  Society,  as  brought  out  in  former  discussions,  in  the  matter  of  this 
important  measure.     The  motion  was  carried,  and  the  President  subsequently 
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appointed  on  this  committee  Mr.  C.  E.  Grunsky,  Prof.  Charles  D.  Marx 
and  Mr.  Marsden  Manson,  who  were  informed  of  their  appointment  by  the 
Secretary. 

Mr.  Carroll  Bennink  thereupon  addressed  the  Society  on  the  subject  of 
"The  Missions  of  Southern  California,"  illustrated  by  water-color  sketches, 
hy  which  he  showed  the  design,  the  architectural  beauties  and  the  method  of 
building  these  interesting  and  venerable  structures,  that  appeal  to  every 
Californian  as  revered  landmarks  of  the  romantic  past  of  the  state. 

The  President  thanked  the  lecturer  in  the  name  of  the  Society,  where- 
upon the  meeting  adjourned. 

Otto  von  Geldern,  Secretary. 

Directors'  Meeting,  San  Francisco,  Cal.,  February  6,  1903. — Called  to 
order  at  5  p.m.  by  Director  Wallis. 

Present,  Directors  Wallis,  Connick,  Lietz,  Hindes  and  Von  Geldern. 

The  Secretary  read  the  minutes  of  the  two  preceding  meetings,  which 
were  referred  to  the  regular  meeting. 

The  reports  of  the  Secretary  and  Treasurer  were  also  read  and  referred. 

The  following  committees  were  appointed : 

Executive  Committee — Geo.  H.  Wallis,  S.  G.  Hindes  and  H.  D.  Connick. 

Finance  Committee — L.  J.  Le  Conte,  Adolf  Lietz  and  Carl  Uhlig. 

Members  on  the  Board  of  Managers  of  the  Association  of  Engineering 
Societies — D.  C.  Henny  and  Otto  von  Geldern. 

Upon  motion  the  salary  of  the  Secretary  was  approved  at  the  rate  hereto- 
fore fixed,  and  the  dues  remitted. 

Also  the  Treasurer's  dues  were  remitted  for  services  rendered. 

Miss  M.  N.  Garretson  was  appointed  collector  for  the  Society  and  the 
rate  fixed  at  eight  per  cent,  on  dues  collected,  as  heretofore. 

The  following  applications  for  membership  were  read  and  approved : 
Geo.  W.  Nichols,  electrical  engineer,  of  Bella  Vista,  Cal.  Proposed  by  A. 
Lietz,  E.  T.  Schild  and  Hermann  Kower.  Oliver  N.  Sanford,  civil  engineer, 
San  Francisco.  Proposed  by  C.  E.  Grunsky,  F.  C.  Herrmann  and  H.  D. 
Connick. 

After  discussing  methods  of  obtaining  professional  papers  for  the  en- 
suing term,  the  meeting  adjourned. 

Otto  von  Geldern,  Secretary. 


Engineers'  Club  of  St.  Louis. 


The  annual  dinner  of  the  Engineers'  Club  of  St.  Louis  was  held 
Wednesday  evening,  December  17,  1902,  at  the  St.  Nicholas  Hotel,  Presi- 
dent Kinealy  presiding,  thirty-two  members  and  ten  guests  being  present. 
It  was  the  553d  meeting  of  the  Club. 

After  the  dinner  President  Kinealy  called  the  Club  to  order  and  the  result 
of  the  letter  ballot  for  ofiicers  for  the  year  1903  was  announced.  The 
result  of  the  election  was  as  follows:  President,  J.  L.  Van  Ornum;  vice- 
president,  J.  A.  Ockerson;  secretary,  H.  J.  Pfeifer;  treasurer,  E.  E.  Wall; 
librarian,  E.  B.  Fay;  directors,  W.  G.  Brenneke  and  S.  H.  Freeman, 
members  of  Board  of  Managers,  E.  R.  Fish  and  F.  F.  Bausch. 

The  retiring  President  made  a  few  remarks  appropriate  to  the  occa- 
sion in  turning  over  the  affairs  of  the  Club  to  the  new  President,  J.  L.  Van 
()rnum,  who  acted  as  Toastmaster  the  rest  of  the  evening. 
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The  toast,  'Theory  and  Practice,"  was  responded  to  by  Professor 
Kinealy  and  was  followed  by  the  inaugural  remarks  of  President  Van 
Ornum.  'The  Gas  Engine  Up  to  Date"  was  responded  to  by  Prof.  R.  H. 
Fernald  and  "Our  World's  Fair"  by  J.  A.  Ockerson.  All  responses  were 
given  in  a  manner  and  spirit  demanded  by  the  occasion  and  were  enthu- 
siastically received.  The  toasts  were  interspersed  with  piano  music  by 
Mr.  Vieh  and  songs  by  Mr.  Kessler  and  members  of  the  Club,  all  mem- 
bers joining  in  the  choruses. 

After  the  regular  program  had  been  concluded  the  remainder  of  the 
evening  was  taken  up  with  entertaining  stories  and  anecdotes  told  by 
the   dififerent   members   who   responded  when  called  upon. 

This  most  enjoyable  evening  was  finally  concluded  by  all  members 
joining  in  singing  the  song  entitled  'The   Engineer." 

E.  B.  Fay,  Secretary  pro  tem. 

Following  are  the  minutes  of  the  554th  meeting,  held  at  the  Club 
rooms,  709  Pine  street,  St.  Louis,  Wednesday,  January  7,  1903,  at  8  p.m.. 
President  Van  Drum  in  the  chair.  Present,  nineteen  members  and  nine 
visitors.  The  minutes  of  the  552d  and  553d  meetings  were  read  and  ap- 
proved. The  minutes  of  the  339th  and  340th  meetings  of  the  Executive 
Committee  were  read. 

A  letter  from  Mr.  J.  S.  Branne,  acknowledging  receipt  of  the  fifty- 
dollar  prize  and  certificate  of  award  for  the  best  paper  read  before  the 
Club  during  the  season  1900-1901,  was  read. 

The  applications  for  membership  of  J.  L.  Campbell,  Wm.  E.  Perrine, 
Edw.  J.  Schneider  and  Jas.  K.  Broderick  were  read  by  the  Secretary  and 
referred  to  the  Executive  Committee.  Messrs.  Robt.  H.  Fernald,  Edw.  G. 
Helm,  Thos.  M.  Meston  and  R.  Lincoln  Murphy  were,  on  ballot,  elected 
to  membership. 

There  was  a  discussion  on  the  appointment  of  a  Program  Committee, 
participated  in  by  Messrs.  Johnson,  Bryan,  Layman  and  Swope.  Follow- 
ing this,  Mr.  Langsdorf  moved  that  the  Program  Committee  be  appointed 
by  the  President.     The  motion  was  seconded,  but  lost. 

It  was  moved  by  Mr.  Fish,  and  seconded,  that  the  hour  of  meeting  of 
the  Club  be  changed  from  8  to  8.15  p.m.     The  motion  was  carried. 

It  was  moved  by  Mr.  Swope  that  the  Entertainment  Committee  be 
also  made  a  Committee  on  Membership,  its  duties  to  consist  in  putting 
forth  special  eiTorts  toward  increasing  the  membership  of  the  Club.  This 
was  seconded  and  carried. 

The  regular  discussion  of  the  evening,  on  'The  Use  of  Electric  Power 
in  Factories."  was  opened  by  Mr.  Layman.  Mr.  Layman  stated  that  the 
efificiency  of  the  best  methods  of  electric  drive  was  70  per  cent.,  as  com- 
pared with  20  or  25  per  cent,  in  belt  drive.  Another  advantage  claimed 
was  that  individual  tools  could  be  operated  at  a  great  saving  in  power, 
and  that  for  night  work,  one  department  only  of  a  shop  running,  it  could 
be  supplied  with  power  from  some  outside  source,  while  in  belt  drive  it 
would  be  necessary  to  run  the  regular  shop  engine.  Mr.  Layman  showed 
a  number  of  diagrams  illustrating  his  paper. 

Mr.  Cooper,  of  the  Bullock  Manufacturing  Co.,  spoke  on  the  increased 
output  per  tool,  due  to  the  great  speed  variations  possible,  enabling  all 
tools  to  be  run  at  their  maximum  speed,  thus  increasing  the  tool  output 
two  or  three  times  over  the  old  method. 
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Mr.  Schwedtman  made  the  point  that  the  great  desideratum  in  fac- 
tories is  not  so  much  motor  efficiency  as  gain  in  the  output  per  tool.  He 
stated  that  European  practice  at  present  is  a  combination  of  mechanical 
and  electrical  speed  control.  European  practice  also  favors  alternating 
current  motors. 

Mr.  Humphrey  stated  that  the  relative  availability  of  direct  current 
and  alternating  current  motors  depends  on  the  work  required.  In  rail- 
road shops,  large  machine  shops,  etc.,  on  account  of  the  variety  of  service 
required,  such  as  the  running  of  cranes,  lifting  of  heavy  weights,  etc., 
direct  current  is  the  best. 

The  discussion  was  further  participated  in  by  Messrs.  Johnson  and 
Cooper,  the  latter  answering  a  number  of  questions  put  to  him  by  the 
former. 

There  being  no  further  business,  the  meeting  adjourned. 

H.  J.  Pfeifer,  Secretary. 


Eng-iiieers'  Club  of  Minneapolis. 


164TH  Meeting,  Minneapolis,  Minn.,  February  16,  1903. — The  164th 
meeting  of  the  Engineers'  Club  of  Minneapolis  consisted  of  an  annual  din- 
ner given  at  the  rooms  of  the  Commercial  Club  at  6.30  p.m.  Covers  were 
laid  for  sixty-five  members  and  guests  of  the  Club.  Music  was  rendered  by 
an  orchestra  during  the  progress  of  the  dinner,  and  toasts  were  responded  to 
as  follows: 

Hon.  J.   C.   Haynes,   "Brains." 

Geo.  W.  Sublette,  "Old  War  Horses." 

Prof.  Fred  S.  Jones,  "The  College  of  Engineering." 

Andrew  Rinker,  "Early  Days." 

Prof.  Geo.  D.  Shepardson,  "Electricity  in  the  Future." 

Geo.  W.  Cooley,  "Present  and  Prospective  Good  Roads." 

Prof.  H.  D.  Eddy,  of  the  Engineering  College,  and  Mr.  E.  T.  Abbott, 
charter  member  of  the  Clubj  also  made  short  addresses. 

Mr.  Wm.  W.  Redfield  acted  as  toastmaster  in  the  absence  of  Mr.  W.  H. 
Eustis. 

President  Avery  announced  the  standing  committees  for  the  year  1903, 
as  follows: 

Program  and  Entertainment — L.  S.  Gillette,  F.  E.  Rice,  W.  D.  Wheeler, 
F.  H.  Nutter,  E.  F.  Peabody,  Jr.,  Geo.  D.  Shepardson,  W.  I.  Gray,  W.  E. 
Stoopes,  E.  M.  Grime,  Geo.  W.  Sublette,  Chairman. 

Membership— Hugo  Arnold,  J.  C.  Moore,  H.  C.  Tregillus,  W.  P. 
Cowles,  A.  Graber,  Geo.  W.  Chestnut,  K.  Oustad,  R.  D.  Thomas,  P.  Bellin, 
W.  R.  Hoag,  Chairman. 

James  B.  Oilman,  Secretary. 


Detroit  Engineering   Society. 


70TH  Regular  Meeting,  Detroit,  Mich.,  February  27,  1903. — Held  in 
the  parlors  of  the  Hotel  Ste.  Clair. 

After  the  usual  round-table  dinner  at  which  ten  members  were  present, 
the  meeting  was  called  to  order  by  the  President,  E.  E.  Haskell,  at  8.10  p.m. 
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The  following  names  were  proposed  for  membership:  Clyde  Potts, 
U.  S.  Junior  Engineer,  33  Campau  Building,  proposed  by  Francis  C.  Shene- 
hon  and  H.  F.  Johnson;  Fred  O.  Ray,  civil  engineer  to  the  Park  and  Boule- 
vard Committee,  proposed  by  Clarence  W.  Hubbell  and  W.  E.  Hewitt.  The 
following  men  were  elected  to  resident  membership :  Theodore  Zealand, 
draftsman  with  Michigan  Central  Railroad,  proposed  by  Geo.  Parks;  James 
T.  Warner,  draftsman  with  Whitehead  &  Kales,  proposed  by  W.  R.  Kales ; 
Wellington  Roberts,  U.  S.  Lake  Survey,  proposed  by  E.  E.  Haskell;  Fred 
W.  Haines,  Triumph  Electric  Company,  proposed  by  Byron  E.  Parks;  John 
A.  Ubsdell,  Jr.,  marine  architect  with  Great  Lakes  Engineering  Company, 
proposed  by  F.  Mason  and  W.  S.  Russel;  F.  R.  Still,  American  Blower 
Company,  proposed  by  Geo.  A.  Mattsson. 

Moved  by  Mr.  Geo.  Robinson  and  seconded  by  Byron  E.  Parks,  that  the 
nomination  of  Gardner  S.  Williams  to  represent  the  Society  upon  the  Board 
of  Managers  of  the  Association  of  Engineering  Societies  for  the  current 
year  be  confirmed.     Unanimously  carried. 

The  paper  of  the  evening,  entitled  "Some  Engineering  Experiences  in  a 
Tannery,"  was  then  read  by  Byron  E.  Parks,  and  discussed  by  Dr.  Stephens, 
N.  J.  Schorn,  C.  G.  Wrentmore,  Francis  Shenehon  and  others. 

President  Haskell  gave  notice  of  the  next  meeting  to  be  held  in  the 
Fellowcraft  Club  Hall,  on  April  3d,  at  which  time  E.  L.  Corthell  will  give 
an  illustrated  lecture  on  "Two  Years  as  Consulting  Engineer  in  the  Argen- 
tine Republic." 

The  meeting  then  adjourned.  C.  W.  Hubbell,  Secretary. 
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Boston  Society  of  Civil  Engineers. 


Boston,  Mass.,  February  i8,  1903. — A  regular  meeting  of  the  Boston 
Society  of  Civil  Engineers  was  held  at  Chipman  Hall,  Tremont  Temple, 
Boston,  at  7.50  p.m. 

President  George  A.  Kimball  in  the  chair;  eighty-two  members  and 
visitors  present. 

The  record  of  the  last  meeting  was  read  and  approved. 

The  Treasurer  called  attention  to  the  condition  of  the  permanent  and 
the  current  funds  of  the  Society,  and,  on  motion,  it  was  voted  to  transfer 
the  sum  of  $500  from  the  current  fund  to  the  permanent  fund. 

On  motion  of  Mr.  Worcester,  the  following  vote  was  passed: 

Voted:  That  a  committee  of  three  be  appointed  by  the  President 
to  consider  what,  if  any,  changes  should  be  made  in  the  Boston  Building 
Law,  to  make  it  conform  more  closely  to  the  requirements  of  good  en- 
gineering practice  of  the  present  day; 

That  this  committee  be  requested  to  report  to  the  Society  at  its 
regular  meeting  in  September,  1903,  what,  if  any,  amendments  to  the 
Building  Law  should  be  made,  and  what  steps  can  be  taken  by  the 
Society  with  a  view  to  procuring  the  adoption  of  such  amendments; 

That  the  Secretary  be  instructed  to  inform  the  Boston  Society  of 
Architects  of  the  appointment  of  this  committee  and  to  invite  the  said 
Society  to  co-operate  with  the  Boston  Society  of  Civil  Engineers  in  this 
object. 

The  President  appointed  as  members  of  the  committee  Messrs.  J.  R. 
Worcester,  J.  E.  Cheney  and  H.  A.  Phillips. 

Mr.  Leonard  Metcalf,  chairman  of  committee  chosen  at  the  last 
meeting  to  nominate  ofificers,  brought  to  the  attention  of  the  Society 
the  difficulty  experienced  by  nominating  committees  in  securing  the  con- 
sent of  three  members  to  stand  as  candidates  for  each  office.  He  sub- 
mitted for  the  committee  a  proposed  amendment  to  By-law  5,  but  on 
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objection  being  raised  that  the  committee  had  only  authority  under  the 
By-laws  to  present  nominations  to  the  Secretary,  he  proposed  on  his  own 
behalf  the  following  amendment:  ''Amend  the  first  paragraph  of  By-law  5, 
so  as  to  read,  'Officers  shall  be  elected  as  follows:  At  the  regular  meeting 
in  January,  the  Society  shall  choose  a  nominating  committee  of  five,  who 
shall  submit  to  the  Secretary  within  three  we-eks  the  names  of  one,  two 
or  three  candidates  for  each  office  to  be  balloted,  for.'  " 

After  a  short  discussion  by  Messrs.  Rowland,  French,  Manley  and 
Rice  and  a  ruling  by  the  chair  that  the  By-law  had  been  duly  presented 
in  writing,  on  motion  of  Mr.  Coffin,  it  was  voted  to  refer  the  proposed 
amendment  to  a  committee  of  five  for  consideration. 

The  President  has  appointed  as  that  committee  Messrs.  F.  C.  Coffin, 
Leonard  Metcalf,  Henry  Manley,  Otis  F.  Clapp  and  C.  W.  Sherman. 

;Mr.  R.  A.  Hale,  for  himself  and  Mr.  A.  D.  Marble,  a  committee 
appointed  to  prepare  a  memoir  of  Moses  W.  Oliver,  read  its  report. 

On  motion  of  Mr.  Holmes,  the  thanks  of  the  Society  were  voted 
to  C.  L.  Berger  &  Sons  for  courtesies  extended  to  members  of  the 
Society  this  afternoon  on  the  occasion  of  the  visit  to  the  works  of  that 
company. 

Mr.  Manley  called  attention  to  the  date  selected  for  the  Twenty-first 
Annual  Dinner,  March  3,  1903,  and  that  notices  would  be  sent  to  all 
members  of  the  Society  shortly. 

Mr.  Robert  B.  Davis  read  a  paper  entitled  "Foundation  for  Coal 
Pocket  at  Lincoln  Wharf  for  the  Boston  Elevated  Railway  Company." 
The  paper  was  illustrated  by  plans  and  photographs. 

Mr.  Clarence  T.  Fernald  read  a  short  paper  on  "The  Failure  of  a 
Sea  Wall  and  its  Reconstruction."  The  paper  was  illustrated  by  numer- 
ous drawings  and  photographs. 

The  Secretary  read  a  paper  prepared  by  Mr.  George  B.  Francis  on 
"Foundations  in  General  and  the  Safe  Loads  for  Different  Classes  of 
Earth." 

The  discussion  on  "Foundations"  begun  at  the  last  meeting  was 
continued,  Messrs.  Hodgdon,  F.  P.  Stearns,  Barney,  Henry  Manley, 
E.  W.  Howe,  R.  A.  Hale,  H.  S.  Adams,  Wason,  Hastings  and  Wm.  Parker 
participating. 

]\Ir.  A.  S.  R.  MacCurdy  gave  an  account  of  the  concrete  sheeting 
used  in  connection  with  the  subway  work  in  State  street,  and  Mr.  F.  W. 
Hodgdon  spoke  of  the  "Action  of  Sea-worms  on  the  Foundations  in 
Boston  Harbor." 

Adjourned.  S.   E.  Tinkkam,  Secretary. 


TWENTY-FIRST  ANNUAL  DINNER. 

The  twenty-first  annual  dinner  of  the  Boston  Society  of  Civil  Engineers 
was  held  at  the  Hotel  Vendome,  Boston,  Tuesday  evening,  March  3,  1903, 
and  was  attended  by  146  members  and  guests.  An  informal  reception  was 
held  by  the  President  at  half-past  five  and  the  dinner  was  served  at  half- 
past  six  o'clock. 

President  George  A.  Kimball  presided,  and,  in  opening  the  post-prandial 
exercises,  welcomed  the  members  and  their  guests,  speaking  substantially  as 
follows : 
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"We  meet  again  at  our  twenty-first  annual  dinner,  to  renew  our  friend- 
ship to  each  other  and  to  welcome  our  guests. 

''Our  Society  was  founded  JuK-  3,  1848,  nearly  fifty-five  years  ago.  It 
was  incorporated  by  a  special  act  of  the  Legislature  in  185 1,  the  act  having 
been  signed  by  Gov.  George  S.  Boutwell,  who  is  now  the  oldest  living  Ex- 
Governor  of  this  Commonwealth. 

"The  Society  has  prospered  during  the  past  year,  the  membership  has 
slightly  increased,  and  we  now  have  a  total  of  512  members.  Our  members 
and  others  have  contributed  liberally  to  our  instruction  by  presenting  a 
large  number  of  valuable  papers,  which  have  been  followed  by  interesting 
discussions.  We  have  been  furnished  with  facilities  for  examining  the  work 
in  progress  on  a  large  number  of  important  public  improvements. 

"Our  financial  condition  is  satisfactory,  as  we  shall  pay  all  our  current 
bills  and  close  the  year  with  a  small  surplus.  The  permanent  fund,  which 
has  been  accumulating  for  several  years,  now  amounts  to  about  $15,000,  and 
with  its  aid  it  is  probable  that  in  a  few  years  w'e  shall  be  able  to  obtain  a 
home  of  our  own. 

''To  our  guests  we  extend  a  cordial  welcome.  We  thank  you  for  your 
presence  here  this  evening.  We  feel  honored  in  having  with  us  gentlemen 
who  are  engaged  in  making  our  State  laws  and  enforcing  them. 

"To  those  who  have  contributed  to  our  instruction  during  the  past  year, 
by  presenting  papers  and  discussions  and  by  furnishing  us  means  for  examin- 
ing interesting  work  in  progress,  those  who  have  shown  the  best  methods  of 
conducting  the  transportation  of  passengers  in  cities,  and  others  wdio  have 
opened  their  factories  and  machine  shops  for  our  inspection,  we  return  this 
evening  our  cordial  thanks  for  their  many  courtesies. 

"To  the  officers  and  instructors  of  our  technical  institutions,  who  are 
furnishing  to  the  engineering  profession  each  year  young  men  well  trained 
for  their  duties  and  constituting  a  valuable  addition  to  our  engineering  de- 
partments, the  Boston  Society  of  Civil  Engineers  extends  the  assurance  that 
it  fully  appreciates  the  good  work  they  have  in  hand  and  congratulates  them 
on  the  material  progress  they  have  made  during  the  last  few  years. 

"I  wish  to  thank  the  officers  and  representatives  of  the  kindred  engineer- 
ing societies, — many  of  whom  have  made  personal  sacrifices  to  be  present 
with  us  this  evening, — for  their  interest  in  this  meeting  and  in  our  Society. 
I  think  it  is  important  that  there  should  be  a  closer  fellowship  between  the 
several  engineering  societies,  and  a  cordial  co-operation  of  the  civil  en- 
gineer with  the  mechanical,  the  electrical  and  the  mining  engineer,  and  the 
many  others  who  are  specialists  in  their  particular  lines.  This  co-operation, 
in  my  opinion,  is  very  important  in  order  to  secure  the  best  results,  and  is 
absolutely  necessary  in  these  days  of  large  enterprises.  For  example,  the 
elevated  railroad,  which  was  recently  completed  in  this  city,  was  the  result 
of  the  work  of  civil  engineers,  electrical  engineers,  mechanical  engineers, 
signal  engineers,  gas  engineers,  architects,  chemists  and  the  operating  de- 
partment, all  working  to  the  same  end. 

"We  cannot  successfully  work  out  the  great  problems  which  confront  us 
to-day  unless  we  make  use  of  the  knowledge  possessed  by  the  experts  in  the 
several  branches  of  engineering;  but  if  we  all  work  together,  each  in  full 
sympathy  with  the  others,  we  shall  successfully  follow  our  vocation,  which 
consists  in  directing  the  'great  sources  of  power  in  nature  to  the  use  and 
convenience  of  man.' 
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"Among  the  engineers  who  were  instrumental  in  starting  our  Society 
in  1848,  was  George  A.  Parker,  whom  I  well  remember  meeting  at  the  time 
when  I  occupied  the  position  of  chairman  on  a  railroad  survey.  Mr.  Parker 
was  a  man  of  tremendous  energy  and  nerve,  an  able  engineer,  and,  as  I 
look  back  over  his  life,  I  should  say  that  he  left  at  least  three  monuments 
of  his  skill,  viz,  the  bridge  over  the  Connecticut  River  at  Bellows  Falls,  .the 
bridge  over  the  Susquehanna  River  on  the  Philadelphia  and  Baltimore  Rail- 
road, and  the  beautiful  estate  in  Lancaster  which  he  transformed  from  a 
rough  area  to  a  beautiful  park,  where  he  made  his  home,  and  which  is  now 
occupied  by  his  children.  We  are  honored  in  having  with  us  this  evening 
one  of  his  sons,  Mr.  Herbert  Parker,  the  Attorney-General  of  Massachusetts, 
whom  I  now  present  to  you." 

Attorney-General  Parker  paid  a  tribute  to  the  monuments  of  engineers, 
and  said  that  he  looked  upon  the  achievements  of  the  profession  as  a  mark  of 
the  progress  of  human  intelligence  and  genius.  He  said,  in  part,  "When  I 
see,  in  the  central  part  of  the  State  where  I  live,  hills  taken  away,  valleys 
filled  up,  rivers  diverted  from  their  courses,  and,  seemingly  from  the  bowels 
of  the  earth,  an  immense  masonry  wall  rise  skyward,  and  am  told  that  some 
day  a  vast  inland  lake  will  be  confined  behind  it,  I  ask  myself  what  monu- 
ment can  a  lawyer  leave  behind  that  will  compare  with  this.  People  fear 
that  this  large  dam,  impounding  the  water,  threatens  the  lives  of  the  dwellers 
in  the  valley  night  and  day ;  but  the  issue  has  been  tried,  and  the  valley 
below  the  dam  is  found  to  be  as  safe  after  as  it.  was  before.  But  lawyers 
have  had  a  hand  in  the  work.  There  were  cases  of  land  damages  to  settle, 
and  I  pity  my  successors  in  office  who  will  wrestle  with  the  cases  of  'eminent 
domain'  of  the  future ;  for  the  value  of  land  has  now  ceased  to  be  expressed 
by  mutual  agreement  of  a  sharp  buyer  and  an  equally  sharp  seller.  It  is 
rtiore  apt  to  be  rated  by  the  engineers  who  are  to  work  upon  it.  Think  of  the 
tribulations  of  my  successor  when  such  a  case  comes  up.  From  one  point  of 
view  the  land  is  looked  upon  as  so  much  gravel,  while  the  gravel  can  be  made 
to  represent  a  gold  mine  in  the  future  when  it  will  be  needed  for  grading 
a  railroad  which  your  contemporaries  will  eventually  run  through  the  dis- 
trict. Our  legal  profession  has  its  monuments,  and  they  are  as  lasting  as 
time  itself.  They  are  as  corporeal  as  yours ;  but,  long  after  your  steel 
bridges  and  stone  work  are  gone,  there  will  still  be  a  law  in  the  land." 

The  President  next  introduced  Mr.  James  M.  Dodge,  President  of  the 
American  Society  of  Mechanical  Engineers.  Mr.  Dodge,  after  reviewing  the 
history  of  the  guilds  which  all  trades  once  had,  pointed  out  the  importance 
of  the  trades  school  to  young  men,  and  the  need  of  such  schools  in  the 
present  condition  of  industry.  He  said  that  they  should  be  encouraged  and 
the  intelligence  of  the  workingman  thereby  improved.  All  professions  should 
employ  the  best  of  skilled  labor. 

The  President,  in  introducing  the  next  speaker,  said  that  engineers  are 
always  interested  in  the  work  of  the  Legislature.  They  watch  it  with  great 
care  from  year  to  year,  because  the  Legislature  gives  the  first  notice  of 
great  public  improvements  which  are  contemplated.  The  President  then 
introduced  Mr.  Robert  Luce,  of  Somerville,  a  member  of  the  present  Legisla- 
ture. 

Mr.  Luce  spoke  of  the  increased  co-operation  among  men,  the  large 
public  works  which  modern  Legislatures  undertake  for  the  good  of  the 
public  and  the  reliance  which  the  Legislature  places  on  the  technical  advice 
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of  the  engineering  associations.  He  felt  that  learned  bodies  keep  Massa- 
chusetts a  center  of  intelligence  and  skill,  and  set  the  standards  of  work 
high  and  keep  them  high. 

The  next  speaker  was  Mr.  Charles  F.  Scott,  of  Pittsburg,  President  of 
the  American  Institute  of  Electrical  Engineers,  who  indorsed  the  idea  of  co- 
operation and  said  that  its  influence  would  be  shown  on  the  members  of  the 
societies  and  the  community.  He  said  that  the  days  of  narrow  specialism 
were  past,  and  that  the  modern  idea  of  mutual  intercourse,  evidenced  in  the 
formation  of  local  societies,  would  enable  engineers  to  better  undertake  the 
problems  of  progress.  He  suggested  the  establishment  of  engineering  build- 
ings in  large  cities,  where,  by  a  co-operation  of  societies,  men  of  various 
professions  could  be  benefited  by  coming  together. 

Prof.  George  F.  Swain,  a  Director  of  the  American  Society  of  Civil 
Engineers,  responded  for  that  Society  and  mentioned  its  great  influence  and 
prestige.  He  said  the  Society  should  include  all  engineers  who  are  com- 
petent to  join,  and  especially  urged  all  young  men  to  become  members. 

The  other  speakers  were  Prof.  John  H.  Kinealy,  a  former  President 
of  the  Engineers'  Club  of  St.  Louis,  and  Capt.  William  E.  McKay,  President 
of  the  New  England  Association  of  Gas  Engineers. 

The  guests  of  the  Society,  in  addition  to  the  speakers  already  mentioned, 
were  General  W.  A.  Bancroft,  the  President  of  the  Boston  Elevated  Railway 
Company;  Mr.  H.  P.  Eddy,  Superintendent  of  Sewers  of  Worcester;  Robert 
B.  Davis,  C.E.,  and  Mr.  Frank  C.  Stowell,  of  the  Boston  Elevated  Railway 
Company. 

Music  was  furnished  by  members  of  the  Apollo  Quartette  of  Boston. 


Boston,  March  18,  1903. — The  annual  meeting  of  the  Boston  Society  of 
Civil  Engineers  was  held  at  Chipman  Hall,  Tremont  Temple,  at  7.40  p.m., 
President  George  A.  Kimball  in  the  chair;  seventy-six  members  and  visitors 
present. 

The  record  of  the  last  meeting  was  read  and  approved. 

The  Secretary  read  a  letter  from  Mr.  Leonard  Metcalf  requesting  that  a 
letter  received  from  Mr.  T.  Howard  Barnes  since  last  meeting  should  be 
read  to  the  Society.  The  letter  was  then  read  and  by  a  vote  was  referred 
to  the  Committee  on  By-laws. 

The  following  were  elected  members  of  the  Society:  Messrs.  Percy  C. 
Barney,  Charles  R.  Gow,  David  A.  Hartwell,  Harry  S.  R.  MacCurdy,  Lewis 
F.  Patstone  and  Dean  C.  Warren. 

The  Secretary  read  the  annual  report  of  the  Board  of  Government, 
which  was  accepted  and  ordered  to  be  placed  on  file. 

The  Secretary  also  read  his  annual  report,  w^hich  was  accepted  and  or- 
dered to  be  placed  on  file. 

The  Treasurer  read  his  annual  report,  which  was  also  accepted  and  or- 
dered to  be  placed  on  file. 

The  report  of  the  Committee  on  Excursions  was  read,  accepted  and 
ordered  to  be  placed  on  file. 

The  Librarian  presented  and  read  the  annual  report  of  the  Committee  on 
the  Library,  which  was  accepted  and  ordered  to  be  placed  on  file. 
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]\Ir.  Howe,  in  the  absence  of  the  Chairman  of  the  Committee  on  Quarters, 
made  a  verbal  report,  which  was  accepted. 

Mr.  Howe  also  presented  the  report  of  the  Committee  on  Advertise- 
ment?.  which  was  accepted  and  ordered  to  be  placed  on  file. 

yir.  Coftin,  for  the  Committee  on  By-laws,  made  a  verbal  report  of 
progress,  and,  on  motion  of  Mr.  Hodgdon,  it  was  voted  to  continue  the  com- 
nn'ttee  as  at  present  constituted. 

On  motion  of  the  Secretary,  the  recommendation  of  the  Board  of  Gov- 
ernment that  the  practice  of  buying  standard  engineering  books  be  continued 
was  adopted. 

Mr.  McKibbcn  then  offered  the  following  vote,  which  was  adopted : 

\"otcd :  That  the  Board  of  Government  be  authorized  to  negotiate  with 
the  New  England  Association  of  Gas  Engineers  in  the  matter  of  the  use  of 
the  rooms  and  library  of  the  Society  by  members  of  that  Association,  and 
that  the  President  and  Treasurer  be  authorized  to  sign  such  agreements  as 
in  the  judgment  of  the  Board  it  is  desirable  to  execute. 

On  motijon  of  Mr.  F.  L.  Fuller,  it  was  voted  to  refer  to  the  Board  of 
Government,  with  full  power,  the  question  of  appointing  the  several  special 
committees  of  the  Society  and  the"  selection  of  the  members  thereof. 

On  motion  of  Mr.  Sherman,  it  was  voted  to  continue  the  Committee  on 
Boston  Building  Laws  as  appointed  at  the  last  meeting. 

On  motion  of  Mr.  Higgins,  it  was  voted  to  appoint  a  committee  of 
three  to  consider  the  matter  of  a  badge  for  the  Society  and  to  submit  a 
design  for  t.he  same.  The  President  has  appointed  as  that  Committee 
JMessrs.  Isaac  Rich,  A.  E.  Burton  and  R.  A.  Hale. 

On  motion  of  Mr.  Brooks,  the  thanks  of  the  Society  were  voted  to  Mr. 
Frank  C.  Stowell  for  the  interesting  talk  given  the  Society  at  the  informal 
meeting  of  February  25,  1903.  . 

On  motion  of  Mr.  Rice,  the  thanks  of  the  Society  were  voted  to  Mr. 
Everett  Morss,  of  the  Simplex  Electrical  Company,  for  courtesies  extended 
this  afternoon  during  the  visit  to  the  works  of  that  company. 

;Mr.  A.  W.  Parker  read  the  paper  of  the  evening  entitled,  ''Early  and 
Curious  Types  of  the  Cantilever  Bridge  in  New  England,"  which  was  illus- 
trated by  lantern  slides.  The  Secretary  read  a  short  discussion  of  the 
paper  by  Mr.  J.  R.  Worcester,  and  the  discussion  was  continued  by  Messrs. 
Rice.  Hartwell,  Dean  and  others. 

On  motion  of  Mr.  Brooks,  the  thanks  of  the  Society  were  voted  to  Mr. 
Parker  for  his  interesting  paper. 

President  George  A.  Kimball  then  delivered  a  short  address,  speaking 
sulistantially  as  follows : 

ADDRESS  OF  PRESIDENT  GEORGE  A.  KIMBALL. 

In  closing  our  work  for  the  year,  I  wish  to  thank  you  for  the  great 
honor  which  you  conferred  upon  me  a  year  ago  in  electing  me  your  President. 
It  has  been  a  pleasure  to  serve  you  in  this  capacity,  and  I  shall  always  cherish 
this  mark  of  respect  which  I  have  received  at  your  hands. 

I  also  wish  to  thank  the  officers  and  members  of  the  Society  for  their 
kind  co-operation  during  the  year.  Much  credit  is  due  to  those  who  have 
prepared  and  read  papers  before  the  Society  at  the  regular  meetings,  and  to 
those  who  have  taken  part  in  the  discussions.  Our  thanks  are  also  due  to 
those  who  have  given  us  verbal  descriptions  of  their  work  and  methods  at 
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the  informal  meetings,  and  to  others  who  have  furnished  us  with  opportuni- 
ties to  examine  many  interesting  engineering  works  during  construction. 

Our  Society  is  now  strong  and  influential.  We  have  509  members. 
Our  financial  condition  is  good,  our  annual  dues  are  sufficient  to  meet  our 
current  expenditures  and  we  have  nearly  $15,000  accumulated  as  a  permanent 
fund.  It  is  probable  that  this  will  increase  at  the  rate  of  $1000  per  year  for 
the  next  few  years,  and  it  is  hoped  that  in  the  near  future  we  may  have  a 
building  of  our  own. 

Our  library  contains  nearly  5000  volumes  of  valuable  engineering  litera- 
ture ;  it  is  located  in  a  central  and  convenient  place  in  the  city,  is  well  ar- 
ranged and  is  a  great  convenience  to  our  members. 

The  work  of  the  Society  in  the  past  has  been  excellent ;  valuable  papers, 
which  are  a  material  addition  to  our  personal  libraries,  have  been  contributed 
and  published.  The  influence  of  the  Society  in  the  community  is  good  and 
is  constantly  increasing.  It  has  the  respect  and  confidence  of  public  officials 
and  others  with  whom  its  members  associate  in  business,  and  it  is  also 
repected  and  looked  up  to  by  engineers  all  over  the  country,  both  because  it 
is  the  oldest  engineers'  society  in  this  country  and  one  of  the  largest  of  the 
local  societies,  and  because  a  marked  advancement  in  the  profession  itself  has 
been  made  through  the  efforts  of  its  members. 

The  question  which  I  wish  to  ask  of  the  members  of  this  Society  to- 
night, and  which  I  wish  you  would  consider,  is  this  :  Is  the  Boston  Society 
of  Civil  Engineers — considering  its  present  strength,  wealth  and  influence — 
making  itself  as  useful  in  the  community  as  it  should?  I  think  not.  We 
are  too  narrow ;  we  confine  ourselves  too  closely  to  a  single  branch  of  civil 
engineering.  This  narrow  policy  was  well  enough  a  few  years  ago  when 
nearly  all  the  engineers  in  this  vicinity  were  engaged  in  municipal  work  con- 
sisting mostly  of  small  undertakings,  but  to-day  we  are  dealing  with  large 
and  varied  problems.  The  design  and  construction  of  all  our  great  improve- 
ments require  trained  men  from  all  branches  of  the  engineering  profession. 

I  am  convinced  that  it  is  the  mission  of  our  Society  to  bring  together  un- 
der one  roof  the  men  who  are  engaged  in  the  several  branches  of  our  profes- 
sion, arrange  for  the  presentation,  discussion  and  publication  of  papers  in  each 
of  the  several  branches  of  engineering,  provide  for  informal  meetings  where 
members  may  engage  in  the  investigation  and  free  discussion  of  the  many 
important  details  that  now  enter  into  all  our  designs,  furnish  opportunities 
for  social  intercourse  among  members  where  they  may  seek  and  obtain  ad- 
vice in  regard  to  the  particular  work  which  they  may  have  in  hand  and 
cheer  and  help  each  other  to  surmount  the  difficulties  which  must  con- 
stantly be  overcome  in  connection  with  the  exacting  duties  of  our  profession. 
The  civil  engineer  needs  the  help  of  engineers  who  are  trained  in  other 
branches  of  engineering  work;  he  cannot  make  a  great  success  without  them; 
they  also  need  him,  and  through  our  Society  they  can  be  of  great  assistance 
to  each  other. 

My  friend,  the  late  Albert  F.  Noyes,  who  was  your  President  in  1896, 
called  your  attention  to  this  matter,  and  I  quote  a  few  extracts  from  his 
address  : 

''The  Society  has  already  become  so  large  that  there  are  sufficient  num- 
bers of  representatives  of  almost  every  branch  of  engineering  to  form  a 
nucleus  for  the  organization  of  a  separate  society  representing  the  interests 
of  each  branch.    Already  have  the  interests  in  water-works  and  highway  con- 
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struction  and  maintenance  become  so  great  that  organizations  have  been 
formed  which  have  included  in  their  membership  a  large  number  of  members 
of  this  Societ^^" 

"There  are.  however,  other  branches  of  engineering,  namely,  the  mechani- 
cal, the  marine,  the  railroad,  the  municipal,  the  electrical  and  the  sanitary 
engineer,  whose  membership  in  the  Society  ha.ve  become  so  large  as  to  lead 
some  to  seriously  consider  the  organization  of  societies  or  clubs  dealing  with 
questions  of  special  interest  to  their  branch  of  the  profession.  There  does 
not  appear  to  be  the  large  field  from  which  to  draw  any  considerable  number 
of  persons  to  such  societies  or  clubs  if  formed,  who  would  not  be  eligible 
for  membership  to  this  Society;  hence  the  organization  of  such  societies  can 
be  considered,  if  withdrawing  attendance  and  interests  in  this  Society,  as  a 
means  of  decreasing  its  usefulness. 

"The  question  now  before  us,  as  the  membership  increases,  and  its 
numbers  become  so  great  as  to  make  the  body  in  some  respects  unwieldy,  is 
how  to  get  the  greatest  possible  good  to  all  working  in  the  special  lines 
which  the  profession  is  bound  to  divide  itself  into.  As  it  is  necessary  that 
each  specialist  should  be  in  touch  with  the  other's  works,  it  is,  I  believe,  by 
the  work  of  this  Society,  that  these  results  can  be  accomplished." 

I  would  recommend  that  the  Society  take  up  the  several  branches  of 
engineering  as  fast  as  the  needs  of  our  community  require.  From  an  investi- 
gation of  the  conditions  now  prevailing,  I  believe  it  should  immediately 
organize  branches  for  the  study  of  mechanical  engineering  and  sanitary 
engineering  to  meet  needs  already  existing.  There  are  no  local  societies 
in  this  vicinity  devoted  to  these  subjects,  and  I  am  convinced  that  there  are 
many  young  men  who  would  join  us  if  these  topics  were  to  be  treated  by  our 
Society. 

I  would  suggest  that  each  of  the  several  branches  be  placed  in  charge 
of  a  Vice-President,  who  shall  himself  be  an  expert  in  his  particular  branch, 
and  under  the  direction  of  the  Board  of  Government  shall  have  charge  of 
all  matters  relating  to  that  branch  of  the  Society. 

At  the  conclusion  of  his  address  the  President  called  for  the  report 
of  the  tellers  of  election,  Messrs.  A.  L.  Plimpton  and  Herbert  R.  Stearns. 
In  accordance  with  their  report  the  following  officers  were  declared  elected : 

President — Ira  N.  Hollis. 

Vice-President   (for  two  years) — Dwight  Porter. 

Secretary — S,  Everett  Tinkham. 

Treasurer — Edward  W.  Howe. 

Librarian — Frank   P.   McKibben. 

Director  (for  two  years) — ^Joseph  R.  Worcester. 

Before  declaring  the  meeting  adjourned,  the  President  requested  Messrs. 
F.  O.  Whitney  and  H.  B.  Wood  to  conduct  the  President-elect  to  the  chair, 
where  he  was  greeted  by  the  retiring  President  and  presented  to  the  So- 
ciety. Professor  Hollis  thanked  the  members  for  the  honor  of  the  election 
to  the  Presidency  of  the  Society  and  promised  his  best  efforts  for  the  interest 
of  the  Society  during  the  coming  year. 

Adjourned.  S.  E.  Tinkham,  Secretary. 

Annual  Report  of  the  Board  of  Government  for  the  Year  1902-1903. 

Boston,  March  18,  1903. 
To  the  Members  of  the  Boston  Society  of  Civil  Engineers: 

In  compliance  with  the  requirements  of  the  Constitution  the  Board  of 
Government  submits  its  report  for  the  year  ending  March  18,  1903. 
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At  the  last  annual  meeting  the  total  membership  of  the  Society  was  507, 
of  which  499  were  members,  2  honorary  members  and  6  associates. 

During  the  past  year  we  have  lost  14  members,  9  by  resignation,  3  by 
forfeiture  of  membership  for  non-payment  of  dues  and  2  have  died. 

There  have  been'  added  to  the  Society  during  the  year  16  members,  15 
elected  by  vote  of  the  Society  and  i  temporary  member  has  been  admitted  by 
the  Board  of  Government.  Our  present  membership  consists  of  2  honorary 
members,  5  associates  and  502  members,  a  total  of  509. 

The  record  of  deaths  during  the  year  is  Frank  E.  Fuller,  died  August  i, 
1902;  Henry  Mitchell,  died  December  i,  1902. 

Eleven  meetings  have  been  held  during  the  year,  nine  regular  and  two 
special,  and  the  twenty-first  annual  dinner  was  given  at  the  Hotel  Vendome 
on  March  3,  1903.  The  average  attendance  at  the  regular  and  special  meet- 
ings was  86.  The  largest  attendance  was  158  and  the  smallest  28.  The 
attendance  at  the  annual  dinner  was  146. 

The  following  papers  have  been  read  at  the  several  meetings : 

March  19,  1902.— Prof.  L.  P.  Kinnicutt,  "The  Present  Status  of  the 
Sewage  Purification  Problem  in  England."     (Illustrated.)     Discussion. 

Address  of  President  L.  B.  Bidwell. 

April  16,  1902. — Mr.  Desmond  FitzGerald,  "Talk  on  Chicago  Drainage 
Canal."     (Illustrated.) 

May  14,  1902. —  (Special  in  place  of  regular  May  meeting.) 

Mr.  George  B.  Francis,  "Light  Mountain  Railways." 

Mr.  George  B.  Francis.  "Street  Railway  System  of  Providence  and 
Vicinity." 

Mr.  Arthur  L.  Plimpton.— "Street  Railway  Track  Construction  in  City 
Streets." 

Mr.  Henry  :\Ianley,  "Relation  of  Street  Railway  Tracks  to  the  Paving 
of  City  Streets." 

Mr.  Gilbert  Hodges,  "Track  and  Overhead  System  for  an  Interurban 
Electric  Railway." 

Mr.  Harold  Parker,  "Street  Railways  and  State  Highways." 

June  18,  1902,  Mr.  F.  W.  Hodgdon,  "Surveys  for  a  Canal  from  Taunton 
River  to  Boston  Harbor." 

September  17,  1902.— Mr.  Howard  A.  Carson,  "Tunnel  Construction 
Under  Water."  Discussions  of  ^Ir.  John  F.  O'Rourke,  C.E.,  of  New  York, 
and  Mr.  John  Ericson,  City  Engineer  of  Chicago.     (Illustrated.) 

October  22,  1902.— Mr.  Edmund  K.  Turner,  "The  Abolition  of  Grade 
Crossings  in  Massachusetts."     Discussion. 

November  19,  1902. — Mr.  X.  Henry  Goodnough,  "A  Description  of 
Sewage  Disposal  Systems  in  Massachusetts."     (Illustrated.) 

Mr.  F.  Herbert  Snow,  "Adaptability  of  Massachusetts  Methods  to  Sewage 
Disposal  Problem  in  Other  States."  Discussion  by  Mr.  Harrison  P.  Eddy, 
Superintendent  of  Sewers,  Worcester,  Mass.,  and  members  of  the  Society. 

December  17,  1902.— Mr.  Elmer  L.  Corthell  on  "Argentina,  Past,  Present 
and  Future."     (Illustrated.) 

January  14,  1903  (special). — Mr.  Frank  S.  Hart,  "A  Comparison  of 
Three  Methods  of  Estimating  Quantities  of  Soil  Stripping  from  Water  Sup- 
ply Reservoirs." 
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Mr.  Charles  A.  Bowman,  ''Method  used  in  Estimating  Soil  Stripping  on 
the  Wachusett  Reservoir."     Discussion. 

January  28,  1903. — Mr-  J.  R.  Worcester  on  "Boston  Foundations."  Dis- 
cussion. 

Mr.  A.  H.  French.  "Foundations  of  Longwood  Avenue  Bridge." 

President  George  A.  Kimball,  "Foundations  for*%he  Elevated  Structures 
of  the  Boston  Elevated  Railway."     Memoir  of  F.  E.  Fuller. 

February  18,  1903. — i\Ir.  Robert  B.  Davis,  "Foundations  for  Coal  Pocket 
at  Lincoln  Wharf." 

]\Ir.  Clarence  T.  Fernald,  "Failure  of  a  Sea  Wall  and  its  Reconstruction." 
Continuation  of  discussion  on  foundations  with  papers  by  G.  B.  Francis, 
R.  A.  Hale,  L.  M.  Hastings,  H.  S.  Adams,  William  Parker  and  others. 

Mr.  H.  S.  R.  MacCurdy,  "Concrete  Sheeting." 

Mr.  F.  W.  Hodgdon,  "Action  of  Sea  Worms  on  the  Foundations  in  Bos- 
ton Harbor."     Memoir  of  ]\I.  W.  Oliver. 

Seven  informal  meetings  have  been  held  in  the  Society's  library  during 
the  past  year.     The  subjects  discussed  at  these  meetings  have  been  as  follows: 

March  26,  1902. — Mr.  Henry  S.  Adams,  "Placer  Mining." 

April  2,  1902. — Mr.  Edward  D.  Sabine,  "Pneumatic  Tube  for  Parcel  De- 
livery in  Boston." 

January  7,  1903.— William  E.  McClintock,  "State  Road  Construction.'^ 

February  4,  1903. — H.  F.  Bryant,  "Reconstruction  of  Foundations  under 
Hotel  Wollaton,  Brookline." 

February  11,  1903. — Lewis  M.  Hastings,  "Separate  Sewer  Construction 
in  Cambridge." 

February  25,  1903. — Frank  C.  Stowell,  Roadmaster,  Elevated  division, 
Boston  Elevated  Railway,  "Electric  Pneumatic  Block  System  used  in  Operat- 
ing the  Elevated  Trains." 

March  11,  1903.— Percy  C.  Barney,  "Work  at  Charlestown  Navy  Yard." 

During  the  year  under  the  authority  of  a  vote  of  the  Society  there  has 
been  executed  with  the  Tremont  Temple  Baptist  Church  a  lease  of  our  present 
quarters  for  a  term  of  three  years,  with  the  privilege  of  renewal  for  three 
years.  A  lease  has  also  been  executed  with  the  New  England  Water  Works 
Association  for  three  years.  The  Hersey  Manufacturing  Company  still 
occupy  the  room  as  tenant  at  will. 

An  inquiry  has  been  made  by  the  directors  of  the  New  England  Associa- 
tion of  Gas  Engineers  with  regard  to  the  use  of  our  rooms  by  its  members, 
and  for  an  opportunity  to  place  there  the  few  books  which  the  Association 
©wns.  The  Board  has  replied  that  it  viewed  with  favor  any  movement 
tending  towards  a  common  headquarters  of  the  several  engineering  societies 
located  in  Boston.  While  no  official  notification  has  been  received  of  any 
action  taken  by  the  Association  of  Gas  Engineers,  the  Board  understands 
that  a  vote  has  been  passed  by  authority  of  which  application  will  be  made 
to  this  Society  for  the  use  of  our  rooms  by  members  of  that  Association. 

The  Board  of  Government  believes  that  the  practice  begun  five  years 
ago  of  buying  standard  engineering  books  for  the  library  has  proved  bene- 
ficial and  would  recommend  that  it  be  continued  for  the  coming  year. 

Respectfully  submitted  for  the  Board  of  Government. 

George  A.  Kimball,  President. 
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Abstract  of  the  Treasurer's  and  the  Secretary's  Reports  for  the 
Year  1902-1903. 
Receipts:  current  fund. 

Dues  from  new  members '•  •  •  •  $66.00 

Dues  for  year  1894-1895   700 

Dues  for  year  1902-1903 ■. 3.412.00 

Dues  for  year  1903-1904 5900 

Sales  of  Journals  and  from  library  fines ii-77 

Rent  of  rooms   900.00 

Advertisements  in  Journal  140.00 

Interest  on  deposits i4- 14 

Balance  on  hand,  ]\Iarch  20,  1902 593-70 

$5,203.61 

Expenditures: 

Rent  $1,650.60 

Association  of  Engineering  Societies   1,015.95 

Transfer   to   Permanent  Fund    500.00 

Printing,  postage  and  stationery 4^3-95 

Secretary's   salary    400.00 

Library  supplies  and  clerical  assistance 137-48 

Incidentals 1 18.34 

Reporting    meetings    ^  96-50 

Binding 79-40 

Periodicals   61.75 

Annual   dinner    65.50 

Stereopticon  at  meetings  ". -  50.00 

Lighting  rooms I7-4I 

Books  10.30 

Insurance    14-3^ 

Commission  on  advertisements   42.00 

4,683.54 

Balance  on  hand,  ]\Iarch  18,- 1903 $520.07 

Receipts:  permanent  fund. 

Transfer  from   Current   Fund    $500.00 

Savings  banks,  interest  on  deposits  234.35 

Workingmen's  Co-operative  Bank  (shares  retired) 199-58 

Merchants'  Co-operative  Bank  (shares  retired) 182.53 

Subscription  to  Building  Fund   100.00 

Interest  on  bond   36.00 

Fifteen  entrance  fees 150.00 

Balance  on  hand,  March  20.  1902 4-50 

$1,406.96 

Expenditures: 

Dues  on  shares  Workingmen's  Co-operative  Bank $304.04 

Dues  on  shares  JMerchants'  Co-operative  Bank 304.00 

Dues  on  shares  Volunteer  Co-operative  Bank 300.00 

Deposit  in  Provident  Institution  for  Savings 43-03 

Deposit  in  Boston  Five-cents  Savings  Bank   40-i5 

Deposit  in  Eliot  Five-cents  Savings  Bank 38-49 

Deposit  in  Warren  Institution  for  Savings 37-99 

Deposit  in  Institution  for  Savings  in  Roxbury   37-52 

Deposit  in  Franklin  Savings  Bank 37-17 

1,142.39 

Balance  on  hand,  March  18,  1903   $264.57 
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PROPERTY  BELONGING  TO  THE   PERMANENT  FUND,    MARCH    l8,    I9O3. 

25  shares  Volunteer  Co-operative  Bank $2,824.25 

25  shares  Workingmen's  Co-operative  Bank  2,508.27 

25  shares  Merchants'  Co-operative  Bank 1,926.42 

Deposited  in  Provident  Institution  for  Savings 1,262.28 

Deposited  in  Boston  Five-cents  Savings  Bank 1,177.28 

Deposited  in  Eliot  Five-cents  Savings  Bank 1,129.07 

Deposited  in  Warren  Institution  for  Savings 1,114.60 

Deposited  in  Institution  for  Savings  in  Roxbury 1,101.42 

Deposited  in  Franklin  Savings  Bank  1.090.58 

One  Republican  Valley  Railroad  bond  (par  value)    600.00 

Cash  on  deposit  in  Old  Colony  Trust  Co 264.57 

$14,998.74 
Amount  as  per  last  annual  report 13,650.74 

Increase  during  the  year $1,348.00 

TOTAL   PROPERTY  OF   THE    SOCIETY   IN  THE   POSSESSION   OF   THE   TREASURER. 

Permanent  Fund $14,998.74 

Current  Fund   520.07 

$15,518.81 
Amount  as  per  last  annual  report  .' 14,244.44 

Total  increase  during  the  year $1,274.37 


Report  of  Committee  on  Excursions. 

Boston,  March  18,  1903. 
To  the  Members  of  the  Boston  Society  of  Civil  Engineers: 

The  Committee  on  Excursions  submits  herewith  its  annual  report. 

Thirteen  excursions  have  been  made  during  the  year,  as  follows : 

April  16,  1902. — To  the  wharves,  sheds  and  warehouse  of  the  Boston  and 
Albany  Railroad  Company,  at  East  Boston.     Attendance,  25. 

May  14,  1902. — To  the  car  house,  machine  shop  and  power  station 
of  the  Union  Railway  Company,  at  Providence,  R.  I.     Attendance,  60. 

June  18,  1902. — To  the  Metropolitan  High  Level  Sewer  and  the  Forbes 
Hill  Reservoir,  at  Quincy.     Attendance,  20. 

July  23,  1902. — To  the  concrete  sea  wall,  built  by  the  Harbor  and  Land 
Commission,  at  Hull,  and  to  the  Metropolitan  Park  Reservation,  at  Nan- 
tasket  Beach.     Attendance,  45. 

September  17,  1902. — To  the  Stony  Brook  Conduit,  at  Jamaica  Plain. 
Attendance,  16. 

September  20,  1902.— To  the  launching  of  the  cruiser  "Des  Moines,"  at 
the  Fore  River  Shipyard,  and  to  the  Metropolitan  Sewage  Outfall  at  Nut 
Island,  Quincv.     Attendance,  170. 

October  15,  1902.— To  the  Natick  Reservoir.     Attendance,  30. 

October  22,  1902.— To  the  Weston  Aqueduct.     Attendance,  25. 

November  19,  1902.— To  the  Wachusett  Dam,  at  Clinton.    Attendance,  20. 

December  19,  1902.— To  the  Charlestown  Navy  Yard.     Attendance,  25. 
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January  28,  1903. — To  the  American  Waltham  Watch  Company's  factory, 
at  Waltham.     Attendance,  80. 

February  18,  1903. — To  the  instrument  factory  of  C.  L.  Berger  &  Sons. 
Attendance,  20. 

March  18,  1903. — To  the  factories  of  the  Simplex  Electrical  Company, 
Eastern  Expanded  Metal  Company,  and  Morss  &  White,  Cambridge.  At- 
tendance, 25. 

Total  attendance,  560;  average  attendance,  43. 

Twenty-four  pages  of  the  "Bulletin  of  Engineering  Work"  have  been 
published  during  the  year.  The  committee  wishes  to  thank  those  who  have 
aided  in  this  work. 

There  is  a  cash  balance  of  $21.18  in  the  hands  of  the  Treasurer. 
Respectfully  submitted, 

J.  A.  Holmes,  Chairman, 
D.  C.  Webb,  Sec'y  and  Treas., 
H.  D.  Woods, 

H.  K.   HiGGINS, 

D.  L.  Hubbard. 


Report  of  the  Library  Committee. 

Boston,  March  18,  1903. 
To  the  Members  of  the  Boston  Society  of  Civil  Engineers: 

The  Committee  on  the  Library  makes  the  following  report  for  the  year 
1902- 1903: 

During  the  past  year  237  bound  volumes  have  been  added  to  the  library, 
4  of  these  have  been  purchased  by  the  Society,  50  are  gifts,  148  are  public 
reports  and  miscellaneous  volumes  received  already  bound  from  their  original 
sources,  and  35  have  been  bound  by  this  Society.  The  last  accession  number 
is  5000,  but  this  does  not  represent  the  actual  number  of  books  in  the  library, 
for  in  some  past  years  pamphlets  were  given  an  accession  number.  A  new 
periodical  case,  in  which  are  kept  the  current  numbers  of  the  smaller  publi- 
cations, has  been  added  during  the  year,  and  has  been  found  very  useful. 

The  principal  gifts  are  those  of  Mr.  R.  S.  Hale  and  Mr.  C.  W.  Folsom. 

Within  a  year's  time  more  shelf  room  will  be  needed.  This  can  be  pro- 
vided by  the  addition  of  a  suitable  bookcase  or  by  enlarging  the  present 
quarters.  Some  room  can  be  gained  by  disposing  of  duplicate  books,  pam- 
phlets and  periodicals,  and  this  should  be  done  at  once.  Many  complete 
sets  of  pamphlets  now  loose  on  the  shelves  or  in  pamphlet  cases  should  be 
bound,  and  an  effort  should  be  made  to  complete  the  files  of  many  of  the 
municipal  and  state  reports  and  periodicals.  Much  of  this  work  has  been 
done  during  the  past  year,  but  there  is  still  a  great  deal  to  do. 

The  committee  wishes  to  recommend  that  the  practice  of  buying  standard 
engineering  books  for  the  library  be  continued  for  the  coming  year. 

Respectfully  submitted, 

Frank  P.  McKibben, 
Henry   F.    Bryant, 
Frank  H.  Carter, 
Frederic  L  Winslow, 
Committee  on  the  Library. 
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Detroit  Engineering  Society. 


70TH  Regular  Meeting,  Detroit,  Mich.,  February  27,  1903. — Held  in 
the  parlors  of  the  Hotel  Ste.  Clair, 

After  the  usual  round-table  dinner  at  which  ten  members  were  present, 
the  meeting  was  called  to  order  by  the  President,  E.  E.  Haskell,  at  8.10  p.m. 

The  following  names  were  proposed  for  membership :  Clyde  Potts, 
U.  S.  Junior  Engineer,  33  Campau  Building,  proposed  by  Francis  C.  Shene- 
hon  and  H,  F.  Johnson;  Fred  O.  Ray,  civil  engineer  to  the  Park  and  Boule- 
vard Committee,  proposed  by  Clarence  W.  Hubbell  and  W.  E.  Hewitt.  The 
following  men  were  elected  to  resident  membership :  Theodore  Zealand, 
draftsman  with  Michigan  Central  Railroad,  proposed  by  Geo.  Parks;  James 
T.  Warner,  draftsman  with  Whitehead  &  Kales,  proposed  by  W.  R.  Kales; 
Wellington  Roberts,  U.  S.  Lake  Survey,  proposed  by  E.  E.  Haskell;  Fred 
W.  Haines,  Triumph  Electric  Company,  proposed  by  Byron  E.  Parks;  John 
A.  Ubsdell,  Jr.,  marine  architect  with  Great  Lakes  Engineering  Company, 
proposed  by  F.  Mason  and  W.  S.  Russel ;  F.  R.  Still,  American  Blower 
Company,  proposed  by  Geo.  Mattsson. 

Moved  by  Mr.  Geo.  Robinson  and  seconded  by  Byron  E.  Parks,  that  the 
nomination  of  Gardner  S.  Williams  to  represent  the  Society  upon  the  Board 
of  Managers  of  the  Association  of  Engineering  Societies  for  the  current 
year  be  confirmed.     Unanimously  carried. 

The  paper  of  the  evening,  entitled  "Some  Engineering  Experiences  in  a 
Tannery,"  was  then  read  by  Byron  E.  Parks,  and  discussed  by  Dr.  F.  T.  F. 
Stephenson,  N.  J.  Schorn,  C.  G.  Wrentmore,  Francis  Shenehon  and  others. 

President  Haskell  gave  notice  of  the  next  meeting  to  be  held  in  the 
Fellowcraft  Club  Hall,  on  April  3d,  at  which  time  E.  L.  Corthell  will  give 
an  illustrated  lecture  on  "Two  Years  as  Consulting  Engineer  in  the  Argen- 
tine Republic." 

The  meeting  then  adjourned.  C.  W.  Hubbell,  Secretary. 


Engineers'  Club  of  Minneapolis, 


165TH  Meeting,  Minneapolis,  Minn.,  March  16,  1903. — Called  to  order 
by  President  Avery,  in  the  County  Commissioners'  room.  Court  House. 
About  forty  members  and  visitors  were  present. 

The  following  new  names  were  proposed  for  membership:  Floyd  E. 
Gates,  W.  T.  Conant,  Henry  Hoke,  Leslie  E.  Benson,  H.  W.  Bennicke, 
John  Gemlo,  J.  R.  W.  Ambrose,  Frank  D.  Chase. 

A.  H.  Holt  was  elected  to  membership. 

Mr.  Redfield  reported  for  Mr.  Carroll,  Librarian,  that  a  library  suitable 
for:  the  purpose  could  be  obtained  for  less  than  $40. 

Mr.  Carroll  also  requested  that  $15  be  set  aside  for  binding  magazines 
now  on  hand.     No  action  was  taken  by  the  Club. 

The  special  committee  which  had  been  appointed  to  investigate  the 
advisability  of  making  an  exhibit  at  the  Louisiana  Purchase  Exhibition  at 
St.  Louis,  handed  in  a  report  recommending  that  such  an  exhibit  be  made. 
No  action  was  taken. 

The  program  of  the  evening  was  then  taken  up.  Mr.  C.  A.  P.  Turner 
read  a  paper  on  "County  Bridges."  He  outlined  the  loadings  which  should 
be  used  in  the  design  of  country  highway  work,  and  the  type  of  truss  to  be 
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selected  for  various  length  spans.  He  also  pointed  out  the  defects  in  the 
ordinary  highway  bridges  as  they  are  now  built,  and  called  attention  to  some 
of  the  faults  in  the  common  method  of  letting  highway  work,  comparing  it 
unfavorably  with  the  method  in  vogue  with  the  railroads.  A  discussion  of 
the  paper  followed  by  Messrs.  Fanning,  Hoag,  Oilman  and  Turner. 

Prof.  W.  R.  Hoag  then  read  a  paper  on  "The  Work  of  the  State  Drain- 
age Commission."  After  giving  a  short  account  of  the  early  attempts  at 
ditching  as  made  by  J.  J.  Hill  and  the  Red  River  counties,  Professor  Hoag 
outlined  the  systematic  and  effective  work  done  by  the  State.  He  also  gave 
an  account  of  some  of  the  difficulties  which  were  to  be  met  with  and  over- 
come, in  order  to  keep  the  ditches  in  repair.  About  fifty  slides  were 
shown. 

Mr.  Fanning  followed  with  some  reminiscences  of  his  own  work  in 
connection  with  the  ditches. 

A  motion  was  made  and  carried  that  both  papers  be  published  in  the 
Journal. 

The  meeting  then  adjourned.  J.  B.  Oilman,  Secretary. 


Engineers'  Society  of  AVestern  Ne^v  Tork. 

Regular  Meeting,  Buffalo,  N.  Y.,  February  3,  1903.— Held  at  their 
rooms,  533  Ellicott  Square,  Buffalo,  N.  Y.,  Tuesday,  February  3,  1903. 

The  meeting  was  called  to  order  by  Vice-President  Tutton  with  the  fol- 
lowing members  present :  Fell,  Bassett,  Golden,  Buttolph,  Boardman,  March, 
Kielland,  Haven,  Roberts,  Norton,  C.  M.  Morse,  Murphy,  Fruaff  and 
High  my. 

The  minutes  of  the  last  meeting  were  read  and  approved. 

The  application  of  Mr.  Reeves  Smith  for  admission  to  the  Society  as 
member  was  read.  This  having  been  approved  by  the  Executive  Board  was 
approved  by  the  Society  and  ordered  to  letter  ballot. 

Mr.  William  H.  Lawrence  and  Mr.  Henry  P.  Burgard  we^e  reported 
elected  to  membership  of  the  Society  as  associates. 

The  proposed  amendment  to  the  constitution  to  allow  all  classes  of  mem- 
bership the  right  to  vote  and  hold  office  was  seconded  by  two-thirds  of  the 
members  present. 

Mr.  George  H.  Norton  presented  a  paper  on  the  "Hydraulic  Questions 
of  the  proposed  Buffalo  River  Improvement." 

Messrs.  Tutton  and  Kielland  made  some  remarks  on  the  subject.  A 
vote  of  thanks  was  extended  to  Mr.  Norton  for  the  paper. 

Adjourned  at  10.30  p.m. 

Lee  W.  Eighmy,  Secretary. 
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Teclinical  Society  of  the  Pacific  Coast. 


Regular  Meeting,  San  Francisco.  Gal.,  March  6,  1903.— Called  to 
order  at  8.30  p.m.,  by  Past-President  Geo.  W.  Dickie. 

The  minutes  of  the  last  regular  meeting  were  read  and  approved. 

The  following  applicants  were  elected  to  membership:  Oliver  N.  San- 
ford,  of  San  Francisco,  and  Geo.  W.  Nichols,  of  Bella  Vista. 

The  following  applications  were  read  and,  having  been  acted  upon  by 
the  Board  of  Directors,  they  were  ordered  to  go  to  ballot : 

For  Members. — R.  W.  Myers,  electrical  expert,  U.  S.  Engineers  Depart- 
ment. Proposed  by  A.  Ballantyne,  Thomas  Smith  and  Adolf  Lietz ;  Augus- 
tus Kempkey,  Jr.,  civil  engineer,  of  Oakland,  Cal.  Proposed  by  Hermann 
Kower,  L.  J.  Le  Conte  and  E.  T.  Schild ;  J.  J.  Welsh,  architect,  of  San 
Francisco.     Proposed  by  A.  Ballantyne,  Thomas  Smith  and  Hermann  Barth. 

Mr.  G.  L.  P.  Marais  appeared  before  the  Society  on  behalf  of  Mr.  Eniile 
Villet,  civil  engineer,  and  addressed  the  members  on  the  subject  of  "Rein- 
forced Concrete  Work  as  Applied  to  Pile  and  Wharf  Building,"  describing 
Mr.  Villet's  method  of  constructing  armored  concrete  piles  that  may  be 
driven  with  a  hammer,  and  illustrating  the  designs  of  complete  wharf  struc- 
tures, made  of  reinforced  concrete,  as  built  by  Mr.  Villet  on  the  Black  Sea. 

This  interesting  subject  was  discussed  by  many  of  the  members  present, 
but  owing  to  the  lack  of  time,  it  was  agreed  that  it  be  again  brought  up  at 
the  next  regular  meeting  of  April,  and  that  Mr.  Marais  elaborate  the  paper 
by  additional  data,  so  as  to  draw  out  many  more  of  the  details  that  could 
not  be  touched  upon  during  the  limited  time  at  disposal. 

Mr.  S.  Giletti  then  submitted  a  paper  on  the  Giletti  system  of  concrete 
and  iron  construction  in  tall  buildings,  which  was  read  by  Mr.  J.  J.  Welsh, 
the  discussion  of  which  had  to  be  postponed  for  want  of  time. 

Mr.  Charles  List  thereupon  read  a  paper  concerning  certain  personal 
experiences  in  the  building  of  an  iron  wharf  at  Ocos  on  the  coast  of  Guate- 
mala, relating  the  manner  of  setting  iron  pipes  for  piles  on  an  exposed 
coast,  and  the  method  of  repairing  injuries  wrought  during  the  recent  earth- 
quakes. He  suggested  the  forcing  of  cement  grout  into  and  through  the 
walls  of  the  perforated  piles  below  the  sand  line,  and  in  this  manner  sur- 
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rounding  the  pile  with  a  coating  of  actual  concrete  adhering  to  its  skin. 
From  his  past  experience  he  had  been  led  to  believe  that  this  might  be 
resorted  to  with  success  in  clean,  sandy  sea  bottom. 

All  these  papers  were  illustrated  fully  by  drawings,  diagrams  and 
sketches. 

After  ordering  all   discussion  postponed  -to  the  meeting  of  April,  this 

meeting  adjourned. 

Otto  von  Geldern,  Secretary. 


Regular  Meeting,  San  Francisco,  Cal.,  April  3,  1903. — Called  to  order 
at  8.30  P.M.  by  Director  George  H.  Wallis. 

The  minutes  of  the  last  regular  meeting  were  read  and  approved. 

The  following  gentlemen,  having  received  the  requisite  number  of 
ballots,  were  duly  elected  to  membership  in  the  Society:  Augustus  Kemp- 
key,  Jr.,  civil  engineer;  R.  W.  Myers,  electrical  expert;  J.  J.  Welsh,  architect. 

The  following  applications  were  made  and  referred :  Lewis  Albert  Hicks, 
civil  engineering  contractor,  proposed  by  Stetson  G.  Hindes,  D.  C.  Henny 
and  Otto  von  Geldern;  Charles  'List,  civil  engineer,  proposed  by  C.  E. 
Grunsky,  Hermann  Kower  and  E.  T.  Schild. 

Mr.  Emile  Villet  appeared  before  the  Society,  through  his  representative, 
and  discussed  his  method  of  driving  piles  and  building  wharf  structures  of 
armored  concrete. 

This  was  followed  by  a  detailed  description  of  the  Holmes  and  Uhlig 
method  of  building  piers  for  wharf  construction,  consisting  of  a  pile  cluster, 
protected  by  a  concrete  mantle  within  a  wooden-stave  cylinder  placed  over 
the  pile  structure. 

Mr.  Carl  Uhlig,  who  elucidated  this  method,  dwelt  upon  all  the  features 
of  its  construction,  and  from  his  extensive  experience  in  harbor  work  in 
San  Francisco,  called  the  attention  of  the  members  to  actual  examples 
where  this  effective  method  had  been  employed  with  success. 

After  discussing  wharf  building  and  pile  driving  as  applicable  to  our 
local   conditions,  the  meeting  adjourned. 

Otto  von  Geldern,  Secretary. 
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Boston  Society  of  Civil  Engineers. 


Boston,  April  15,  1903. — A  regular  meeting  of  the  Boston  Society  of 
Civil  Engineers  was  held  at  Chipman  Hall,  Tremont  Temple,  at  7.30  p.m. 

President  Ira  N.  Hollis  in  the  chair;  35  members  and  visitors  present. 

The  record  of  the  annual  meeting  of  March  i8th  was  read  and  approved. 

Messrs.  Gage  Haselton,  Hector  J.  Hughes,  Robert  S.  Weston  and 
George  H.  Wetherbee,  Jr.,  were  elected  members  of  the  Societ3^ 

The  Secretary  reported  for  the  Board  of  Government  that  it  had  ap- 
pointed the  following  committees : 

On  Excursions — H.  K.  Higgins,  F.  M.  Miner,  E.  P.  Adams,  G.  A.  King 
and  W.  L.  Clark. 

On  the  Library — F.  P,  ]\IcKibben,  F.  I.  Winslow,  J.  N.  Ferguson,  K.  S. 
Sweet  and  L.  J.  Johnson. 

On  Quarters— Desmond  FitzGerald,  E.  W.  Howe,  C.  F.  Allen,  E.  W. 
Bowditch  and  H.  Bissell. 

On  Advertisements — E.  W.  Howe,  A.  S.  Glover  and  F.  V.  Fuller. 

IMembers  of  the  Board  of  Government  in  addition  to  the  Secretary,  J.  R. 
Freeman,  Henry  Manley,  Dexter  Brackett  and  Dwight  Porter. 

The  President  announced  the  death  of  George  R.  Hardy,  a  member  of 
the  Society,  which  occurred  on  April  2,  1903,  and  on  motion  the  President 
was  requested  to  appoint  a  committee  to  prepare  a  memoir.  The  President 
has  appointed  as  the  committee,  Messrs.  L.  B.  Bidwell,  Walter  Shepard  and 
E.  K.  Turner. 

Mr.  Brooks  offered  the  following  votes  : 

"Voted :  That  the  Committee  on  By-laws,  appointed  at  the  last  meeting, 
be  requested  to  consider  and  report  to  the  Society  what  changes,  if  any, 
should  be  made  in  the  Constitution  and  By-laws  to  carry  into  effect  the 
suggestions  made  by  President  Kimball  in  his  address  at  the  annual  meeting 
in  relation  to  broadening  the  work  of  the  Society  and  increasing  the  interest 
of  its  members." 

"Voted:  That  the _  President  be  requested  to  appoint  four  additional 
members  on  the  Committee  on  By-laws." 
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After  a  short  discussion  in  which  Messrs.  Rowland,  Tinkham,  Porter 
and  Hodgdon  took  part,  and  a  motion  to  lay  the  matter  on  the  table  which 
was  lost,  the  original  votes  were  carried. 

The  President  has  appointed  the  f-ollowing  as  additional  members  of  the 
committee :  G.  A.  Kimball,  F.  W.  Dean,  E.  F.  Miller  and  Sidney  Hosmer. 

The  President  stated  that  word  had  beeh  received  from  Dr.  Duncan, 
who  was  to  read  the  paper  of  the  evening,  that  owing  to  illness  it  would  not 
be  prudent  for  him  to  leave  his  house  on  so  stormy  a  night. 

On  motion,  the  Society  adjourned.  S.  E.  Tinkham,  Secretary. 


Detroit  Engineering:    Society. 


Detroit,  May  8,  1903. — The  meeting  was  called  to  order  at  the  Hotel 
Ste.  Claire  by  President  E,  E.  Haskell  at  8.20  p.m. 

Fred  O.  Ray,  S.  C.  Root  and  Clyde  Potts  were  recommended  for  mem- 
bership by  the  Executive  Committee,  and  upon  motion  of  C.  J.  O'Hara  and 

B.  E.  Parks,  the  Secretary  was  instructed  to  cast  the  unanimous  ballot  of  the 
Society,  and  the  President  declared  them  elected  to  full  membership. 

Warren  S.  Blauvelt,  of  Grosse  Isle,  was  proposed  for  membership  by 
J.  D.  Sanders. 

The  annual  reports  of  the  Secretary-Treasurer  were  read,  and,  upon 
motion  of  O'Hara-Pope,  accepted  and  ordered  placed  on  file. 

The  President  appointed  S.  G.  Barnes,  J.  F.  Lewis,  C.  G.  Wrentmore  and 
H.  F.  Johnson  as  tellers,  and  the  Society  proceeded  to  elect  the  following 
officers  for  the  ensuing  year : 

President— F.  C.  McMath. 

First  Vice-President — T.  H.  Hinchman,  Jr. 

Second  Vice-President — Antonio  C.  Pessano. 

Secretary-Treasurer — Clarence  W.  Hubbell. 

The  business  session  of  the  Society  was  immediately  followed  by  the 
ninth  annual  banquet,  at  which  the  following  members  were  present :  S.  G. 
Barnes,  E.  E.  Bratton,  E.  Cederstrom,  A.  F.  Dierkes,  J.  H.  Galwey,  Hugh  B. 
Gunnison,  Edgar  Hewitt,  W.  J.  Keep,  J.  F.  Lewis,  F.  H.  Mason,  E.  W. 
Nicklin.  Henry  Penton,  John  A.  Rathbone,  Walter  S.  Russel,  Herbert  C. 
Sadler,  Francis  C.  Shenehon,  G.  S.  Williams,  C.  J.  O'Hara,  H.  T.  Morley, 

C.  A.  Pohl,  F.  S.  Bigler,  W.  E.  Brinkerhofif,  A.  L.  Colby,  Chas.  Y.  Dixon, 
W.  J.  Graves,  E.  E.  Haskell,  C.  W.  Hubbell,  H.  G.  King,  W.  A.  Livingstone, 
Geo.  Mattsson,  Geo.  E.  Parks,  Antonio  C.  Pessano,  A.  B.  Raymond,  Gordon 
Rutherford,  J.  D.  Sanders,  F.  F.  Van  Tuyl,  Geo.  Y.  Wisner,  J.  A.  Ubsdell, 
Theodore  Zealand,  Theodore  L.  Miller,  Major  W.  H.  Bixby,  Chas.  E.  Cal- 
der,  Jos.  B.  Davis,  Alex.  Dow,  R.  B.  Green,  C.  G.  Herbert,  H.  F.  Johnson, 
W.  C.  King,  F.  C.  McMath,  T.  F.  McCrickett,  B.  E.  Parks,  Willard  Pope, 
Geo.  A.  Robinson,  L.  C.  Sabin,  William  Scott,  C.  L.  Weil,  C.  G.  Wrentmore, 
Wm.  McDonald,  Forest  Lancashire  and  the  following  guests:  Mr.  Smith, 
A.  C.  Lane,  M.  Doetling,  J.  J.  Hubbell,  Jr.,  H.  Mengel,  Boyd  Ehle,  L. 
Hennes. 
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The  retiring  President,  E.  E.  Haskell,  presided  at  the  banquet,  and  the 
following  toasts  were  responded  to :  *'The  Future  of  the  Society,"  Mr.  Wal- 
ter S.  Russel;  "The  University  of  Michigan,"  Professor  J.  B.  Davis;  "Our 
Naval  Architects  and  Marine  Engineers,"  Dr.  Herbert  C.  Sadler,  University 
of  Michigan;  "Our  Electrical  Engineers,"  Mr.  Alexander  Dow;  "The  Michi- 
gan Agricultural  College,"  Prof.  Chas.  L.  Weil ;  "The  Corps  of  Engineers, 
U.  S.  A.,"  Major  W.  H,  Bixby;  "When  he  was  Secretary,"  Prof.  Gardner  S. 
Williams. 

The  Schubert  Quartet,  Messrs.  H.  Mengel,  A.  F.  Dierkes,  L.  Hennes 
and  M.  Doetling,  rendered  several  choice  selections. 

Clarence  W.  Hubbell,  Secretary. 


Engineers'  Club  of  Minneapolis. 


i66th  Meeting,  Minneapolis,  Minn.,  April  20,  1903. — The  meeting 
was  called  to  order  by  President  Avery,  in  the  County  Commissioner's  rooms 
at  the  Court  House.     About  forty-five  members  and  visitors  were  present. 

The  following  new  names  were  proposed  for  membership:  Clinton  B. 
Smith,  D.  A.  Allee,  W.  S.  Amy,  K.  F.  Lundholm,  J,  J.  Sheldon,  Geo.  Voelker, 
M.  G.  Hyde,  R.  L.  Elliott. 

The  following  were  elected  to  membership:  Floyd  E.  Gates,  W.  T. 
Conant,  Henry  Hoke,  Leslie  E.  Benson,  H.  W.  Bennicke,  John  Gemlo, 
J.  R.  W.  Ambrose,  Frank  D.  Chase, 

Mr.  Carroll  handed,  in  his  resignation  as  Librarian,  which  was  accepted, 
and  Mr.  Redfield  appointed  a  committee  of  one  to  draw  up  suitable  resolu- 
tions. It  was  moved  and  carried  that  a  committee  be  appointed  to  investigate 
and  present  recommendations  as  to  the  disposal  of  the  library.  Mr.  Avery 
appointed  a  committee  of  the  following:  Stoopes  (chairman),  Bellm. 
Hoag,  Durham  and  Burch. 

The  program  of  the  evening  was  then  taken  up.  Mr.  Redfield  delivered 
a  paper  on  the  Panama  Canal.  Mr.  Gillette  recited  some  of  his  experiences 
on  his  recent  trip  through  the  West  Indies. 

The  Club  then  adjourned.  Jas.  B.  Oilman,  Secretary. 


167TH  Meeting,  Minneapolis,  Minn.,  May  22,  1903.— This  month  being 
the  twentieth  anniversary  of  the  organization  of  the  Club,  the  event  was 
celebrated  by  a  "Smoker"  and  entertainment  at  the  hall,  No.  15  South 
Seventh  street.  A  short  business  meeting  preceded  the  entertainment.  The 
minutes  were  read  and  approved. 

The  following  names  proposed  at  the  last  meeting  were  duly  elected  to 
membership :  Clinton  B.  Smith,  W.  S.  Amy,  K.  F.  Lundholm,  J.  J.  Sheldon, 
Geo.  Voelker,  M.  G.  Hyde,  R.  L.  Elliot. 

The  following  names  were  proposed  for  membership :  Fred.  W.  Stevens, 
C  H.  Burrows,  O.  R.  Boehm,  H.  A.  Fitch. 
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Under  a  suspension  of  the  rules,  these  men  were  elected  to  membership. 

The  committee  engaged  upon  the  Louisiana  Purchase  Exhibit  reported 
progress. 

Hon.  W.  H.  Eustis  delivered  an  address  upon  the  Hawaiian  Islands,  to 
which  he  recently  made  a  visit  on  a  Government  commission. 

The  Society  was  also  entertained  by  Hilyard's  Colored  Quartet. 

Light  refreshments  were  served. 

About  seventy-five  members  and  guests  were  present. 

James  B.  Gilman,  Secretary. 
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Boston  Society  of  Civil  Engineers. 


Boston.  May  20,  1903. — A  regular  meeting  of  the  Society  was  held  in 
Chipman  Hall,  Tremont  Temple,  at  7.45  o'clock  p.m.,  President  Hollis  in  the 
chair :  fifty-six  members  and  visitors  present. 

Record  of  the  last  meeting  was  read  and  approved. 

Messrs.  Louis  F.  Buff,  Nathaniel  W.  Gifford,  Samuel  F.  Jacques  and 
John  H.  Kinealy  were  elected  members  and  Gottfred  G.  Ledder  an  associate 
of  the  Society. 

The  committee  appointed  to  consider  the  adoption  of  a  badge  for  the 
Society  submitted  the  following  report : 

"At  the  annual  meeting  of  the  Boston  Society  of  Civil  Engineers  it  was 
voted  to  appoint  a  committee  of  three  to  consider  the  adoption  of  a  badge 
for  the  Society  and  to  submit  a  design  for  the  same,  and  the  Chair  appointed 
Isaac  Rich,  Alfred  E.  Burton  and  Richard  A.  Hale  on  the  committee,  which 
committee  respectfully  submit  the  following  report: 

"The  committee  have  considered  that  a  suitable  badge  would  add  to  the 
dignity  and  standing  of  the  Society. 

"In  selecting  the  design  for  the  badge  it  was  desired  to  obtain  something 
not  only  original,  but  exemplifying  in  ,  some  degree  the  occupation  of  the 
members  of  the  Society.  /\ny  design  consisting  of  a  shield  in  any  form 
was  at  once  discarded,  as  well  as  designs  having  a  generally  blue  appearance, 
as  these  would  be  too  much  like  the  badge  of  the  American  Society  of  Civil 
Engineers.  It  was  proposed  to  make  the  color  a  dark  maroon,  but  this  rather 
trespassed  on  the  Harvard  color.  To  make  it  a  dark  green  was  too  much 
like  the  Dartmouth  colors,  and  much  black  and  gold  was  rather  on  the  shade 
of  the  Princeton  colors,  if  the  two  shades  were  in  about  equal  parts. 

"The  committee  finally  decided  on  a  design,  the  general  shape  and  form 
of  a  plummet  or  plumb-bob,  but  flattened,  so  as  to  be  used  as  a  pin  or  watch- 
charm,  the  body  of  the  badge  to  be  of  dull  gold,  with  the  name  'Boston 
Society  Civil  Engineers,'  with  the  date  '1848'  in  between  the  first  two  and 
the  last  two  words.  This  was  considered  to  fill  all  the  requirements,  appear- 
ing well,  both  as  a  pin,  and  in  the  case  of  one  of  the  members  having  a  pin 
of  some  other  society  it  could  be  worn  as  a  watch-charm.  It  was  not  con- 
spicuous, and  the  cost  reasonable,  being  $2.50  as  a  pin  and  $3  as  a  watch- 
charm,  with  the  name  of  the  owner  and  number  on  the  back,  the  badge  to 
be  of  solid  gold,  with  the  Society's  name  and  date  in  black  enamel.  The 
committee  also  submit,  as  an  alternative  design,  a  pin  representing  the  upper 
part  of  the  so-called  Boston  Rod.  This  design  forms  a  part  of  the  Society's 
seal,  and  therefore  would  be  appropriate  as  a  badge  of  the  Society.  The 
committee   suggest  that  each  badge  be   registered,   and  be  obtained  of  the 
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manufacturer  on  an  order  from  the  Secretary  of  the  Society,  each  member 
obtaining  his  badge  direct  from  the  manufacturer. 

"It  is  suggested  that  the  oldest  Past  President  be  given  badge  No.  i, 
and  the  numbering  to  follow  through  the  officers  in  the  order  of  their  holding 
office,  and  then  the  members  in  order  of  seniority  according  to  the  date  of 
their  joining  the  Society. 

"Respectfully   submitted, 

"Isaac  Rich. 
"Alfred  E.  Burton. 
"Richard  A.  Hale." 

It  was  voted  to  accept  the  report  and  continue  the  committee. 

On  motion  of  Mr.  Rice,  as  amended  by  Mr.  Hodgdon,  it  was  voted  to 
authorize  the  committee  to  have  prepared  sample  badges  of  each  of  the  three 
designs  and  present  them  to  the  Society  at  a  future  meeting;  that  a  circular 
be  sent  out  with  the  notice  of  the  meeting  at  which  the  designs  will  be  on 
exhibition,  giving  the  report  of  the  committee  and  showing  by  cuts  the 
designs  of  the  badges  and  the  probable  cost  of  each. 

Mr.  L.  F.  Rice  brought  to  the  attention  of  the  Society  the  Pich  Process 
for  brazing  cast  iron,  which  seemed  to  him  to  possess  features  that  would 
make  it  of  great  utility  to  the  engineering  profession.  The  process  consists 
of  the  use  of  a  flux  and  a  soldering  compound  invented  and  patented  by 
Friedrich  Pich,  a  German  subject,  resident  of  Berlin,  Prussia.  In  this 
country  shop  and  territorial  rights  to  use  the  process  may  be  obtained  from 
the  American  Ferrofix  Company,  owners  of  the  patent  for  the  United  States, 
but  actual  work  of  repairing  is  done  by  the  American  Brazing  Company, 
which  is  operating  repair  shops  in  several  of  the  larger  cities.  The  Boston 
shop  is  located  at  172  Oliver  Street,  where  the  process  may  be  seen  in  prac- 
tical operation. 

Wishing  to  witness  the  operation  of  brazing  and  to  test  its  efficiency, 
Mr.  Rice  procured  a  cast-iron  standard  which  was  about  12  inches  long  by 
3^  inch  thick,  and  varied  in  width  from  11-16  inch  to  3  inches.  At  a  point 
where  the  width  was  i}i  inches  there  was  a  screw  hole  ys  inch  diameter  by 
^  inch  deep.  This  casting  was  placed  upon  an  anvil  and  broken  in  two 
places  by  blows  with  a  hammer.  One  of  the  fractures  passed  through  the 
screw  hole  and  at  the  other  the  standard  was  17-16  inches  wide.  As  an 
additional  test  of  the  efficiency  of  the  process,  one  face  of  the  longer  fracture 
was  smeared  with  oil  and  dirt  and  the  other  with  asphalt  varnish.  The 
broken  and  befouled  standard  was  then  taken  to  the  repair  shop  at  172 
Oliver  Street,  where  the  operation  of  brazing  was  performed,  occupying 
about  fifteen  minutes.  Later  the  standard  was  again  placed  upon  an  anvil 
and  struck  with  a  hammer  upon  the  shorter  of  the  newly  brazed  joints. 
The  blow  caused  two  new  breaks,  one  on  each  side  of  the  brazed  fracture, 
but  neither  approaching  it  within  %  inch.  The  longer  brazed  joint  being 
struck,  a  new  fracture  developed,  beginning  about  1-16  inch  from  one  side 
of  the  brazing,  extending  thence  to  the  screw  hole,  where  it  crossed  to  the 
opposite  side  of  the  original  fracture  and  thence  continued  to  the  other  edge 
of  the  standard.  Both  faces  of  the  new  fracture  show  clean  cast-iron  sur- 
faces, with  no  traces  of  the  brazing  except  in  the  screw  hole,  although  the 
new  break  is  mostly  within  1-32  inch  of  the  brazed  joint. 

The  standard  used  in  the  experiment  was  then  passed  around  for  the 
inspection  of  the  members  of  the  Society,  together  with  a  sketch  showing 
the  shape  of  the  standard  and  the  location  of  the  various  fractures.  The 
sketch  is  here  reproduced. 
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Cast-Iron  Standard. 
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Broken  at  a  and  b  and 
brazed  by  Pich  process: 

Again  broken  by  ham- 
mer blows  upon  brazed 
joints. 

Double  fracture  a'-a' 
was  on  both  sides  of 
brazing. 

Fracture  d'-<5' crossed 
brazed  joint  at  screw 
hole  s. 


Height  =  12". 
Thickness  =  %". 
Width  a  =  \\l". 
Width    a'=\l"  and 

19/r 
IB    • 

Width    b    and    b'  = 
%". 

s  =  screw  hole. 
Ys"  diameter. 
i^"  deep. 


Several  instances  were  cited  showing  the  wide  range  of  cases  where  the 
Pich  process  could  be  made  available  and  the  saving  of  time  and  money  that 
could  be  accomplished  by  its  use.  In  one  case  the  value  of  a  new  piece  of 
machine  to  replace  a  broken  one  was  $18,  but  the  delay  necessary  to  procure 
a  new  piece  involved  money  loss  of  a  much  larger  sum.  The  broken  piece  was 
repaired  by  the  Pich  process,  for  which  $5  was  charged  and  cheerfully  paid. 
The  work  of  repair  took  ten  minutes  and  cost  eieht  cents. 

A  year  or  more  ago  the  United  States  naval  floating  repair  shop  Vulcan 
was  refitted  at  the  Charlestown  Navy  Yard.  The  day  before  she  was  to 
sail  a  heavy  warping  block,  which  had  been  broken  in  two  and  repaired  by 
bolting  on  a  plate,  was  found  to  be  in  an  unsafe  condition.  As  the  ship  had 
been  bought  in  Europe  during  the  Spanish  War,  our  Government  had  no 
duplicate  parts  and  no  models  from  which  to  cast  any.  To  remove  the 
broken  warping  block  and  use  it  as  a  model  for  a  new  casting  would  involve 
a  detention  of  the  ship  for  two  or  three  weeks.  In  this  dilemma  the  Ameri- 
can Brazing  Company  was  applied  to,  who  sent  men  and  tools  to  the  Navy 
Yard  and  brazed  the  broken  block  in  less  than  three  hours,  so  that  it  was 
used  in  warping  the  ship  from  her  moorings  when  she  sailed  the  next 
morning  for  the  Philippines,  where  she  is  now  stationed. 
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By  accident  a  spoke  was  broken  from  a  fly-wheel,  19  feet  in  diameter, 
48  inches  width  of  rim,  weighing  21  tons.  A  new  wheel  would  have  cost 
$2700  and  would  have  involved  two  or  three  months'  delay.  The  Pich 
process  was  applied ;  men  and  apparatus  were  sen:  to  the  wheel ;  the  broken 
spoke  was  brazed  into  place,  and  $250  charged  and  paid  for  the  job.  The 
actual  cost  of  doing  this  work  was  less  than  $50. 

The  paper  of  the  evening,  "The  Electrical  Transmission  of  Power,"  was 
then  read  by  Dr.  Louis  Duncan,  professor  of  electrical  engineering  at  the 
Massachusetts  Institute  of  Technology.  The  paper  was  illustrated  by  numer- 
ous lantern  slides. 

On  motion  of  Mr.  Kimball,  it  was  voted  to  hold  the  next  regular  meeting 
on  some  other  date  than  the  17th  of  June,  if,  in  the  opinion  of  the  President 
and  Secretary,  it  seems  advisable. 

Adjourned.  S.   E.  Tinkham,  Secretary. 


Boston,  Mass.,  June  24,  1903. — A  regular  meeting  of  the  Boston  Society 
of  Civil  Engineers  was  held  at  Chipman  Hall,  Tremont  Temple,  at  8  o'clock 
P.M.,  Vice-President  Frederick  Brooks  in  the  chair;  one  hundred  and  ten 
members  and  visitors  present. 

The  record  of  the  last  meeting  was  read  and  approved. 

Mr.  Horace  Ropes  was  elected  a  member  and  Mr.  Wilbur  S.  Locke  an 
associate  of  the  Society. 

Mr.  Rich,  for  the  committee  on  badge,  made  a  verbal  report,  giving  the 
prices  at  which  the  badges  could  be  obtained,  and  presented  a  sample  of 
each  of  the  three  badges  described  in  the  report  submitted  at  the  last  meeting. 
The  report  was  accepted. 

The  committee  appointed  to  prepare  a  memoir  of  our  late  associate, 
George  R.   Hardy,   presented  its  report,  which  was  read  by  the   Secretary. 

The  Chair  announced  the  death  of  Alphonse  Fteley,  a  member  of  the 
Society,  which  occurred  on  June  11,  1903,  and,  on  motion  of  Mr.  Adams, 
the  President  was  requested  to  appoint  a  committee  to  prepare  a  memoir. 
The  President  has  appointed  as  this  committee  Messrs.  Joseph  P.  Davis, 
Frederic  P.  Stearns  and  George  S.  Rice. 

The  thanks  of  the  Society  were  voted  to  the  Hon.  Charles  P.  Bennett, 
Secretary  of  the  State  of  Rhode  Island;  to  Mr.  Charles  S.  Chapin,  Principal 
State  Normal  School,  Providence;  to  Messrs.  C.  W.  Blakeslee  &  Son,  con- 
tractors for  grade  crossing  work  at  Fall  River,  and  to  Mr.  A.  S.  Tuttle, 
assistant  engineer.  New  York,  New  Haven  and  Hartford  Railroad,  for 
courtesies  shown  members  of  the  Society  on  the  occasion  of  the  visit  to 
Providence  and  Fall  River  on  June  17,  1903. 

Mr.  John  R.  Freeman  then  gave  an  exceedingly  interesting  and  in- 
structive talk  on  "Problems  Connected  with  the  Proposed  Charles  River 
Dam."     The  talk  was  fully  illustrated  by  lantern  slides. 

Adjourned.  S.  E.  Tinkham,  Secretary. 


Teclinical  Society  of  the  Pacific  Coast. 


Regular  Meeting,  San  Francisco,  Cal.,  May  i,  1903. — Called  to  order 
at  8.30  P.M.,  by  President  Henny. 

The  minutes  of  the  last  regular  meeting  were  read  and  approved. 


PROCEEDINGS.  47 

Mr.  L.  A.  Hicks  was  announced  a  duly  elected  member  of  the  Society 
after  a  count  of  ballots. 

Mr.  Marsden  Manson,  by  general  request,  addressed  the  members 
informally  on  the  various  projects  for  a  water  supply  for  San  Francisco, 
which,  proving  of  vital  interest  to  local  engineers,  he  promised  to  continue 
at  the  next  regular  meeting  of  the  Society. 

Mr.  Elwood  Mead,  Chief  of  Irrigation  Investigation  of  the  United 
States  Department  of  Agriculture,  then  spoke  at  length  of  the  work — past, 
present  and  future — of  his  department  in  California,  and  of  the  results 
reached  and  those  aimed  at,  in  order  to  obtain  reliable  data  upon  which  to 
base  all  future  engineering  work,  such  as  the  duty  of  water  per  acre,  the 
percentage  of  evaporation  and  seepage,  elements  extremely  difficult  to 
determine  without  extensive  systematic  study  and  experiment,  and  the 
methods  of  getting  rid  of  leakage  overflow. 

The  interesting  topic  was  discussed  at  length  by  many  of  the  irrigation 
engineers  present. 

The  President  thanked  Mr.  Mead,  in  the  name  of  the  Society,  for 
his  courtesy. 

The  meeting  thereupon  adjourned. 

Otto  von  Geldern,  Secretary. 


EXCURSION  OF  THE  SOCIETY. 

On  the  23d  of  May  the  Society  was  invited  by  Messrs.  Nathan  L.  Bell 
and  Morris  Kind  to  visit  the  works  of  the  Pacific  Portland  Cement  Com- 
pany, at  Suisun,  Cal. 

A  special  train  conveyed  the  party  of  about  sixty  members  from  the 
Oakland  wharf  to  the  works,  where  they  were  shown  the  limestone  quarr}', 
the  clay  field,  the  conveyors  to  the  mill  and  the  various  processes  of  manu- 
facture, by  following  the  raw  material  from  the  quarries  through  all  the 
various  stages  to  its  final  condition  as  marketable  product. 

At  a  luncheon  prepared  by  the  officers  of  the  company.  President  Henny 
expressed  the  appreciation  of  the  Technical  Society  for  the  courtesy  of  the 
gentlemen  who  had  prepared  and  arranged  this  instructive  and  interesting 
excursion. 

General  Stone,  the  President  of  the  company,  responded  and  welcomed 
the  members,  requesting  them  to  examine  critically  any  and  every  part  of 
the  works,  the  output  of  which  was  about  to  be  increased  from  seven  hun- 
dred to  fourteen  hundred  barrels  per  da3^ 

The  train  left  the  works  at  four  o'clock,  returning  to  San  Francisco 
with  the  members  of  the  Society. 

Otto  von  Geldern,  Secretary. 


Engineers'  Club  of  St.  Ijouis. 


563D  Meeting,  St.  Louis,  May  20,  1903. — Held  at  the  Club  Rooms,  709 
Pine  street,  at  8.15  p.m.,  President  Van  Ornum  in  the  chair;  present  twenty- 
nine  members  and  five  visitors. 

The  minutes  of  562d  meeting  were  read  and  approved. 

The  minutes  of  the  348th  meeting  of  the  Executive  Committee  were  read. 

The  following  gentlemen  were  on  ballot  unanimously  elected  to  member- 
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ship:     Messrs.   Henry   Rohwer,   L.    Ravenswaay,  John  A.   Garcia,   John  E. 
Walker  and  A.  O.  Cunningham. 

It  was  moved,  seconded  and  carried  that  the  Engineers'  Club  authorize 
Mr.  Ockerson  to  extend  an  invitation  to  the  American  Society  of  Civil  En- 
gineers to  hold  their  annual  convention  at  St.  Louis  in  1904. 

It  was  moved,  seconded  and  carried  that  the  Club  indorse  the  report 
of  the  King's  Highway  Boulevard  Commission. 

It  was  moved,  seconded  and  carried  that  the  report  of  the  Committee  on 
Engineering  Index  be  referred  to  the  Executive  Committee  with  full  power 
to  act,  and  that  for  this  purpose  the  Librarian  be  added  to  the  Executive 
Committee. 

Mr.  A.  L.  Johnson,  reported  progress  on  the  part  of  the  Committee  on 
Affiliated  Societies  and  asked  to  have  the  committee  continued  through  the 
summer.  The  Chair  ruled  that  the  committee  remained  in  existence  until 
discharged  without  special  action  by  the  Club. 

The  paper  of  the  evening  was  then  read  by  Mr.  John  E.  Conzelman  on 
the  'Tlant  of  the- St.  Louis  Portland  Cement  Company." 

The  description  was  very  thorough  and  instructive.  In  addition  he  also 
described  the  method  of  the  manufacture  of  Portland  Cement.  The  paper 
was  illustrated  by  maps,  photographs,  tables  of  tests  and  chemical  analysis 
of  the  product  and  raw  material  of  this  mill. 

An  interesting  discussion  followed  which  was  participated  in  by  Messrs. 
Hermann,  Russell,  Moreno,  Affleck,  Van  Ornum,  Pitzman  and  Greensfelder. 

A  vote  of  thanks  was  unanimously  tendered  to  Mr.  Conzelman  for  his 
excellent  paper. 

Upon  motion  the  meeting  adjourned. 

H.  J.  Pfeifer,  Secretary. 


S64TH  Meeting,  St.  Louis,  June  3,  1903. — Held  at  the  Club  Rooms,  709 
Pine  street,  at  8.15  p.m..  President  Van  Ornum  in  the  chair;  present  twenty- 
four  members  and  eight  visitors. 

The  minutes  of  the  563d  meeting  were  read  and  approved.  The  minutes 
of  the  349th  meeting  of  the  Executive  Committee  were  read. 

The  minutes  of  the  17th  meeting  of  the  Governing  Board  of  the  Asso- 
ciated Technical  Clubs  were  read. 

It  was  moved  by  Mr.  Layman,  seconded  and  carried,  that  a  vote  of 
thanks  be  given  to  Mr.  J.  C.  Robinson  and  the  St.  Louis  Portland  Cement 
Company,  to  Mr.  L.  F.  Goodale  and  the  Burlington  Railroad,  to  Mr.  W.  S. 
McChesney  and  the  Terminal  Railroad  Association,  and  to  Mr.  H.  L.  Magee 
and  the  Wabash  Railroad  for  courtesies  extended  to  the  Club  on  May  30, 
1903,  the  occasion  of  its  visit  to  the  St.  Louis  Portland  Cement  Company's 
Works  and  the  West  Belt  Line  of  the  Terminal  Railroad  Association. 

The  Secretary  announced  that  the  members  of  the  Club  were  invited 
to  attend  the  meeting  of  the  local  Chapter  of  the  American  Institute  of  Elec- 
trical Engineers  on  Wednesday,  June  10,  1903,  at  the  Club  Rooms,  the  paper 
for  that  evening  being  by  Mr.  Adams  on  the  "Heyland  Induction  Motor." 

It  was  moved  by  Mr.  Wheeler,  seconded  and  carried,  that  a  vote  of 
thanks  be  given  to  Jean  Jameton  and  to  Mr,  Hugnes  Brussel  for  the  invita- 
tion to  be  present  at  the  test  of  the  Hennebique  System  of  Armored  Con- 
crete construction  which  is  to  take  place  at  the  Wm.  McKinley  High  School 
on  Tuesday,  June  9,  1903. 
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The  paper  of  the  evening  by  Mr.  A.  S.  Langsdorf  on  the  "Heyland  In- 
duction Motor,"  was  then  read.  Mr.  Langsdorf  fully  explained  the  motor 
and  showed  its  theoretical  advantages  over  the  present  form  of  motor. 
He  said,  though,  that  at  the  present  time  on  account  of  the  complicated  nature 
of  the  machine,  he  did  not  think  it  commercially  available.  The  paper  was 
illustrated  by  a  number  of  charts  and  diagrams.  The  paper  was  discussed 
at  some  length  by  Messrs.  Layman  and  Langsdorf. 

Mr.  Bryan  on  behalf  of  the  local  membership  of  the  American  Society 
of  Mechanical  Engineers  and  of  the  American  Society  of  Heating  and  Ven- 
tilating Engineers,  asked  the  Club  to  join  in  an  invitation  to  these  bodies  to 
hold  their  1904  conventions  in  St.  Louis,  provided  their  local  members  de- 
cided to  invite  them  to  come.  It  was  moved,  seconded  and  carried  that  the 
Club  do  this.     There  being  no  further  business  the  meeting  adjourned  to  the 

lobby  where  a  light  lunch  was  served. 

H.  J.  Pfeifer,  Secretary. 


Montana  Society  of  Engineers. 


The  regular  meeting  of  this  Society,  for  May,  was  held  on  the  9th  in-st., 
with  Vice-President  Moulthrop  in  the  chair.  A  quorum  present.  The 
minutes  of  the  April  meeting  were  read  and,  approved.  The  committee  hav- 
jing  in  charge  the  matter  of  binding  the  various  periodicals  belonging  to  the 
;  Society  reported  progress  and  asked  for  further  time,  which  was  granted. 
I  Owing  to  the  unavoidable  absence  of  the  author,  Mr.  M.  H.  Gerry's 
paper  on  the  "50^000- Volt  Transmission  Plant  and  System  of  the  Missouri 
River  Power  Company"  was  read  by  the  Secretary,  after  which  the  details  iof 
the  plant  were  fully  explained  by  Mr.  W.  L.  Miller,  the  resident  representa- 
tive of  the  company  in  Butte.  The  various  phases  of  this  Ind  other  electric 
power  transmission  systems  were  discussed  by  Messrs.  Hebgen,  Sickles, 
Magnus,  Traphagen  and  others.  Mr.  Gerry's  paper  was  then  referr^^  to  jtjhe 
trustees  with  a  request  on  the  part  of  the  Society  for  publication  iff- |he 
Journal' of  the  Associated  Societies. 

After  a  vote  of  thanks  to   Messrs.   Gerry  and   Miller,  the   Society   Ad- 
journed. 

Clinton  H.  Moore,  Secretary. 
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Residence,  50  Sacramento  street,  Cambridge,  Mass. 
Coffin,  Freeman  C,  Mem., 

Civil  and  Hydraulic  Engineer,  53  State  street,  Boston,  Mass. 

COGGESHALL,    RoBERT    C.    P.,    Mem., 

Superintendent,  Water  Works,        City  Hall,  New  Bedford,  Mass. 
Cook,  Byron  I.,  Mem., 

Inspection  Dept.,  Factory  Mut.  Ins.  Cos.,  31  Milk  street,  Boston. 

Residence,  Woonsocket,   R.   I. 
Cook,  Mayo  T.,  Mem., 

Assistant  Engineer,  Engineering  Department, 

65  City  Hall,  Boston,  Mass. 
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CoRTHELL,  Arthur  B.,  Mem., 

Terminal  Engineer,  Grand  Central  Terminal  Imp.,  N.  Y.  C.  and 
H.  R.  R.  R.,      23  East  Forty-eighth  street,  New  York,  N.  Y. 
CoRTHELL,  Elmer  L.,  Mem., 

Consulting  Engineer,  i  Nassau,  street.  New  York,  N.  Y. 

Craib,  Charles  G.,  Assoc, 

General  Contractor,  927  Paxton  street,  Danville,  Va. 

Crane,  Albert  S.,  Mem., 

Engineer,  Sanitary  District  of  Chicago, 

1003  Security  Bldg.,  Chicago,  111. 
Crowell,  Alonzo  K.,  Mem., 

Assistant  Roadmaster,  Plymouth  Division,  N.  Y.,  N.  H.  and  H. 
R.  R.,  Hyannis,  Mass. 

CuMMiNGS,  W.  Warren,  Mem., 

Consulting  and  Contracting  Engineer, 

53  State  street,  Boston,  Mass. 
Cunningham,  Fred'k  H.,  Mem., 

Civil  Engineer,  Box  49,  Bolton,  Mass. 

CuNTZ,  William  C,  Mem., 

Assistant  to  General  Manager  of  Sales,  The  Pennsylvania  Steel 
Co.,  Girard  Bldg.,  Philadelphia,  Pa. 

Currier,  George  C,  Mem., 

Engineering  Department,  60  City  Hall,  Boston,  Mass. 

Curtis,  Greely  S.,  Mem., 

Hydraulic  Engineer,  Boston  Fire  Department, 

Bristol  street,  Boston,  Mass. 
Curtis,  Joseph  H.,  Mem., 

Landscape  Engineer  and  Gardener, 

85  Devonshire  street,  Boston,  Mass. 
Curtis,  Louville,  Mem., 

Roadmaster,  Western  Division,  Boston  and  Maine  Railroad, 

354  Andover  street,  Lawrence,  Mass. 
Cutter,  Charles  R.,  Mem., 

148  Ruthven  street,  Roxbury,  Mass. 
Cutter,  Louis  F.,  Mem., 

Assistant  Engineer,  Engineering  Department,  60  City  Hall,  Boston. 
Residence,  33  Chestnut  street,  Salem,  Mass. 
Cutter,  Roland  N.,  Mem., 

Engineering  Department,  51   City  Hall,  Boston,  Mass. 

Davis,  Charles  Henry,  Mem., 

Consulting  Engineer,  25  Broad  street.  New  York,  N.  Y. 

Davis,  Edmund  S.,  Mem., 

Assistant  Engineer,  Boston  Transit  Commission, 

66  Robinwood  avenue,  Jamaica  Plain,  Mass. 
Davis,  Fred  Rufus,  Mem., 

Resident  Engineer,  Buffalo,  Rochester  and  Pittsburg  Ry., 

Juneau,  Pa. 
Davis,  Joseph  P.,  Mem. 

Chief  Engineer,  American  Bell  Telephone  Co., 

113  West  Thirty-eighth  street,  New  York,  N.  Y. 
Davis,  Leonard  H.,  Mem., 

Chief  Assistant  Engineer,  Lake  Superior  Power  Co., 

Sault  Ste.  Mari£,  Ontario. 
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Dean,  Arthur  W.,  Mem., 

Civil  Engineer,  3   Water   street,   Haverhill,    Mass. 

Dean,  Francis  W.,  Mem., 

Dean  &  Main,  Mechanical  and  Mill  Engineers, 

53  State  street,  Boston,  Mass. 
Dean,  Luther,  Mem,, 

Civil  Engineer,  23  Crocker  Bldg.,  Taunton,  Mass. 

DeWolf,  John  O.,  Mem., 

Mechanical  Engineer,  with  W.  B.  Smith  Whaley  &  Co., 

1012  Tremont  Bldg.,  Boston,  Mass. 
DoDD,  Charles  H.,  Mem., 

Assistant  Engineer,  Sewer  Division,  Street  Department, 

30  Tremont  street,  Boston,  Mass. 
Dodge,  Samuel  D.,  Mem., 

with  Metropolitan  Water  Works,  i  Ashburton  Place,  Boston. 

Residence,  29  Russell  street,  Arlington,  Mass. 
Dorr,  Edgar  S.,  Mem., 

Chief  Engineer,  Sewer  Division,  Street  Department, 

30  Tremont  street,  Boston.  Mass. 
DovvsT,  Frank  B.,  Mem., 

General  Superintendent,  B.  F.  Sturtevant  Co., 

241  Corey  street,  West  Roxbury,  Mass. 
Drake,  Albert  B.,  Mem., 

Civil  Engineer  and  Surveyor, 

164  Williams  street.  New  Bedford,  Mass. 
Drew,  Joseph  N.,  Mem., 

Civil  Engineer,  Boston,  Mass. 

Dunne,  George  C,  Assoc, 

Manager,  Portland  Stone  Ware  Co., 

42  Oliver  street,  Boston,  Mass. 
Dwelley,  Edwin  F.,  Mem., 

Harris  &  Dwelley,  Civil  Engineers,  59  Exchange  street. 

Residence,  144  Nahant  street,  Lynn,  Mass. 
Elliot,  Charles  D.,  Mem., 

Consulting  Engineer,  Somerville,  Mass. 

Ellis,  Benjamin  W.,  Mem., 

Principal  Assistant  Engineer,  Boston  Elevated  Railway  Co., 

loi  Milk  street,  Boston,  Mass. 
Ellis,  George  A.,  Mem., 

Hydraulic  Engineer,  158  Sherman  street,  Springfield,  Mass. 

Ellis,  John  W.,  Mem., 

Civil  Engineer,  178  Devonshire  street,  Boston;  20  Market  Square, 

Providence,  and  Woonsocket,  R.  I. 
Ellis,  S.  Clarence,  Mem., 

1750  Beacon  street,  Brookline,  Mass. 
Ellsworth,  Emory  A.,  Mem., 

Consulting  Engineer,  7  Main  street,  Holyoke,  Mass. 

Emerson,  Guy  C,  Mem., 

Civil  Engineer,  200  Peel  street,  Montreal,  Canada. 

Emigh,  John  H.,  Mem., 

City  Engineer,  North   Adams,    Mass. 

Estey,  Henry  W.,  Mem., 

Assistant  Engineer,  City  Engineer's  Office, 

II  Page  street,  Maiden,  Mass. 
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Evans,  George  E.,  Mem  , 

Civil  and  Hydraulic  Engineer,  95  Milk  street,  Boston,  Mass. 

Evans,  Robert  R.,  Mem., 

City  Engineer,  City  Hall,  Haverhill,  Mass. 

EwiNG,  William  C,  Mem., 

Manager,  The  C.  H.  W.  Wood  Co., 

2380  Washington  street,  Boston,  Mass. 
Fales,  Frank  L.,  Mem., 

Assistant  Engineer,  Board  of  Trustees,  Commissioners  of  Water 
Works,  City   Hall,   Cincinnati,   Ohio. 

Farnham,  Frederick  W.,  Mem., 

Engineer  in  charge  of  Sewer  Department,  City  Engineer's  Office, 

City  Hall,  Lowell,  Mass. 
Farnham,  Irving  T.,  Mem., 

City  Engineer,  City  Hall,  West  Newton,   Mass. 

Farnum,  Loring  N.,  Mem., 

Civil  Engineer,  53  State  street,  Boston,  Mass. 

Fay,  Frederic  H.,  Mem., 

Assistant  Engineer,  Engineering  Department, 

60  City  Hall,  Boston,  Mass. 
Felton,  Burton  R.,  Mem., 

Civil  and  Hydraulic  Engineer,  1120  Tremont  Bldg.,  Boston,  Mass. 
Felton,  Charles  R.,  Mem., 

City  Engineer,  City  Hall,  Brockton,  Mass. 

Ferguson,  Hardy  S.,  Mem., 

Chief  Engineer,  Great  Northern  Paper  Co.,  Millinocket,  Me. 

Ferguson,  John  N.,  Mem., 

Assistant  Engineer,  Metropolitan  Water  Works, 

I  Ashburton  Place,  Boston,  Mass. 
Fernald,  Clarence  T.,  Mem., 

Assistant  Engineer,  Boston  Elevated  Railway  Co, 

Residence,  32  Malvern  street,  Melrose,  Mass. 
Fernald,  George  N.,  Mem., 

City  Engineer  and  Commissioner  of  Public  Works, 

City  Hall,   Portland,   Me. 
FiTz,  Charles  F.,  Jr.,  Mem., 

Resident  Engineer,  Massachusetts  Highway  Commission, 

Watertown,  Mass. 
FitzGerald,  Desmond,  Mem., 

Consulting  Engineer,  Brookline,  Mass. 

Fletcher,  Austin  B.,  Mem., 

Secretary,  Massachusetts  Highway  Commission, 

20  Pemberton  Square,  Boston,  Mass. 
Flinn,  Alfred  D.,  Mem., 

Managing  Editor,  Engineering  Record. 

Residence,  839  West  End  avenue,  New  York,  N.  Y. 
FoBES,  Arthur  A.,  Mem., 

Engineer,   Board  of  Public  Works,   City   Hall,   Pittsfield,   Mass. 
FoLSOM,  Charles  W.,  Mem., 

District  Engineer  of  Sewers,        30  Tremont  street,  Boston,  Mass. 
Forbes,  Fayette  F.,  Mem., 

Superintendent,  Water  Works,  Brookline,  Mass. 
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FosSj  Clifford,  i\Iem., 

Assistant  Engineer,  Metropolitan  Water  Works, 

I  Ashburton  Place.  Boston.  Mass. 
Foss,  William  E.,  Mem., 

Division   Engineer,   Metropolitan   Water   Works, 

I  Ashburton  Place,  Boston,  Mass. 
Foster,  Walter  B.,  Mem., 

Civil  Engineer,  Hingham,  Mass. 

Foster,  Willard  M.,  Mem., 

Assistant,  with  Rice  &  Evans,  95  Milk  street,  Boston,  Mass. 

Francis,  George  B.,  Mem., 

Civil  Engineer,  with  Westinghouse,  Church,  Kerr  &  Co., 

8  Bridge   street,   New   York,   N.   Y. 
Freeman,  John  R.,  Mem., 

President  and   Treasurer,   Manfs.,   Rhode   Island   and   Mechanics 
Mut.  Fire  Ins.  Cos.,         815  Banigan  Bldg.,  Providence,  R.  I. 
French,  Alexis  H.,  Mem., 

Town  Engineer,  Town  Hall,  Brookline.     Also  of  firm  of  French 
&  Bryant,  Civil  Engineers, 
334  Washington  street,  Brookline,  and  4  State  street,  Boston,  Mass. 
French,  Edmund  M.,  Mem., 

Assistant,  with  Metropolitan  Water  Works, 

Box  186,  Clinton,  Mass. 
French,  Frank  B.,  Mem., 

Assistant  Engineer,  Metropolitan  Sewerage  Works. 

Address,  7  West  street,  Woburn,  Mass. 
French,  George  L.  R.,  Mem., 

Roadmaster,  Eastern  Division,  Boston  and  Maine  Railroad, 

Beverly,  Mass. 
French,  Heywood  S.,  Mem., 

Boston  Representative  of  the  J.  W.  Bishop  Co., 

683  Atlantic  avenue,   Boston,   Mass. 
Frink,  Harry  A.,  Mem., 

Civil  Engineer,  i  St.  James  avenue,  Boston,  Mass. 

Frizell,  Joseph  P.,  Mem., 

Hydraulic  Engineer,  60  Congress  street,   Boston,  Mass. 

Fteley,  Alphonse,  Mem., 

Consulting  Engineer,  14  West  131st  street,  New  York,  N.  Y. 

Fuller,  Andrew  D.,  Mem., 

Consulting  and  Contracting  Engineer, 

3  Hamilton   Place,   Boston,   Mass. 
Fuller,  Frank  L.,  Mem., 

Civil  and  Hydraulic  Engineer,         12  Pearl  street,  Boston,  Mass. 
Fuller,  Fred  Vincent,  Mem., 

Manager,  Carson  Trench  Machine  Co., 

16  Dorrance  street,  Charlestown,  Boston,  Mass. 
Fuller,  George  W.,  Mem., 

Firm  of  Rudolph  Hering  &  Geo.  W.  Fuller,  Hydraulic  Engineers, 

170  Broadway,  New  York,  N.  Y. 
Fuller,  William  B.,  Mem., 

Civil  Engineer,  170  Broadway,  New  York.  N.  Y. 

Gage,  Herbert  E.,  Mem., 

in  Chief  Engineers  Office,  B.  and  A.  R.  R..  Boston.  Mass. 
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Gannett,  Charles  H.,  Mem., 

Civil  Engineer,  53  State  street.  Room  1102,  Boston,  Mass. 

Gay,  Charles  W.,  Mem., 

Civil  Engineer,  25  Exchange  street,  Lynn,  Mass. 

Gerrish,  John  H.,  Assoc, 

Treasurer,  Eastern  Dredging  Co.,  247  Atlantic  avenue,  Boston. 

Residence,  Melrose  Highlands,  Mass. 
Gerry,  Lyman  L.,  Alem., 

with  Engineer  Department,  Massachusetts  Highway  Commission, 

Stoneham,  Mass. 
Glover,  Albert  S.,  Mem., 

Secretary,  Hersey  Mfg.  Co.,  714  Tremont  Temple,  Boston,  Mass. 
Goodnough,  Benj.  F.,  Mem., 

Assistant  Engineer,  Metropolitan  Water  Works, 

I  Ashburton  Place,  Boston,  Mass. 
Goodnough,  X.  Henry,  Mem., 

Chief  Engineer,  Masachusetts  State  Board  of  Health, 

Room   140,   State  House,   Boston,  Mass. 
Gould,  John  A.,  Mem., 

Chief  Engineer,  Brookline  and  Dorchester  Gas  Light  Cos., 

100  Boylston  street,  Boston,  Mass. 
Gowing,  E.  H.,  Mem., 

Engineer,  20  Pemberton  Square,  Boston,  Mass. 

Gray,  Joseph  P.,  Mem., 

Vice-President,  Boston  Manfs.  Mut.  Fire  Insurance  Co.,  31  Milk 
street,  Boston. 
Residence,  Hunter  and  Putnam  streets.  West  Newton,  Mass. 
Greene,  Levi  R.,  Mem., 

Consulting  Engineer,  Walworth  Manufacturing  Co. 

Residence,  35  Concord  avenue,  Cambridge,  Mass. 
Griswold,  Leon  S.,  Mem., 

Mining  Geologist,  238  Boston  street,  Dorchester,  Mass. 

Grover,  Arthur  C,  Mem., 

City  Engineer,   Superintendent  of  Streets  and  Superintendent  of 
Water  Works,  48  Prospect  street,  Rutland.  Vt. 

Grover,  Edmund,  Mem., 

Civil  Engineer,  East  Walpole,  Mass. 

Grover,  Nathan  C,  Mem., 

Professor  of  Civil  Engineering,  University  of  Maine,  Orono,  Me. 
GuppY,  Benjamin  W.,  Mem., 

Bridge  Engineer,   Maine  Central  Railroad,  Portland,  Me. 

GuSHEE,  Edward  G.,  Mem., 

Civil  Engineer,  2830  West  Lehigh  avenue,  Philadelphia,  Pa. 

Haberstroth,  Charles  E.,  Mem., 

Assistant     Superintendent,     Sudbury     Department,     Metropolitan 
Water  Works,  South  Framingham,  Mass. 

Hale,  Richard  A.,  Mem., 

Principal  Assistant  Engineer,  Essex  Water  Power  Co., 

Lawrence,  Mass. 
Hale,  Robert  S.,  Mem., 

Steam  and  Electrical  Engineer, 

220  Devonshire  street.  Boston,  Mass. 
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Hall,  Frank  E.,  Mem., 

Civil   Engineer,  78^   West   street,    Worcester,   Mass. 

Hall,  George  H.,  Jr.,  Mem., 

Assistant  Engineer,  N.  E.  Telegraph  and  Telephone  Co.,  104  Milk 
street,  Boston. 

Residence,  5  New  Millet  street,  Dorchester,  Mass. 
Hamilton,  George  W.,  Mem., 

District  Engineer  of  Sewers,        30  Tremont  street,  Boston,  Mass. 
Hamlin,  George  H.,  Mem., 

Civil  Engineer,  Qrono  and  Bangor,  Me. 

Ham  MATT,  Edward  A.  W.,  Mem., 

Civil  and  Hydraulic  Engineer,  Hyde  Park,  Mass. 

Hardy,  George  F.,  Mem., 

Civil  and  Hydraulic  Engineer, 

309  Broadway,   New  York,  N.  Y. 
Hardy,  George  R.,  Mem., 

Assistant  Engineer  of  Construction,  N.  Y.,  N.  H.  and  H.  R.  R., 

Forest  Hills,  Mass. 
Harrington,  David  A.,  Mem., 

Civil  Engineer,  60  State  street,  Boston,  Mass. 

Harrington,  Ephraim,  Mem., 

Ephraim  Harrington  &  Co.,  Civil  and  Consulting  Engineers, 

60  State  street,  Boston,  Mass. 
Harris,  Charles,  Mem., 

Agent  of  Barber  Asphalt  Paving  Co., 

70  Kilby  street.  Room  69,  Boston,  Mass. 
Harris,  Isaac  K.,  Mem., 

Civil  Engineer  and  Surveyor,        59  Exchange  street,  Lynn,  Mass. 
Harrison,  Christopher,  Mem., 

City  Engineer,  City  Hall,  Everett,  Mass. 

Hart,  Frank  S.,  Mem., 

Civil  and  Hydraulic  Engineer,  Assistant  Engineer,  Metropolitan 
Water  Works,  South  Framingham,  Mass. 

Harwood,  T.  T.  Hunter,  Mem., 

United   States  Assistant  Engineer,  Rockport,  Mass. 

Hastings,  Isaac  W.,  Mem., 

Assistant  in  City  Engineer's  Office,  West  Newton,  Mass. 

Hastings,  Lewis  M.,  Mem., 

City  Engineer,  City  Hall,  Cambridgeport,  Mass. 

Haswell,  Charles  H.,  Hon.  Mem., 

Civil  and  Mechanical  Engineer,  Consulting  Engineer,  Department 
of  Public  Improvements, 

Room  1803,  Park  Row  Bldg.,  New  York,  N.  Y. 
Hatch,  Arthur  E.,  Mem., 

Manager,  Bay  State  Dredging  Co.,  19  High  street,  Boston. 

Residence,  46  Browning  Road,  Somerville,  Mass. 
Hawes,  Louis  E.,  Mem., 

Civil  and  Hydraulic  Engineer,  loi  Tremont  street,  Boston,  Mass. 
Hawkes,  Levi  G.,  Mem., 

Civil  Engineer,  25  Pleasant  street,  Saugus,  Mass. 

Hawley,  William  C,  Mem., 

Assistant  Engineer,  Harbor  and  Land  Commission. 

Residence,  60  Broadway.  Taunton,  Mass. 
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Hazelton,  Charles  W.,  Mem., 

Engineer  and  Treasurer,  Turners  Falls  Co.,  Turners  Falls,  Mass. 
Hazex,  Allen,  Mem., 

Consulting   Engineer,    St.    Paul   Bldg., 

220  Broadway,  New  York,  N.  Y. 
Heald,  Simpson  C,  Mem., 

Civil  Engineer,  48  Congress  street.  Boston,  Mass. 

Hering,  Rudolph,  Mem., 

Hydraulic   and    Sanitary  Engineer, 

170  Broadway,  New  York,  N.  Y. 
Herschel,  Clemens,  Mem., 

Civil   and   Hydraulic   Engineer, 

2  Wall  street,  New  York,  N.  Y. 
Hersey,  Frederic  M.,  Mem., 

Assistant  Engineer,  with  E.  W.  Bowditch, 

60  Devonshire  street,  Boston,  Mass. 
Hews,  Joseph  R.,  Mem., 

Engineer  Inspector,  Cambridge  Bridge, 

374  Cambridge  street,  Boston,  Mass. 
Hicks,  C.  Atherton,  Mem., 

Civil  Engineer  and   Landscape  Architect,  Boston,   Mass. 

HiGGiNS,  Herman  K.,  Mem., 

Assistant  Engineer,  N.  Y.,  N.  H.  and  H.  R.  R.,  472  South  Station, 
Boston. 

Residence,  1799  Dorchester  avenue,  Dorchester,  Mass. 
Hinckley,  David,  Mem., 

Engineer  for  Massachusetts  Mills  in  Georgia,  Lindale.  Ga. 

Hodgdon,  Frank  W.,  Mem., 

Chief  Engineer,  Harbor  and  Land  Commission, 

131   State  House,  Boston,  Mass. 
Hodges,  Gilbert,  Mem., 

Civil  and  Consulting  Engineer,       131   State  street,  Boston,  Mass. 
HoLDEN,  Horace  G.,  Mem., 

Superintendent,   Pennichuck  Water  Works   Co.,   Nashua,   N.   H. 
HoLLis,  Ira  N.,  Mem., 

Professor  of  Engineering,   Lawrence    Scientific   School,   Harvard 
University,  Cambridge,  Mass. 

Holmes,  J.  Albert,  Mem., 

Engineer,  Park  Department,  City  Hall,  Cambridgeport,  Mass. 

Holt,  Arthur  C,  Mem., 

197  Washington  street,  Somerville,  Mass. 
HoPSON,  Ernest  G.,  Mem., 

Civil  Engineer,  Halifax,  N.  S.,  and  Sydney,  N.  S. 

HoRTON,  Arthur  E.,  Mem., 

Civil  Engineer,  Beacon  Chambers,  Boston,  Mass. 

Horton,  Theodore,  Mem., 

with  Hering  &  Fuller,  170  Broadway,  New  York,  N.  Y. 

HosMER,  Francis  E.,  Mem., 

Inspector,  Engineering  Department,  Boston, 

569  Broadway,  South  Boston,  Mass. 
HosMER,  Sidney,  Mem., 

Superintendent  of  Installation,  Edison  Electric  Illuminating  Co., 

3  Head  Place,  Boston,  Mass. 
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Houghton,  Charles  E.,  Alem,, 

with  Boston  and  Worcester  Street  Railway  Co., 

114  Erie  street,  New  Dorchester,  Mass. 
Howard,  Channing,  Mem., 

Whitman  &  Howard,  Civil  Engineers, 

85  Devonshire  street,  Boston,  Mass. 
Howard,  John  L.,  Mem., 

Division   Engineer,   Metropolitan  Water  Works, 

I  Ashburton  Place,  Boston,  Mass. 
Howe,  Edward  W.,  Mem., 

Assistant  Engineer,  Engineering  Department, 

65  City  Hall,  Boston,  Mass. 
Howe,  George  E.,  Mem., 

Assistant  Engineer,  Hudson  River  Water  Power  Co., 

Glens  Falls,  N.  Y. 
Howe,  Horace  J.,  Mem., 

Assistant  Engineer,  Rapid  Transit  Railroad  Commission, 

231  West  125th  street,  New  York,  N.  Y. 
Howe,  Will  B.,  Mem., 

City  Engineer,  5  Warren  street,  Concord,  N.  H. 

HowLAND,  Albert  H.,  Mem., 

Civil  Engineer,  60  Congress  street,  Boston,  Mass. 

HowLAND,  Charles  W.,  Mem., 

Civil  Engineer  and  Surveyor,        44  Union  street,  Rockland,  Mass. 
Hubbard,  Dwight  L.,  Mem., 

Engineering  Department,  Paving  Division.  Street  Department, 

70  City  Hall,  Boston,  Mass. 
Hultman,  Eugene  C,  Mem., 

Inspecting  and  Auditing  Engineer  for  West  End  Street  Railway 
System  and  for  Fitchburg  Railroad  Co., 

loi  Milk  street,  Boston,  Mass. 
Hunking,  Arthur  W.,  Mem., 

Civil  and  Hydraulic  Engineer,       374  Stevens  street,  Lowell,  Mass. 
Hunter,  Harry  G.,  Mem., 

Civil  Engineer,  1120  Tremont  Bldg.,  Boston,  Mass. 

Hunter,  W.  Dabney,  Mem., 

Engineer  and  Superintendent,  Public  Works,  Melrose,  Mass. 

Hunter,  William  B.,  Mem., 

Assistant  Engineer,  Metropolitan  Sewerage  Works, 

Holburn  street,  Milton,  Mass. 
Hyde,  Charles  G.,  Mem., 

Assistant  Engineer  in  charge  of  Improvement  of  the  Water  Sup- 
ply, Harrisburg,  Pa. 
Jackson,  William,  Mem., 

City  Engineer,  City  Hall,  Boston,  Mass. 

Janes,  Charles  F.,  Mem., 

Assistant  Engineer,  Public  Works  Department, 

Providence,  R.  I. 
Jenney,  Walter,  Mem., 

Superintendent,  Jenney  Mfg.   Co., 

55  G  street.  South  Boston,  Mass. 
Johnson,  Alpheus  M.,  Mem., 

Assistant  Engineer,  Boston  and  Maine  Railroad, 

100  South  State  street,  Concord,  N.  H. 
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Johnson,  Edward  J.,  Mem,, 

City  Engineer,  Nashua,  N.  H. 

Johnson,  Frank  P.,  Mem., 

Tide  Water  Trap  Rock,  East  Haven,  Conn. 

Johnson,  James  W.,  Mem., 

City  Engineer,  Riverside.  Cal. 

Johnson,  Lewis  J.,  Mem., 

Assistant    Professor    of    Civil    Engineering,    Lawrence    Scientific 
School,  Harvard  University, 

100  Avon  Hill  street,  North  Cambridge,  Mass. 
Johnson,  William  S.,  Mem., 

Assistant  Engineer,  State  Board  of  Health, 

Room  140,  State  House,  Boston,  Mass. 
Jones,  J.  Edwin,  Mem., 

Civil  Engineer,  Jamaica  Plain,  Mass. 

Keene,  William  F.,  Mem., 

City  Engineer,  84  Cross  street,  Central  Falls,  R.  I. 

Keith,  Herbert  C,  Mem., 

Bridge  Engineer,  Mason  City  and  Fort  Dodge  Railroad, 

Fort  Dodge,   Iowa. 
Kendall,  Francis  H.,  Mem., 

Civil  Engineer  for  Middlesex  County  Commissioners. 

Court  House,  East  Cambridge,  Mass. 
ICent,  Willard,  Mem., 

Civil  Engineer,  Narragansett  Pier,  R.  I. 

Kettell,  Charles  W.,  Mem., 

Mechanical  Engineer,  53  State  street.  Room  11 12,  Boston,  Mass. 
Kidd,  Alexander  L.,  Mem., 

District  Engineer  of  Sewers,  30  Tremont  street,  Boston,  Mass. 
Kimball,  George  A.,  Mem., 

Chief  Engineer,  Elevated  Lines,  Boston  Elevated  Railway  Co., 

Id   Milk  street,  Boston,  Mass. 
Kimball,  Harry  L.,  Mem., 

First  Assistant  Engineer,  with  Pierce  &  Barnes,  Boston. 

Residence,  358  Waltham  street,  West  Newton,  Mass. 
Kimball,  Joseph  H.,  Mem., 

Assistant  Engineer,  City  Engineer's  Office,  West  Newton,  Mass. 
King,  George  A.,  Mem., 

City  Engineer,  City  Hall,  Taunton,  Mass. 

Kinnicutt,  Leonard  P.,  Mem., 

Professor  of  Chemistry,  Worcester  Polytechnic  Institute, 

Worcester,  Mass. 
Kirkpatrick,  John  J.,  Mem., 

Ellsworth  &  Kirkpatrick,  Architects  and  Civil  Engineers, 

7  Main  street,  Holyoke,  Mass. 
Knapp,  Frederick  B.,  Mem., 

Principal   of  Powder   Point   School,  Duxbury,   Mass. 

Knowles,  Morris,  Mem., 

Resident  Engineer,  Bureau  of  Filtration,  City  Hall,  Pittsburg,  Pa. 
Lanza,  Gaetano,  Mem., 

Professor  of  Theoretical  and  Applied  Mechanics,  Massachusetts 
Institute  of  Technology,  Boston,  Mass. 
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Lavis,  Frederick,  Mem., 

Assistant  Engineer,  N.  Y.,  N.  H.  and  H.  R.  R., 

Fall   River,   Mass. 
Lawton,  Louis  C,  Mem., 

with  Engineering  Department,  Boston  and  Maine  Railroad, 

Waverly,  Mass. 
Lawton,  Perry,  Mem., 

Civil  Engineer,  7  Savings  Bank  Bldg.,  Quincy,  Mass. 

Learned,  Waldo  A.,  Mem., 

General  Superintendent,  Newton  and  Watertown  Gas  Light  Co., 

Watertown,  Mass. 
Learned,  Wilbur  F.,  Mem., 

Superintendent  of  Streets  and  Sewers,  Watertown,  Mass. 

Leavitt,  Erasmus  D.,  Mem., 

Mechanical  and  Consulting  Engineer, 

2  Central  Square,  Cambridgeport,  Mass. 
Leland,  George  I.,  Mem., 

City  Engineer,  City  Hall,  Lynn,  Mass. 

Libbey,  Dana,  Mem., 

Deputy  Street  Commissioner  in  charge  of  Sewers, 

West  Newton,  Mass. 
Lincoln,  Edwin  H.,  Mem., 

Aspinwall  &  Lincoln,  Civil  Engineers, 

120  Tremont   street.    Room   606,    Boston,    Mass. 
Link,  John  William,  Mem., 

with  Niagara  Falls  Power  Co.,  Niagara  Falls,  N.  Y. 

Locke,  Franklin  B.,  Mem., 

Civil  Engineer,  North  Adams,  Mass. 

Lovis,  Andrew  M.,  Mem., 

Assistant  Engineer,  Massachusetts  Highway  Commission, 

20  Pemberton  Square,  Boston,  Mass. 
Luther,  William  J.,  Mem., 

Civil  Engineer,  Assistant  Superintendent,  Attleboro  Gas  Light  Co.. 

Attleboro,  Mass. 
Lyman,  Edward,  Mem., 

Civil  and  Mechanical  Engineer,  Lowell  Mfg.  Co., 

431  Wilder  street,  Lowell,  Mass. 
Lyman,  John  F.,  Mem., 

Consulting  Engineer  and  Architect,  P.  O.  Box  2295,  Boston,  Mass. 
Macksey,  Henry  V.,  Mem., 

Deputy  Superintendent,  Paving  Division,  Street  Department, 

44  City  Hall,   Boston,  Mass. 
Macomber,  Harry  F.,  Mem., 

with  Luther  Dean,  C.E.,  187  County  street,  Taunton,  Mass. 

Main,  Charles  T.,  Mem., 

Dean  &  Main,  Mechanical  and  Mill  Engineers, 

53  State  street.  Room  11 12,  Boston,  Mass. 
Manahan,  Elmer  G.,  Mem., 

with  Jersey  City  Water  Supply  Co., 

299  Main  street.  Paterson,  N.  J. 
Manley,  Henry,  Mem., 

Assistant  Engineer,  Engineering  Department, 

51  City  Hall,  Boston,  Mass. 
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Manley,  Laurence  B.,  Mem., 

Assistant  Engineer,  Boston  Transit  Commission, 

20  Beacon  street,  Boston,  Mass. 
Marble,  Arthur  D.,  Mem., 

City  Engineer,  City  Hall,  Lawrence,  Mass. 

Marvell,  Edward  I.,  Mem., 

Civil  and  Mechanical  Engineer, 

29  Bedford  street,  Fall  River,  Mass. 
Mason,  Charles  A.,  Mem.^ 

W.  A.  Mason  &  Son,  Civil  Engineers  and  Surveyors, 

631  Massachusetts  avenue,  Cambridge,  Mass. 
Mattice,  Asa  M.,  Mem., 

Chief  Engineer,  Westinghouse  Electric  Mfg.   Co., 

Box   911,    Pittsburg,    Pa. 
McAlpine,  William  H.,  Mem., 

Junior  Engineer,  U.  S.  Engineer's  Office,  Frankfort,  Ky. 

McClintock,  William  E.,  Mem., 

Civil  and  Hydraulic  Engineer, 

20  Pemberton   Square,   Boston,   Mass. 
McInnes,  Frank  A.,  Mem., 

Assistant  Engineer,  Engineering  Department,  Boston, 

2Z  Salcombe  street,  Dorchester,  Mass. 
McKay,  William  E.,  Mem., 

Assistant  Engineer,  Bay  State  Gas  Co.,  and  Boston  Gas  Light  Co., 

10  Pearl  street,  Dorchester,  Mass. 
McKenna,  James  A.,  Mem., 

Assistant  Engineer,  City  Engineer's  Office,         Providence,  R.  I. 
McKibben,  Frank  P.,  Mem., 

Instructor  in  Civil  Engineering,  Massachusetts  Institute  of  Tech- 
nology, Boston,  Mass. 
Metcalf,  Leonard,  Mem., 

Civil  Engineer,  14  Beacon  street,  Boston,  Mass. 

MiLDRAM,  Henry  C,  Mem.. 

Assistant  Engineer,  Street  Laying-Out  Department, 

23  Old  Court  House,  Boston,  Mass. 
Miller,  Edward  F.,  Mem., 

Professor,  Steam  Engineering,   Massachusetts  Institute  of  Tech- 
nology, Boston,  Mass. 
Miller,  Hiram  A.,  Mem., 

Engineer,  Reservoir  Department,  Metropolitan  Water  Works, 

Clinton,  Mass. 
Miller,  William  L.,  Assoc, 

Contractor  for  Public  Works,  17  Milk  street,  Boston,  Mass. 

Mills,  Charles,  Mem., 

Civil  Engineer,  Euclid  avenue,  Winchester,  Mass. 

Mills,  Frank  H.,  Mem., 

City   Engineer,  Woonsocket,   R.   I. 

Miner,  Franklin  M.,  Mem., 

Engineering  Department,  Surveying  Division, 

27  Old  Court  House,  Boston,  Mass. 
Moore,  Arthur  C,  Mem., 

Civil  Engineer,  100  Main  street,  Southbridge,  Mass. 

Morrill,  George  S.,  Mem., 

Division  Engineer,  N.  Y..  N.  H.  and  H.  R.  R.,  Boston,  Mass. 
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Morris,  Frank  H.,  Mem., 

Civil  Engineer,  86  Hudson  street,  Somerville,  Mass. 

Morrison,  Harry  J.,  Mem., 

Division  Engineer,  Metropolitan  Water  Works, 

25  Leighton  avenue,  Clinton,  Mass. 
Morrison,  John  W.,  Mem., 

Manager,  Branch  Office  Hornblower  &  Weeks, 

53  State  street,  Room  203,  Boston,  Mass. 
Morse,  Charles  F.,  Mem., 

Assistant  Engineer,  Metropolitan  Park  Commission, 

12  Russell  street,  Maiden,  Mass. 
Morse,  William  P.,  Mem., 

Assistant  City  Engineer  of  Newton, 

City  Hall,  West  Newton,  Mass. 
Moses,  John  C,  Mem., 

Chief  Draftsman,  Boston  Bridge  Works, 

Cambridge,  Mass. 
MoTT,  Samuel  J.,  Mem., 

J.  J.  Mott  &  Son,  Civil  Engineers, 

466^  Broadway,  Saratoga  Springs,  N.  Y. 
Motte,  M.  Irving,  Mem., 

Manager  and  Engineer,  Boston  office,  Elektron  Mfg.  Co., 

179  Lincoln  street,  Boston,  Mass. 
Moultrop,  Irving  E.,  Mem., 

Constructing  Engineer,  The  Edison  Electric  Illuminating  Co., 

3  Head  Place,  Boston,  Mass. 
Nash,  Henry  A.,  Jr.,  Mem., 

Civil  Engineer,  ,  Weymouth  Heights,   Mass. 

Nelson,  George  A.,  Mem., 

Assistant  Engineer,  City  Engineer's  Office, 

City  Hall,  Lowell,  Mass. 
Nelson,  William,  Mem., 

with  the  Fairbanks  Co.,  42  Pearl  street,  Boston. 

Residence,  31  Aldie  street,  Allston,  Mass. 
Nichols,  Alfred  E.,  Mem., 

with  Swain  Turbine  and  Mfg.  Co., 

142  Wilder  street,  Lowell,  Mass. 
Nickerson,  Addison  C, 

Engineer  to  Sewer  Commissioners,  Hyde  Park,  Mass. 

Noble,  Walter  E.,  Mem., 

Assistant  Engineer,  Reservoir  Commission, 

City  Hall,  Fall  River,  Mass. 
Norris,  Walter  H.,  Mem., 

Chief  Engineer's  Office,  Boston  and  Maine  Railroad, 

Boston,  Mass. 
Nye,  George  H.,  Mem., 

Civil  Engineer,  323  Cottage  street,  New  Bedford,  Mass. 

Oder,  Arthur  J.,  Mem., 

United  States  Junior  Engineer,  10  Lincoln  street,  Newport,  R.  I. 
Ogden,  William  C,  Mem., 

Civil  Engineer  and  City  Engineer,  Dover,  N.  H. 

Olmsted,  John  C,  Mem., 

Landscape  Architect,  •  Brookline,  Mass. 

Palmer,  Alfred  T.,  Mem., 

Civil  Engineer,  53  State  street,  Room  540,  Boston,  Mass. 


i8  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

Parker,  Harold,  Mem., 

Parker  &  Bateman,  Civil  Engineers,  Clinton. 

Residence,  South  Lancaster,  Mass. 
Parker,  William,  Mem., 

Division  Engineer,  B.  and  A.  R.  R., 

yj2  South  Station,  Boston,  Mass. 
Parsons,  Charles  S.,  Mem., 

Chief  Clerk,  Engineer  Department,        50  City  Hall,  Boston,  Mass. 
Patch,  Walter  W.,  Mem., 

Assistant  Engineer,  Metropolitan  Water  Works, 

22  Dennison  avenue.  South  Framingham,  Mass. 
Pearse,  Langdon, 

Civil  Engineer,  317  Walnut  avenue,  Roxbury,  Mass. 

Pearson,  Charles  A.,  Mem., 

Civil  Engineer  and  Surveyor, 

8  Waverley  Block,  Charlestown,  Mass. 
Pearson,  Fred  S.,  Mem.,  • 

Chief  Engineer,  Metropolitan  Street  Railway  Co., 

29  Broadv^ay,  New  York,  N.  Y. 
Peck,  Charles  H.,  Mem., 

344  Blackstone  street,  Providence,  R.  I. 
Peirce,  Eugene  E.,  Mem., 

Assistant   Engineer,    with   Massachusetts    Board   of   Harbor   and 
Land  Commissioners,  134  State  House,  Boston,   Mass. 

Peirce,  Frank  A.,  Mem., 

Civil  Engineer,  Spartanburg,  S.  C. 

Perkins,  Clarence  A.,  Mem., 

Engineer,  N.  E.  Telegraph  and  Telephone  Co. 

Residence,  57  High  street,  Maiden,  Mass. 
Perkins,  John  K.,  Mem., 

Civil  Engineer,  417  Massachusetts  avenue,  Boston,  Mass. 

Perkins,  Theodore  P.,  Mem., 

Assistant  Engineer,   Chief  Engineer's  Office,   Boston  and  Maine 
Railroad,  Boston,    Mass. 

Pettee,  Eugene  E.,  Mem., 

with  J.  R.  Worcester,  C.E.,  Boston. 

Residence,  269  Lowell  avenue,  Newtonville,  Mass. 
Phillips,  Henry  A.,  Mem., 

Architect,  120  Tremont  street,  Room  503,  Boston,  Mass. 

Pierce,  Herbert  F.,  Mem., 

Pierce  &  Barnes,  Civil  Engineers,      7  Water  street,  Boston,  Mass. 
Pierce,  William  T.,  Mem., 

Engineer,  Metropolitan  Park  Commission, 

14  Beacon  street,  Boston,  Mass. 
Plimpton,  Arthur  L.,  Mem., 

Civil  Engineer  in  charge  of  the  Department  of  Civil  Engineering  of 
the  Bureau  of  Surface  Lines,  Boston  Elevated  Railway  Co., 

loi  Milk  street,  Boston,  Mass. 
PoLLEYS,  William  V.,  Mem., 

of  firm  of  the  R.  H.  Tingley  Co.,  Civil  Engineers, 

75  Westminster  street,   Providence,  R.   I. 
Pond,  Robert  W.,  Mem., 

Town  Engineer,  Arlington,  Mass. 

Pope,  Lemuel,  Mem., 

Port  Angeles,  Wash. 
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Pope,  Macy  S..  Mem., 

Civil  Engineer,  31  Milk  street,  Boston,  Mass. 

Porter,  Dwight,  Mem., 

Professor  of  Hydraulic  Engineering,  Massachusetts  Institute  of 
Technology,  Boston,  Mass. 

Pratt,  C.  Barton,  Mem., 

Division  Engineer,  Metropolitan  Sewerage  Works, 

14  Park  Lane,  Jamaica  Plain,  Mass. 
Pratt,  Dana  M.,  Mem., 

Assistant  with  French  &  Bryant, 

334  Washington  street,  Brookline,  Mass. 
Pratt,  Daniel  W.,  Mem., 

Assistant  Engineer  with  E.  W.  Bowditch, 

60  Devonshire  street,  Boston,  Mass. 
Pratt,  N.  Raymond,  Mem., 

Civil  Engineer,  Sudbury,    Mass. 

Pratt,  Robert  W.,  Jr.,  Mem., 

Assistant  in  Engineer's  Office,  Massachusetts  State  Board  of 
Health.  Residence,    Waban,    Mass. 

pRiCHARD,  Charles  F., 

General  Manager,  Lynn  Gas  and  Electric  Co., 

90  Exchange  street,  Lynn,  Mass, 
Putnam,  Charles  E.,  Mem., 

Assistant  Engineer,  Park  Department, 

Jamaica  Park,  Jamaica  Plain,  Mass. 
Reynolds,  Henry  J.,  Mem., 

Assistant  Engineer,  City  Engineer's  Office,  Providence,  R.  L 

Rice,  George  S.,  Mem., 

Deputy  Chief  Engineer,  Rapid  Transit  Railroad  Commission, 

320  Broadway,  New  York,  N.  Y. 
Rice,  James,  Mem., 

Inspector,  Hartford  Steam  Boiler  Inspection  and  Insurance  Co., 
125  Milk  street.   Room  40,  Boston,  Mass. 
Rice,  L.  Frederick,  Mem., 

Assistant  Engineer,  American  Bell  Telephone  Co., 

125  Milk  street,  Boston,  Mass. 
Rice,  Otis  D.,  Mem., 

with  E.  H.  Kitfield,  Mill  Architect  and  Engineer. 

Address,  Box  360,  South  Framingham,  Mass. 
Rich,  Isaac,  Mem., 

Assistant  Engineer,  N.  Y.,  N.  H.  and  H.  R.  R.,  Boston. 

Residence,  36  Walnut  street,  Somerville,  Mass. 
Richards,  Robert  H.,  Mem., 

Professor,  Mining  Engineering  and  Metallurgy,  Massachusetts  In- 
stitute  of  Technology,  Boston,   Mass. 
Richards,  Walter  H.,  Mem., 

Engineer  of  Water  and  Sewer  Departments,  New  London,  Conn. 
Richardson,  Thomas  F.,  Mem., 

Engineer,  Dam  and  Aqueduct  Department,  Metropolitan  Water 
Works,  Clinton,   Mass. 

Rollins,  James  W.,  Jr.,  Mem., 

of  Holbrook,  Cabot  &  Rollins.  Engineers  and  Contractors, 

1140  Tremont  Bldg.,  Boston,  ]\Iass. 
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RoBBiNS,  Arthur  G.,  Mem., 

Assistant  Professor  of  Highway  Engineering,  Massachusetts  Insti- 
tute of  Technology,  Boston,  Mass. 
RoBBiNS,  Charles  S,,  Assoc, 

Treasurer  and  General  Manager,  Eastern  Clay  Goods  Co., 

65  Oliver  street,  Boston,  Mass. 
RoBBiNS,  Franklin  H.,  Mem., 

with  Metropolitan  Water  Works, 

I  Ashburton  Place,  Boston,  Mass. 
Ross,  Elmer  W.,  Mem., 

Assistant  Engineer,  Bridge  Department,  City  Engineer's  Office, 

Providence,  R.  I. 
RowELL,  Frank  B.,  Mem., 

Assistant  Engineer,  Boston  and  Maine  Railroad, 

14  Linwood  Road,  Lynn,   Mass. 
Sabine,  Edward  D.,  Mem., 

Chief  Engineer,  American  Pneumatic  Service  Co., 

115  Chauncy  street,  Boston,  Mass. 
Safford,  Arthur  T.,  Mem., 

Assistant  Engineer,  Props.,  The  Locks  and  Canals  on  Merrimack 
River,  66   Broadway,    Lowell,    Mass. 

Sampson,  George  T.,  Mem., 

Division  Engineer,  N.  Y.,  N.  H.  and  H.  R.  R., 

South    Station,    Boston,   IMass. 
Sanborn,  Frank  B.,  Mem., 

Professor  of  Civil  Engineering,  Tufts  College. 

Address,  Tufts  College,  IMass. 
Sanborn,  Morton  F.,  Mem., 

with   Metropolitan   Sewerage   Works, 

79   Benton  Road,    Somerville,   Mass. 
Sando.  Will  J.,  Mem., 

Manager,  International   Steam   Pump  Co., 

114  Liberty  street.  New  York,  N.  Y. 
Sargent,  Alfred  F.,  Mem., 

Civil  Engineer  and  Notary  Public,  425  Main  street.  Maiden,  Mass. 
-Saville,  Caleb  Mills,  Mem., 

Division  Engineer,  Metropolitan  Water  Works, 

I  Ashburton  Place,  Boston,  Mass. 
Sawyer,  Edward,  Mem., 

Civil  Engineer,  60  Congress  street,  Boston,  Mass. 

Sawyer,  Walter  H.,  Mem., 

Civil  Engineer,  60  Congress  street,  Boston,  Mass. 

Schwamb,  Peter,  Mem., 

Professor  of  Mechanism,  Massachusetts  Institute  of  Technology, 

Boston,  Mass. 
Sellew,  Edgar  P.,  Mem., 

Surveyor,  Billerica,   Mass. 

Semple,  William  J.  C,  Mem., 

Street  Laying-Out  Department,   Surveying  Division, 

23  Old  Court  House,  Boston,  Mass. 
Servis,  George  O.  W.,  Mem., 

Assistant  in  City  Engineer's  Office,      City  Hall,  Somerville,  Mass. 
Shaw,  Edward  S.,  Mem., 

Bridge  and  Consulting  Engineer,        12  Pearl  street,  Boston,  Mass. 
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Shedd,  Edward  W'.,  Mem., 

Civil  Engineer,  146  Westminster  street,  Providence,  R.  I. 

Shedd,  George  G.,  Mem., 

Assistant  Engineer,  Metropolitan  Water  W^orks, 

82  Cedar  street,  Clinton,  Mass. 
Shedd,  J.  Herbert,  Mem., 

Consulting  Engineer,  Providence,  R.  I. 

Shepard,  Walter,  Mem., 

Chief  Engineer,  B.  and  A,  R.  R.,  Boston. 

Residence,  79  Bloomfield  street,  Dorchester,  Mass. 
Sherman,  Charles  W.,  Mem., 

Assistant    Engineer,    Sudbury    Department,    Metropolitan    Water 
Works,  I   Ashburton   Place,   Boston,   Mass. 

Sherry,  Frank  E.,  Mem., 

Hyde  &  Sherry,  Civil  Engineers  and  Surveyors, 

15  Court  Square,  Boston,  Mass. 
Shirreffs,  Reuben,  Mem., 

Hydraulic  Engineer,  Great  Falls  Power  Co.,  Washington,  D.   C. 
Simpson,  E.  Roland,  Mem., 

Engineer,  Chapman  Double  Ball  Shafting  Bearing  Co., 

255  Atlantic  avenue,  Boston,  Mass. 
Skinner,  Fenwick  F.,  Mem., 

Draftsman,  Pencoyd  Iron  Works, 

113   Rochelle   avenue,    Philadelphia,    Pa. 
Sleeper,  George  E.,  Mem., 

Civil  Engineer,  P.  O.  Box  3198,  Boston,  Mass. 

Smilie,  Edward  S.,  Mem., 

Civil   Engineer   and    Surveyor,  Newton,   Mass. 

Smith,  Chester  W.,  Mem., 

Division  Engineer  with  Metropolitan  Water  Works, 

22  Prospect  street.  Clinton,  Mass. 
Smith,  Melvin  B.,  Mem., 

Civil  Engineer  and  Surveyor,        26  Hildreth  Bldg.,  Lowell,  Mass. 
Smith,  Sidney,  Mem., 

Civil  Engineer,  91  Maple  street.  West  Roxbury,  Mass. 

Snow,  F.  Herbert,  Mem., 

Snow  &  Barbour,  Civil  and  Sanitary  Engineers, 

1 120  Tremont  Bldg.,  Boston,  Mass. 
Snow,  Franklin  A.,  Mem., 

Civil  Engineer  and  Contractor,  Brookline,   Mass. 

Snow,  J.  Parker,  Mem., 

Bridge  Engineer,  Boston  and  Maine  Railroad,         Boston,  Mass. 
Sonne,  Otto,  Mem., 

Civil  Engineer, 

6S  Devonshire  street   (P.  O.  Box  3051),  Boston,  Mass. 
Soper,  George  A.,  Mem., 

Engineer  and  Chemist,  29  Broadway,  New  York,  N.  Y. 

Spalding,  Frederic  P.,  Mem., 

Assistant  Engineer,  Engineering  Department, 

60  City  Hall,  Boston,  Mass. 
Spear,  Walter  E.,  Mem., 

Civil  Engineer,  814  Banigan  Bldg.,  Providence,  R.  I. 
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SroFFORD,  Charles  M.,  Mem., 

Instructor  in  Civil  Engineering,  Massachusetts  Institute  of  Tech- 
nology, Boston,   Mass. 
Spofford,  Nelson,  Mem., 

Civil  Engineer  and  Surveyor  for  Massachusetts  on  her  Northern 
Boundary,  14  Water  street,  Haverhill,  Mass. 

Stanford,  Homer  R.,  Mem., 

Civil  Engineer,  United  States  Navy, 

Navy  Yard,  Mare  Island,  Cal. 
Stearns,  Edward  B.,  Mem., 

Contracting  Manager,  American  Bridge  Co., 

89  State  street,  Boston,  Mass. 
Stearns,  Frederic  P.,  Mem., 

Chief  Engineer,  Metropolitan  Water  and  Sewerage  Board, 

I  Ashburton  Place,  Boston,  Mass. 
Stearns,  Herbert  R.,  Mem., 

with  Metropolitan  Sewerage  Works. 

Residence,  108  Gushing  avenue,  Dorchester,  Mass. 
Stephenson,  Frank  H.,  Mem., 

with  Metropolitan  Water  Works,  i  Ashburton  Place,  Boston. 

Residence,  51  Aldrich  street,  Jamaica  Plain,  Mass. 
Stevens,  Harold  C,  M^em., 

Assistant   Engineer,    Improvement,    Extension   and    Filtration    of 
Water  Supply,  710  City  Hall,  Philadelphia,  Pa. 

Stoddard,  George  C,  Mem., 

Civil  and  Sanitary  Engineer, 

215  West  125th  street.  New  York,  N.  Y. 
Stone,  Charles  A., 

Stone  &  Webster,  Electric  Experts  and  Engineers, 

93  Federal  street,  Boston,  Mass. 
Storr,  Harry  A.,  Mem., 

U.  S.  Assistant  Engineer,  New  London,  Conn. 

Story,  Isaac  M.,  Mem., 

Resident  Engineer,  N.  Y.,  N.  H.  and  H.  R.  R., 

Residence,  21  Linden  avenue,  Somerville,  Mass. 

Stratton,  George  E.,  Mem., 

Hydrographer,  United  States  Engineer's  Office. 

Residence,  145  West  Newton  street,  Boston,  Mass. 

Street,  Leonard  L.,  Mem., 

with  Boston  Transit  Commission, 

^  ^  „    ,,  27  Pearl  street,  Dorchester,  Mass. 

Swain,  George  F.,  Mem., 

Professor  of  Civil  Engineering,  Massachusetts  Institute  of  Tech- 
nology, and  Engineer,  Massachusetts  Railroad  Commissioners, 

Boston,  Mass. 
Sweet,  Kilburn  S.,  Mem., 

Instructor  in  Civil  Engineering,  Massachusetts  Institute  of  Tech- 
nology, Boston,  Mass. 
Symonds,  Henry  A.,  Mem., 

Engineer  with  Booth  &  Co.,  Boston. 

^  ^  ^    ^     ,^  Address,  Box  98,  Belmont,  Mass. 

Taber,  James  C.  S.,  Mem., 

Assistant  Engineer,  Boston  and  Worcester  Street  Railway  Co., 

21   Bromfield  street,  Boston,  Mass. 
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Taylor^  Edwin  A.,  Mem., 

Civil   Engineer   with   Taylor   &  Tylee,  Uxbridge,   Mass. 

Taylor,  Lucian  A.,  Mem., 

Civil  Engineer  and  Contractor,  719  Tremont  Bldg.,  Boston,  Mass. 
Temperley,  Charles,  Mem., 

Assistant  in   City  Engineer's   Office, 

16  Pleasant  street,  Medford,  Mass. 
Thompson,  Sanford  E.,  Mem., 

Civil    Engineer,  Newton   Highlands,   Mass. 

Thorndike,  Sturgis  H.,  Mem., 

Assistant   Engineer,   Engineering  Department, 

60  City  Hall,  Boston,  Mass. 
Thorpe,  Lewis  D.,  Mem., 

with  F.  C.  Coffin,  C.E.,  West  Medford,  Mass. 

Tighe,  James  L.,  Mem., 

City  Engineer,  Holyoke,  Mass. 

Tilden,  James  A.,  Mem., 

General  Manager,  Hersey  Mfg.  Co.,  South  Boston,  Mass. 

Tingley,  Richard  H.,  Mem., 

Consulting  Engineer,  29  Broadway,  New  York,  N.  Y. 

Tinkham,  S.  Everett,  Mem., 

Assistant  Engineer,   Engineering   Department, 

60  City  Hall,  Boston,  Mass. 
Titus,  John  E.,  Mem., 

Coolidge  &  Titus,  Landscape  Architects, 

53  State  street,  Room  726,  Boston,  Mass. 
ToMLiNSON,  Alfred  T.,  Mem., 

with  J.  G.  White  &  Co.,  Engineers  and  Contractors, 

29  Broadway,  New  York,  N.  Y. 
Tower,  J.  Wallace,  Mem., 

Principal  Assistant  Engineer,  Great  Northern  Paper  Co., 

Millinocket,  Me. 
Townsend,  Arthur  C,  Assoc, 

Deputy  Sewer  Commissioner,  City  Hall,  Lynn,  Mass. 

Treadwell,  Edward  D.,  Mem., 

Surveyor,  Engineering  Department,  Maiden, 

124  Linden  avenue.  Maiden,  Mass. 
Tripp,  Oscar  H.,  Mem., 

Civil   Engineer,  ,  Rockland,    Me. 

Tucker,  Francis  C,  Mem., 

Civil  and  Mining  Engineer,  Deadwood,  S.  D. 

Tucker,  Lester  W.,  Mem., 

Resident  Engineer,  N.  Y.  C.  and  H.  R.  R.  R.,  Albany,  N.  Y. 

Turner,  Daniel  L.,  Mem., 

Assistant  Engineer,  Rapid  Transit  Railroad  Commission, 

39  Broadway,  New  York,  N.  Y. 
Turner,  Edmund  K.,  Mem., 

Civil  Engineer,  53  State  street,  Room  842,  Boston,  Mass. 

Upham,  Frank  W.,  Mem., 

Civil  Engineer,  126  Eliot  avenue,   West  Newton,  Mass. 

Varney,  Henry  A.,  Mem., 

Assistant  Engineer,  Room  15,  Town  Hall,  Brookline,  Mass. 
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Vaughan,  Louis  B.,  Mem., 
Civil  Engineer, 

Residence,  lOO  Pembroke  street,  Boston,  Mass. 

VicKERY,  Gilbert  S.,  Mem., 

with  Pennsylvania  Steel  Co.,  1222  Market  street,  Harrisburg,  Pa. 
VoSE,  George  L.,  Hon.  Mem., 

Civil  Engineer,  Paris,  Me. 

Waitt,  Charles  G.,  Mem., 

Civil  Engineer,  Waitt's  Block,  Maiden,  Mass. 

Wales,  Frederick  N.,  Mem., 

Clerk  of  Board  of  Harbor  and  Land  Commissioners, 

131  State  House,  Boston,  Mass. 
Walker,  Elton  D.,  Mem., 

Assistant  Professor  of  Civil  Engineering,  Pennsylvania  State  Col- 
lege, State  College,  Pa. 
Walker,  Joseph  William,  Mem., 

Chief  Inspector,  New  Dry  Dock  at  Portsmouth  Navy  Yard. 

Residence,  New  Castle,  N.  H. 
Wallace,  Chester  J.,  Mem., 

Assistant  Engineer,  Metropolitan  Water  Works, 

I  Ashburton  Place,  Boston,  Mass. 
Wallace,  Joseph  H.,  Mem., 

Mill  Architect  and  Hydraulic  Engineer, 

908  Temple  Court  Bldg.,  New  York,  N.  Y. 
Walworth,  Arthur  C,  Mem., 

President,  Walworth  Construction  and  Supply  Co., 

100  Pearl  street,  Boston,  Mass. 
Warren,  George  M.,  Mem., 

with  L.  E.  Hawes,  C.E.,  lOi  Tremont  street,  Boston,  Mass. 

Wason,  Leonard  C,  Mem., 

President,  Aberthaw  Construction  Co.,  8  Beacon  street,  Boston. 

Residence,  199  Harvard  street,  Brookline,  Mass. 
Waterman,  Frank  E.,  Mem., 

Civil  Engineer,  86  Weybosset  street,   Providence,  R.   I. 

Watson,  William,  Mem., 

Secretary,  American  Academy  of  Arts  and  Sciences, 

107  Marlborough  street,  Boston,  Mass. 
Webb,  DeWitt  C,  Mem., 

Civil  Engineer,  53  State  street,  Room  542,  Boston,  Mass. 

Webber,  William  O.,  Mem., 

Consulting  Engineer,        53  State  street,  Room  432,  Boston,  Mass. 
Webber,  Winslow  L.,  Mem., 

City  Engineer,  City  Hall,  Gloucester,  Mass. 

Webster,  Edwin  S., 

Stone  &  Webster,  Electrical  Engineers, 

93  Federal  street,  Boston,  Mass. 
Wells,  Charles  E.,  Mem., 

Division  Engineer,  Metropolitan  Water  Works, 

55  Prescott  street,  Clinton,  Mass. 
Westcott,  Frank  T.,  Mem., 

Superintendent  of  Streets,  North  Attleborough,  Mass. 

Weston,  Edmund  B.,  Mem., 

Consulting  Engineer,  86  Weybosset  street,  Providence.  R.  L 
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Wetherbee,  George  A.,  Mem., 

City  Engineer,  City  Hall,  Maiden,  Mass. 

Wheeler,  Bertrand  T.,  Alem., 

Assistant  Engineer  of  Construction,  N.  Y.,  N.  H.  and  H.  R.  R., 

South  Station,  Boston,  Mass. 
Wheeler,  William,  Mem., 

Civil  and  Hydraulic  Engineer,        14  Beacon  street,  Boston,  Mass. 
White,  George  V.,  Mem., 

Engineer,  Bellows  Falls  Canal  Co.,  Bellows  Falls,  Vt. 

White,  Hartley  L.,  Mem., 

White    &   Wetherbee,    Civil    Engineers,    offices    in    Braintree    and 
Brockton.  Address,  Braintree,   Mass. 

Whiting,  Russell  H.,  Mem., 

Assistant  with  French  &  Bryant, 

334  Washington  street,  Brookline,  Mass. 
Whitney,  Frank  O.,  Mem., 

Chief  of  Surveying  Division,  Street  Laying-Out  and  Engineering 
Departments,  25  Old  Court  House,  Boston,  Mass. 

Whitney,  George  E.,  Mem., 

with  Boston  Gas  Light  Co.,  24  West  street,  Boston,  Mass. 

Whitney,  Orville  J.,  Mem., 

Civil  Engineer,  White  Mountain  Granite  Quarry, 

North   Conway,   N.   H. 
Whitten,  Ernest  P.,  Mem., 

Civil  Engineer,  Stewart  Station,  W^estmoreland  Co.,  Pa. 

Whittier,  Charles  C,  Mem., 

Civil  Engineer  with  Robert  W.  Hunt  &  Co., 

1 12 1  The  Rookery,  Chicago,  111. 
WiGGiN,  Ernest  W.,  Mem., 

Assistant  Bridge  Engineer,  N.  Y.,  N.  H.  and  H.  R.  R., 

New   Haven,   Conn. 
WiGGiN,  Thomas  H.,  Mem., 

Assistant  Engineer  with  Leonard  Metcalf,  C.E.,  Boston. 

Address,  Box  99,  Jamaica,  Long  Island,  N.  Y. 
Wilkes,  Charles  M.,  Mem., 

Sanitary  Engineer,  1142  The  Rookery,  Chicago,  111. 

Williams,  William  F.,  Mem., 
City  Engineer, 

cor.   Court  and  Orchard  streets.  New  Bedford,  Mass. 
Wilson,  Herbert  A.,  Mem., 

Engineering  Department,  60  City   Hall,   Boston,   Mass. 

WiNSLow,  Frederic  I.,  Mem., 

Assistant  Engineer,  Engineering  Department, 

49  City  Hall,  Boston,  Mass. 
WiNSOR,  Frank  E.,  Mem., 

Division  Engineer,  Metropolitan  Water  Works, 

3  Richardson  Court,  South  Framingham,  Mass. 

Wood,  George  W.,  Mem., 

The  Johnston,  San  Francisco,  Cal. 
Wood,  Henry  B.,  Mem., 

Assistant  Engineer,  Board  of  Harbor  and  Land  Commissioners, 

134  State  House,  Boston,  Mass. 
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Wood,  Irving  S.,  Mem., 

Assistant  Engineer  in  charge  of  Water  Department, 

City  Engineer's  Office,  Providence,  R.  I. 
Wood,  Leonard  P.,  Mefn., 

with  Metropolitan  Water  Works, 

i8  Gilbert  street,  South  Framingham,  Mass. 
WooDFALL,  J.  L.,  Mem., 

Civil  and  Sanitary  Engineer,  15  Court  Square,  Boston,  Mass. 

Woodman,  Andrew  W.,  Mem., 

Civil  Engineer  and  Agent,  Roebling  Construction  Co., 

loi  Tremont  street,  Boston,  Mass. 
Woods,  Henry  D.,  Mem., 

Civil  Engineer,  99  Highland  street.  West  Newton,  Mass. 

Woodward,  M.  Grant,  Mem., 

Assistant  Engineer,  Cambridge  Bridge, 

374  Cambridge  street,  Boston,  Mass. 
Worcester,  Joseph  R.,  Mem., 

Civil  Engineer,  53  State  street,  Room  1106,  Boston,  Mass. 

Wright,  John  B.,  Mem., 

Assistant  City  Engineer,  16  Tudor  street,  Lynn,  Mass. 

Wyman,  Alfred  M.,  Mem., 

Assistant  Engineer,  Charlestown  Navy  Yard, 

836  Main  street,  Waltham,  Mass. 
Young,  E.  Elbert,  Mem., 

Civil  Engineer,  Auburndale,  Mass. 
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Civil  Engineers'*  Club  of  Cleveland. 

Allen,  Walter  Morrison_,  Act.  Mem., 

Superintendent  for  Warner  &  Swasey, 

40  Spangler  avenue,  Cleveland. 
Andrews,  Horace  E.,  Ph.B.,  Act.  Mem., 

President  of  the  Cleveland  Electric  Railway  Co., 

The  Electric  Bldg.,  Cleveland. 
Atwood,  John  W.,  Act.  Mem., 

Local  Manager,  Pittsburg  Valve  Foundry  and  Construction  Co., 

913  New  England  Bldg.,   Cleveland. 
Baackes,  Michael,  Act.  Mem., 

Consulting  Engineer,  712  Willson  avenue,  Cleveland. 

Baldwin,  Hiram  E., 

Engineer,  Brown  Hoisting  INIachine  Co., 

47  Hough  Place,  Cleveland. 
Balkwill,  Stephen,  Jr.,  Assoc.  Mem., 

Foreman,  The  Cleveland  Frog  and  Crossing  Co., 

260  Hough  avenue,  Cleveland. 
Ball,  Herman  P.,  Act.  Mem., 

Mechanical  Engineer,  133  Handy  street,  Cleveland. 

Barber,  Clarence  M.,  C.E.,  Act.  Mem., 

Constructing  Engineer,  Solvay  Process  Co.,  Detroit,  Mich. 

Bardons,  George  C,  Act.  Mem., 

Constructing  Engineer,   Solvay   Process   Co.,  Detroit,   Mich. 

Bardons,  George  C,  Act.  Mem., 

Of  Bardons  &  Oliver,  Tool  Manufacturers, 

Case  avenue  and  Hamilton  street,  Cleveland. 
Barnett,  James,  Act.  Mem., 

President  First  National  Bank,  President  The  George  Worthing- 
ton  Co.,  697  Euclid  avenue,   Cleveland. 

Barnum,  Frank  S.,  Act.  Mem., 

Architect,  Rose  Bldg.,  Cleveland. 

Barren,  Henry  A.,  M.E.,  Act.  Mem., 

Master  Mechanic,  American  Steel  and  Wire  Co., 

201  Miles  avenue,  Cleveland. 
Bartol,  George,  S.B.,  Act.  Mem., 

General  Manager  The  Otis  Steel  Co.,  Ltd.,  Cleveland. 

Beardsley,  Joseph  C,  Act.  Mem., 

Second  Assistant  Engineer,  Water  Works  Division,  Department  of 
Public  Works,  354  Superior  street,  Cleveland. 

Benjamin,  Charles  H.,  M.E.,  Act.  Mem., 

Professor   of   Mechanical    Engineering,    Case    School    of   Applied 
Science,  89  Adelbert  street,   Cleveland. 

Beyer,  John  J.,  Act.  Mem., 

Superintendent  Foundry,  The  Otis  Steel  Co.,  Ltd., 

120  Scott  street,  Cleveland. 
Bidle,  William  S.,  B.S.,  M.E.,  Act.  Mem., 

Mechanical  Engineer,  Manager  Turnbuckle  Department,  Cleveland 
City  Forge  and  Iron  Co.,         257  Amesbury  avenue,  Cleveland. 
Bidwell,  Jason  A.,  Act.  Mem., 

Superintendent  Union  Steel  Screw  Co., 

139  Kensington  street,  Cleveland. 
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BissELL,  Frank  E.,  Act.  Mem., 

Assistant  Engineer,  Lake  Shore  and  Michigan  Southern  Railroad, 

Cleveland,   Ohio. 
Blunt,  William  T.,  Cor.  Mem., 

U.  S.  Assistant  Engineer,  U.  S.  Engineer's  Office,  Toledo,  Ohio. 
BoALT,  Eugene  E.,  C.E.,  Act.  Mem.,* 

Civil  Engineer,  City  Hall,  Glenville,  Ohio. 

Bone,  W.  H.,  Cor.  Mem., 

General  Manager  The   Ironsides   Co.,  Columbus,   Ohio. 

Bowler,  George  H.,  Assoc.  Mem., 

Machinery  Dealer,  partner  Reade  &  Bowler, 

513   Williamson   Bldg.,   Cleveland. 
Bowler,  Noadiah  P.,  Act.  Mem., 

Foundryman,  firm  of  Bowler  &  Co.,      89  Cedar  avenue,  Cleveland. 
Bright,  Fred  E.,  Cor.  Mem., 

Superintendent  of  The  Rogers  Typograph  Co., 

1814   Spring   Garden   street,    Philadelphia,    Pa. 
Brown,  Alexander  E.,  C.E.,  ATE.,  Act.  Mem., 

Vice-President  and  General  Manager  The  Brown  Hoisting  Ma- 
chinery Co.,  115 1   Prospect  street,  Cleveland. 
Brown,  Fayette,  Act.  Mem., 

President   The    Brown    Hoisting   and    Machinery    Co.,    Chairman 
Stewart  Iron  Mfg.  Co.,  Ltd.,  President  The  National  Chemi- 
cal  Co.,  Perry-Payne   Bldg.,    Cleveland. 
Brown,  T.  Morris,  A.B.,  Act.  Mem., 

Electrical  Engineer,  with  The  Brown  Hoisting  and  Machinery  Co., 

583  Sibley  street,  Cleveland. 
Brown,  Wendell  P.,  Act.  Mem., 

Engineer,  The  King  Bridge  Co.,        314  Hough  avenue,  Cleveland. 
Burns,  William  H.,  Act.  Mem., 

Firm  of  M.  F.  Bramley  &  Co.,  97  Carroll  street,  Cleveland. 

Cadwell,  Charles  A.,  B.S.,  Act.  Alem., 

Superintendent  of  Power  House  Construction,  Cleveland  Electric 
Railway  Co.,  74  Euclid  Place,  Cleveland. 

Carter,  William  J.,  Act.  Mem., 

City  Engineer,  Cleveland. 

Carpenter,  Alfonso  H.,  Act.  Mem., 

Vice-President   Acme   Machin*    Co.,    128  Aline   street,   Cleveland. 
Chapin,  Loomis  E.,  C.E.,  Act.  Mem., 

City    Civil    Engineer,  Canton,    Ohio. 

Chisholm,  William,  Act.  Mem., 

President  Cleveland  Rolling  Mill  Co., 

779  Euclid  avenue,  Cleveland. 
Chisholm,  William,  Sr.,  Act.  Mem., 

General  Manager  Chisholm  Steel  Shovel  Works, 

364  Case  avenue,  Cleveland. 
Clark,  William  C,  Act.  Mem., 

Mechanical  Engineer,  55  Woodbridge  street,  Cleveland. 

Clegg,  R.  I.,  Act.  Mem., 

Editor  Iron  Trade  Review,  1064  Rose  Bldg.,  Cleveland. 

Cobb,  Herbert  F.,  Act.  Mem., 

with  Brown  Hoisting  Machi»"ery  Co.,  Cleveland. 
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Cobb,  Philip  L.,  C.E.,  Act.  Mem., 

Civil  Engineer,  2509  Euclid  avenue,  Cleveland. 

Coffin,  John  N.,  Act.  Mem., 

Mechanical  Engineer,  312  Perry-Payne  Bldg.,  Cleveland. 

CoMSTOCK,  Charles  W.,  Act.  Mem., 

Purchasing  Agent,  Wellman-Seaver  Engineering  Co., 

1405  New  England  Bldg.,  Cleveland. 
Cooke,  Edward  C,  C.E.,  Act.  Mem., 

Civil  Engineer,  44  Hough  Place,  Cleveland. 

CoRLETT,  John  F.,  Assoc.  Mem., 

Iron  and  Steel  Commission,        409  Perry-Payne  Bldg.,  Cleveland. 
Covert,  John  Sterling,  Act.  Mem., 

Draftsman,  The  King  Bridge  Co.,  3  Isham  Court,  Cleveland. 

CowLES,  Walter  L.,  C.E.,  Ph.B.,  Cor.  Mem., 

Civil  Engineer,  140  Dearborn   street,   Chicago,   111. 

CowLES,  William  B.,  Act.  Mem., 

W.  B.  Cowles  &  Co.,  Lake  and  Wason  streets,  Cleveland. 

Cox,  Jacob  Dolson,  Act.  Mem., 

Proprietor  of  Cleveland  Twist  Drill  Co., 

Lake  and   Kirtland   streets,    Cleveland. 
Cromwell,  John  C,  Act.  Mem., 

Mechanical  Engineer,  Garrett-Cromwell  Engineering  Co., 

New  England  Bldg.,  Cleveland. 
CuLLEY,  George,  Act.  Mem., 

Civil  Engineer,  4   Redell   street,   Cleveland. 

Daen,  Wm.  F.,  Act.  Mem., 

Civil    Engineer,  47    Philips    street,    Cleveland. 

Dailey,  Charles  I.,  Act.  Mem., 

Master   Mechanic,    National    Steel    and   Wire   Co., 

New  Haven,  Conn. 
Davies,  Daniel  R., 

Secretary  and  Treasurer,  Acme  Machinery  Co., 

250   Princeton    street,    Cleveland. 
Davis,  Charles  H.,  C.E.,  Act.  Mem., 

Consulting  Engineer,  99  Cedar  street.  New  York,  N.  Y. 

De  Forest,  Albert  T.,  Act.  Mem., 

Manager  American  Steel  and  Wire  Co., 

2677  Euclid  avenue,  Cleveland. 
De  La  Mater,  Stephen  T.,  Act.  Mem., 

with  The  Osborn  Co.,  Civil  Engineers, 

509   Osborn   Bldg.,   Cleveland. 
Dercum,  Otto,  Act.  Mem., 

Civil    Engineer,  38    City    Hall,    Cleveland. 

Dunham,  H.  F.,  Cor.  Mem., 

Consulting  Engineer,  220  Broadway,  New  York,  N.  Y. 

Dutton,  Chas.  F.,  Act.  Mem., 

Science  Instructor,  West  High  School, 

626  Franklin  avenue,  Cleveland. 
Dyer,  Harold  P.,  Act.  Mem., 

Constructing  Engineer  for  E.  H.  Dyer  &  Co.,  builders  of  Sugar 
Machinery,  Lake  and  Kirtland  streets,  Cleveland. 
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EsTEP,  JosiAH  M.,  Act.,  Mem., 

Assistant  Engineer,  Department  Public  Works, 

51   Bell  avenue,   Cleveland. 
Evans,  Peter  P.,  Act.  Mem., 

Osborn  Engineering  Co.,  Osborn  Bldg.,  Cleveland. 

EvERS,  William  H.,  Act.  Mem., 

County  Surveyor,  Cuyahoga  county,       70  Jersey  street,  Cleveland. 
Falding,  Frederick  J.,  Cor,  Mem., 

Consulting  Chemical  Engineer,      52  Broadway,  New  York,  N.  Y. 
Faragher,  Burton  P.,  Act.  Mem., 

Engineer,  Water  Works  Department, 

63  Hampden  street,  Cleveland. 
FooTE,  Andrew  W., 

Machine  Tool  Manufacturer,  555  Sibley  street,  Cleveland. 

Force,  Cyrus  G.,  Jr.,  Cor.  Mem., 

Consulting  Engineer,  Succassunna,   Morris  Co.,   N.  J. 

Fox,  John  H.,  Act.  Mem., 

with  Brown  Hoisting  Machinery  Co., 

100  Hough  avenue,  Cleveland. 
Fuller,  Harry,  Act.  Mem., 

Engineer,  The  King  Bridge  Co.,  21  Gale  avenue,  Cleveland. 

Galvin,  Archie  J.,  Act.  Mem., 

Engineer,  Intercepting  Sewer  Department, 

849  Lorain  street,  Cleveland. 
Garrett,  William,  Act.  Mem., 

Manager  Garrett-Cromwell  Engineering  Co., 

46  Dorchester  avenue,  Cleveland. 
Gayer,  William  C,  Act.  Mem., 

General  Contractor,  302  Electric  Bldg.,  Cleveland. 

GiBBS,  Harley  B.,  Act.  Mem., 

Treasurer  The  King  Bridge  Co.,  Cleveland. 

GoBEiLLE,  Joseph  Leon,  Act.  Mem., 

President  The  Gobeille  Pattern  Co., 

Leonard  and  Winter  streets,  Cleveland. 
GoFFiNG,  Charles,  Act.  Mem., 

Mechanical  Engineer,  Water  Works  Department, 

City  Hall,  Cleveland. 
Gosling,  Henry  J.,  Act.  Mem., 

Shop  Superintendent,  Acme  Machinery  Co., 

15  Talbot  street,  Cleveland. 
Green,  Bernard  L.,  Act.  Mem., 

Civil  Engineer,  Secretary  of  The  Osborn  Co., 

509  Osborn  Bldg.,  Cleveland. 
Greene,  Stanley  R.,  Act.  Mem., 

Civil  Engineer,  Mechanic  with  The  Brown  Hoisting  Machinery 
Co.,  743  Willson  avenue,  Cleveland. 

Hanford,  Geo.  S.,  Assoc.  Mem., 

with  Heine  Safety  Water  Tube  Co., 

1018  American  Trust   Bldg.,   Cleveland. 
Handy,  Edward  A.,  B.S.,  Act.  Mem., 

Chief  Engineer,  Lake  Shore  and  Michigan  Southern  Railway, 

L.   S.   and  M.   S.   Railway  Bldg.,   Cleveland. 
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Hanlon,  William  B.,  Act.  Mem., 

Chief  Engineer,   Cleveland,   Lorain  and  Wheeling  Railroad   Co., 
Mining  Engineer  for  Coal  Companies, 

825  Hickox  Bldg.,  Cleveland. 
Harman,  Ralph  A.,  Ph.B.,  Act.  Mem., 

Manufacturer    of    Forgings,    with    Cleveland     City    Forge    and 
Iron   Co.,  Cleveland. 

Hart,  Emmett  E.,  Act.  Mem., 

Chief  Engineer,  New  York,  Chicago  and  St.  Louis  Railroad, 

98  Burt  street,  Cleveland. 
Hatch,  Jaaies  N.,  Cor.  Mem., 

Superintendent  Construction,  United  States  Public  Buildings, 

Evanston,  111. 
Henderer,  Willia]m  O.,  Act.  Mem., 

Vice-President  of  the  Osborn  Co.,  Civil  Engineers, 

509  Osborn  Bldg.,  Cleveland. 
Herman,  Ludwig,  M.  E.,  Act.  Mem., 

Consulting  Engineer  and  Expert,        1024  Cedar  avenue,  Cleveland. 
HiNCHMAN,  Chas.  R.,  Act.  Mcm., 

Engineer,  Newburg  Steel  Works,        508  Cedar  avenue,  Cleveland. 
Hutchinson,  Geo.  H.,  Act.  Mem., 

Engineer,  Pittsburg  and  Conneaut  Dock  Co., 

16  Talbot  street,  Cleveland. 
HoBBS,  Perry  L.,  B.S.,  Ph.D.,  Act.  Mem., 

Professor  of  Chemistry,  Western  Reserve  Medical  College, 

Cleveland. 
Hoffman,  Robert,  Act.  Mem., 

Assistant  Engineer,  City  Civil  Engineer's  Office,  City  Hall, 

55  Osborn  street,  Cleveland, 

HOFMANN,   AlvIN, 

Mechanical  Engineer,  National  Cash  Register  Co.,  Dayton,  Ohio. 
HoiT,  Lehman  B.,  Act.  Mem., 

Hydraulic   Engineer,  582  East  Prospect  street,   Cleveland. 

Honsberg,  August  A.,  Act.  Mem., 

Draftsman,    Water    Works    Department,    City    Hall,    Cleveland. 
HoPKiNSON,  Charles  W.,  B.S.,  Act.  Mem., 

Architect,  Rose   Bldg.,   Cleveland. 

Horner,  Edward,  Act.  Mem., 

Draftsman,  City  Civil  Engineer,  115  Amesbury  avenue,  Cleveland. 
Howe,  Charles  S.,  Ph.D.,  Act.  Mem., 

Acting  President,  Case  School  of  Applied  Science,  Cleveland. 

Hyde,  A.  Lincoln,  Ph.B.,  C.E.,  Cor.  Mem., 

Engineer,  102  South  New  street,  Bethlehem,  Pa. 

Hynd,  Alexander,  Act.  Mem., 

Mechanical  Engineer,  Great  Lakes  Register, 

94  Courtland  street,  Cleveland. 
Jackson,  Ernest  S.,  Act.  Mem., 

The  Osborn  Engineering  Co.,  •  Cleveland. 

Johnston,  Albert  W.,  Act.  Mem., 

General  Superintendent  New  York,  Chicago  and  St.  Louis  Rail- 
road, 424  Hickox  Bldg.,  Cleveland. 
Johnston,  Arthur  C,  B.A.Sc,  Cor.  Mem., 

]Mechanical  Engineer,  Link  Belt  Engineering  Co.,  Bristol,  Pa. 
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Jones,  Harry  Ross,  Assoc.  Mem., 

with  The  Osborn  Co.,  Civil  Engineers,  The  Plaza,  Cleveland. 

Jones,  Wyndham  C,  Act.  Mem., 

President  Standard   Contracting  Co.,   President  W.   A.   McGillis 
Dredging  Co.,  57  Wade  Bldg.,  Cleveland. 

JuDSON,  C.  A.,  Cor.  Mem., 

Secretary  and  Treasurer  Erie  County  Investment  Co., 

232  Columbus  avenue,  Sandusky,  Ohio. 
King,  James  A.,  Act.  Mem., 

President  The  King  Bridge  Co.,       1325  Euclid  avenue,  Cleveland. 
Kingman,  Dan  C,  Act.  Mem., 

U.  S.  Engineer,  185  Euclid  avenue,  Cleveland. 

Kingsley,  Marvin  W.,  C.E.,  Act.  Mem., 

Consulting  Engineer,  Rose  Bldg.,  Cleveland. 

KoHLMETZ,  Geo.  W.,  Assoc.  Mem., 

36  Tremont  street,  Cleveland. 
Lander,  Frank  R.,  B.S.,  Act.  Mem., 

County  Draftsman,  321   Marcy  avenue,   Cleveland. 

Lane,  Edwin  G.,  Act.  Mem., 

Engineer,  Cleveland  Terminal  and  Valley  Railroad, 

B.  and  O.  Passenger  Station,  Cleveland. 
Langley,  John  W.,  B.S.,  Ph.D.,  Act.  Mem., 

Professor  Electrical  Engineering,  Case  School  of  Applied  Science, 

Cleveland. 
Earned,  Joshua  B.,  C.E.,  Act.  Mem., 

Civil  Engineer,  The  King  Bridge  Co.,  13  Isham  Court,  Cleveland. 
Le  Baron,  Jno.  F.,  Act.  Mem., 

Civil  Engineer,  1329  Williamson  Bldg.,  Cleveland. 

Deeper,  John  B.,  C.E.,  Cor.  Mem., 

Engineer,   with  Keystone   Bridge  Works,  Pittsburg,   Pa. 

Lewis,  Charles  F.,  Act.  ]\Iem., 

Civil  and  Consulting  Engineer,         605  Osborn  Bldg.,  Cleveland. 
Lewis,  Ransome  T.,  Cor.  Mem., 

Civil  Engineer,  114  Caldwell  avenue,  Elmira,  N.  Y. 

Lindenthal,  Gustav,  C.E.,  Cor.  Mem., 

Chief  Engineer,  North  River  Bridge  Co., 

45  Cedar  street,  New  York,  N.  Y. 
Line,  Francis,  Assoc,  Mem., 

Manager  for  The  Keasbey  &  Mattison  Co.,  Magnesia  Coverings, 

117  Water   street,   Cleveland. 
Lucas,  George  C,  Act.  Mem., 

General  Manager  of  The  Cleveland  Frog  and  Crossing  Co., 

Bessemer  avenue  and  Erie  Railroad,  Cleveland. 
Lucas,  Henry  Martin,  Act.  Mem., 

Lucas  Machine  Tool  Co.,  274  Perkins  avenue,  Cleveland. 

McGeorge,  John^  Act.  Mem., 

Engineer,   Wellman-Seaver  Engineering  Co., 

1404  New  England  Bldg.,  Cleveland. 
McIntyre,  James,  Act.  Mem., 

Master  Carpenter,  Mahoning  Division,  Erie  Railroad, 

136   Sawtell   avenue,    Cleveland. 
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McKee,  Arthur  G.,  Act.  Mem., 

with  American  Steel  and  Wire  Co., 

283  Hough  avenue,  Cleveland. 
McLouTH,  Lewis  C,  B.S.,  Assoc.  Mem., 

Principal,  Central  Manual  Training  School, 

Cedar  avenue,  near  Willson,   Cleveland. 
McMuRRAY,  Max.,  Act.  Mem., 

General    Superintendent   Newburg   Steel   Works,   American   Steel 
and  Wire  Co.,  1424  Euclid  avenue,   Cleveland. 

Marble,  Henry  D.,  Assoc.  Mem., 

Secretary  and  Treasurer  The  Huston  Coal  Co.,  Blackstone  Bldg., 

405   Bolton   avenue,   Cleveland. 
Mertens,  Henry  E.,  Act.  Mem., 

Engineer,  The  Osborn  Co.,  19  Earle  avenue,  Glenville,  Ohio. 

Metcalf,  Frederick,,  Act.  Mem., 

Treasurer,  Chase  Machine  Co.,  in  Elm  street,  Cleveland. 

Morley,  Nelson  W.,  Act.  Mem., 

Engineer,  739  Republic  street,   Cleveland. 

MiCHELSON,  Albert  A.,  Ph.D.,  Hon.  Mem., 

Head  Professor  of  Physics,  University  of  Chicago,  Chicago. 

Miller,  Dayton  C,  Ph.B.,  A.M.,  D.Sc,  Act.  Mem., 

Professor  of  Physics,  Case  School  of  Applied  Science,  Cleveland. 
Miller,  Walter,  Act.,  Mem., 

Consulting  Engineer,  407  Perry-Payne  Bldg.,   Cleveland. 

Mills,  Jas.  P.,  Act.  Mem., 

Instructor  Case  School,  40  Lockwood  avenue,  Cleveland. 

Mitchell,  Albert  E.,  M.E.,  Cor.  Mem., 

Superintendent  Motive  Power  Erie  Railroad  and  lines  operated, 

St.  Paul,  Minn. 
Moore,  W'alter  S.,  Act.  Mem., 

Engineer,  Maintenance  of  Way,  Chicago  and  Northwestern  R.  R., 

Anderson,   Ind. 
IMordecai,  Augustus,  C.E..  Act.  Mem., 

Assistant   Chief  Engineer,   Erie   Railroad, 

830  Garfield  Bldg.,  Cleveland. 
Morley,  Edward  W.,  Ph.D.,  LL.D.,  Hon.  Mem., 

Professor  of  Chemistry,  Adelbert  College,  Cleveland. 

Morse,  Benjamin  F.,  C.E.,  Act.  Mem., 

Civil  Engineer  and  Architect,       729  Giddings  avenue,  Cleveland. 
Neff,  Frank  H.,  B.S.,  C.E.,  Act.  Mem., 

Professor  of  Civil  Engineering,  Case  School  of  Applied  Science, 

860  Doan  street,  Cleveland. 
Nellis,  George  T.,  Act.  Mem., 

U.  S.  Assistant  Engineer,  720  Hickox  Bldg.,  Cleveland. 

Nelson,  Harry  S.,  Act.  Mem., 

Architect,  with  Barnum  &  Co.,  Rose  Bldg.,  Cleveland. 

Ney,  Robert  W.,  Act.  Mem., 

Assistant  Manager  American  Steel  and  Wire  Co., 

143   Crawford  road,  Cleveland. 
Oldham,  Joseph  R.,  Act.  Mem.., 

Naval  Architect  and  Marine  Engineer, 

814  Perry-Payne  Bldg.,  Cleveland. 
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Oliver,  John  G.,  Act.  Mem., 

Partner,  Bardons  &  Oliver, 

corner  Case  avenue  and   Hamilton  street,   Cleveland. 
Olmstead,  H.  L.,  Act.  Mem., 

with  The  Osborn  Co.,  345  Kinnard,  Cleveland. 

Orr,  Charles,  Assoc.  Mem., 

Librarian    Case   Library,  Cleveland. 

Osborn,  Frank  C,  C.E.,  Act.  Mem., 

President  of  The  Osborn  Co.,  Civil  Engineers, 

503-509  Osborn   Bldg.,    Cleveland. 
Otis,  Charles  A.,  Jr.,  Assoc.  Mem., 

Otis,  Hough  &  Co.,  Iron  and  Steel,  Cuyahoga  Bldg.,  Cleveland. 
Otis,  William  L.,  Assoc.  Mem., 

Artistic  Home  Decorations,  255  Erie  street,  Cleveland, 

Paine,  Charles,  Hon.  Mem., 

Consulting  Civil  Engineer,  32  Park  Place,  New  York,  N.  Y. 

Tenafly,  N.  J. 
Palmer,  Charles  O.,  Act.  Mem., 

Mechanical  Engineer,  32  Cedar  avenue,  Cleveland. 

Parmley,  Walter  C,  M.S.,  Act.  Mem., 

Assistant  Engineer,  Department  of  Public  Works, 

19  Burt  street,  Cleveland. 
Paul,  Hosea,  Act.  Mem., 

Civil  Engineer,  713  East  Market  street,  Akron,  Ohio. 

Pease,  Fred  A.,  Act.  Mem., 

Deputy  County  Surveyor,  9  Lake  View  avenue,  Cleveland. 

Petterson,  a.  Hugo,  Cor.  Mem., 

Engineer,  Mt.  Vernon,  Ohio. 

Pierson,  Isaac  K.,  Act.  Mem., 

Civil  and  Consulting  Engineer,       416  Cuyahoga  Bldg.,  Cleveland. 
Porter,  Albert  H.,  A.M.,  C.E.,  Act.  Mem., 

Civil  Engineer,  403  Osborn  Bldg.,   Cleveland. 

Prentiss,  Francis  F.,  Act.  Mem., 

Manfr.  Cleveland  Twist  Drill  Co.,        102  The  Lennox,  Cleveland. 
Rawson,  Marius  E.,  Act.  Mem., 

Civil  Engineer,  116  Olive  street,  Cleveland. 

Ray,  W.  Morrison,  C.E.,  Act.  Mem., 

Assistant  Engineer,  Cleveland,  Lorain  and  Wheeling  Railroad, 

381  Jennings  avenue,  Cleveland. 
Raynal,  Alfred  H.,  Act.  Mem., 

Mechanical  Engineer,  1626  Riggs  Place,  Washington,  D.  C. 

Reed,  William  E.,  Act.  Mem., 

Secretary  of  the  Warner  &  Swasey  Co., 

786  Genessee   avenue,   Cleveland. 
Rice,  Joseph  H.,  Cor.  Mem., 

Transitman,  Lake  Shore  and  Michigan  Southern  Railroad, 

Ashtabula,  Ohio. 
Rice,  Walter  P.,  C.E.,  Act.  Mem., 

Walter  P.   Rice  Engineering  Co., 

Society  for  Savings  Bldg.,  Cleveland. 
Rote,  Robert  O.,  Act.  Mem., 

Draftsman,  344    Russell    avenue,    Cleveland. 
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Roof,  Samuel  E.,  Act.  Mem., 

with  City  Water  Works,  31  Franklin  avenue,  Cleveland. 

Richards,  Francis  H.,  Cor.  Mem., 

Mechanical  Engineer  and  Expert  in  Patent  Cases, 

9-13  Murray  street,  New  York,  N.  Y, 
Richards,  Windsor  E.,  Act.  Mem.,  ^ 

with  City  Water  Works,  11  Woodward  Place,  Cleveland, 

Richardson,  John  N.,  Act.  Mem., 

Architect,  Bangor  Bldg.,  262  Prospect  street,  Cleveland. 

Rider,  George  S.,  Act.  Mem., 

Consulting  Engineer,  604  Century  Bldg.,   Cleveland. 

Ritchie,  James,  B.S.,  C.E.,  Act.  Mem., 

Consulting  Engineer,  413  Chamber  of  Commerce,  Cleveland. 

Rust,  Lucian,  Act.  Mem., 

Resident  Engineer,  Lake  Shore  and  Michigan  Southern  Railway, 

Cleveland^ 
St.  John,  Edward  M.,  Act.  Mem.,  i 

Structural  Engineer,  220  Fisk  street,  Pittsburg,   Pa. 

Saunders,  Geo.  C,  Act.  Mem., 

with  The  Osborn  Co.,  Civil  Engineers, 

5267   Jefferson    street,    Philadelphia,    Pa. 
Sawtelle,  Edmund  M.,  Cor,  Mem., 

Electrical  Engineer,  with  the  Westinghouse  Electric  and  Mfg.  Co., 
Norfolk  street,   Strand,   London,   Eng. 
Schmitt,  John  G.,  Act.  Mem., 

Superintendent  of  Streets,  Cleveland  Gas  Light  and  Coke  Co., 

356  Superior  street,  Cleveland. 
Schnell,  Louis  C,  Act.  Mem., 

U.  S.  Inspector,  958  Cedar  avenue,  Cleveland. 

ScHO WALTER,  Otto  F.,  Act.  Mem., 

Structural  Engineer,  196  Marcy  avenue,  Cleveland. 

ScHULTZ,  Charles  F.,  Act.  Mem., 

First  Assistant  Engineer,  Water  Works  Division,  Department  of 
Public  Works,  354  Superior  street,  Cleveland. 

Searles,  William  H.,  C.E.,  Act.  Mem., 

Consulting    Civil    Engineer,  Elyria,    Ohio. 

Seaver,  John  Wright,  Act.  Mem., 

Vice-President,  Wellman-Seaver  Engineering  Co., 

New  England  Bldg.,  Cleveland. 
Skeels,  Arthur  A.,  M.S.,  Act.  Mem., 

Instructor  in  Physics,  West  High  School, 

165  Courtland   street,   Cleveland. 
Smith,  Howard  Wells,  M.E.,  Cor.  Mem., 

Assistant   Engineer,   Shelby   Steel  Tube   Co., 

57  West   Center   street,   Cleveland. 
Smith,  Jared  A.,  Hon., 

Col.  Corps  of  Engineers,  U.  S.  Army,  Civil  and  Military  Engineer, 

Wilmington,  Del. 
Smith,  James  A.,  Assoc.  Mem., 

Contractor  for  Public  Works,      1630  Williamson  Bldg.,  Cleveland. 
Smith,  James  J.,  Assoc.  Mem., 

Sanitary  and  Heating  Engineer,  404  Erie  street,  Cleveland. 

& 
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Smith,  Wm.  H.,  Act.  Mem., 

Chief   Draftsman,    Structural    Department    Brown    Hoisting   Ma- 
chinery Co.,  132  Lowrie  avenue,  Glenville,  Ohio. 
Smythe,  Frank  A.,  Act.  Mem., 

President,  Thew  Automatic  Shovel  Co.,  Lorain,  Ohio. 

Snow,  Clemon  H.,  Cor.  Mem., 

Civil  Engineer,  Elyria,  Ohio. 

Spindl.\r,  Max  H.,  Act.  Mem., 

Inspector,   Osborn   Engineering   Co., 

1012  Superior  street,  Toledo,  Ohio. 
Stanford,  J.  Verne,  Act.  Mem., 

Instructor,  Case  School  of  Applied  Science, 

14  Lees  Court,  Cleveland. 
Stinchcomb,  William  A.,  Act.  Mem., 

Transitman,  with  City  Civil  Engineer, 

1987  Denison  avenue,  Cleveland. 
Stamp,  Chas.  E.,  Act.  Mem., 

partner,  Chas.  E.  Stamp  &  Co.,  977  Prospect  street,  Cleveland. 

Stockwell,  John  N.,  Ph.D.,  Hon.  Mem., 

Astronomer,  1008  Case  avenue,  Cleveland. 

Stouffer,  Leslie  B.,  Assoc.  Mem., 

with  Warner  &  Swasey,  581   Norwood,  Cleveland. 

Strong,  Charles  H.,  C.E.,  Act.  Mem., 

Civil  Engineer  and  Contractor,       622  Cuyahoga  Bldg.,  Cleveland. 
Swasey,  Ambrose,  Act.  Mem., 

Vice-President  of  Warner  &  Swasey,  Mfrs.  of  Machine  Tools  and 
Astronomical  Instruments,         1728  Euclid  avenue,  Cleveland. 
Thompson,  Henry  C,  C.E.,  Act.  Mem., 

Civil  Engineer,  20  Brenton  street,  Cleveland. 

Thurston,  Edwin  L.,  Assoc.  Mem., 

Patent  Lawyer,  1028  Society  for  Savings,  Cleveland. 

Treat,  Francis  Henry,  Act.  Mem., 

General  Superintendent,  Jones  ^  Laughlin's,  Ltd.,  Pittsburg,  Pa. 
Van  Dorn,  Thomas  B.,  Act.  Mem., 

Vice-President  Van  Dorn  Iron  Works,  Cleveland. 

Varney,  Joshua  D.,  Act.  Mem., 

Civil  Engineer  and  Surveyor,  53  Public  Square,  Cleveland. 

Waitt,  Arthur  M.,  Cor.  Mem., 

Superintendent  of  Motive  Power  and  Rolling  Stock,   New  York 
Central  and  Hudson  River  Railroad, 

Grand  Central  Station,  New  York,  N.  Y. 
Walker,  William  J.,  Assoc.  Mem., 

Superintendent  Plate  Mills,  Otis  Steel  Co.,  Ltd., 

444  Crawford  Road,  Cleveland. 
Wallace,  James  C,  Act,  Mem., 

General  Manager  American  Ship  Building  Co., 

120  Viaduct,  Cleveland. 
Warner,  Worcester  R.,  Act.  Mem., 

President   of   Warner   &   Swasey,    Mfrs.    of   Machine   Tools   and 
Astronomical  Instruments,         1722  Euclid  avenue,  Cleveland. 
Ward,  Jno.  C.,  Cor.  Mem., 

Engineer,  Painesville,   Ohio. 
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Watson,  Wilder  J.,  Act.  Mem., 

with  The  Osborn  Co.,  Civil  Engineers,      Osborn  Bldg.,  Cleveland. 
Watson,  Charles  D.,  Act.  Mem., 

Structural  Engineer,  Osborn  Bldg.,  Cleveland. 

Weaning,  Lawrence  D.,  Act.  Mem., 

Engineer,  130    Commonwealth    avenue,    Cleveland. 

Webster,  C.  E.,  Cor.  Mem., 

Division  Engineer,  New  York  Central  and  Hudson  River  Railroad, 

960  Ellicott  Square,  Buffalo,  N.  Y. 
Webster,  Harold  C,  Act.  Mem., 

Mechanical    Draftsman,  53    Dorchester   avenue,    Cleveland. 

Wellman,  Chas.  H.,  Act.  Mem., 

General  Manager,  Wellman-Seaver  Engineering  Co., 

1404  New  England  Bldg.,  Cleveland. 
Wellman,  Samuel  Thomas,  Act.  Mem., 

President,  Wellman-Seaver  Engineering  Co., 

New  England  Bldg.,  Cleveland. 
West,  Thomas  D.,  Cor.  Mem., 

General  Manager  Thos.  D.  West  Foundry  Co.,        Sharpsville,  Pa. 
White,  Windsor  T.,  B.S.,  Act.  Mem., 

Vice-President  White  Sewing  Machine  Co., 

300  Rose  Bldg.,  Cleveland. 
Wight,  Elmer  B.,  Act.  Mem., 

Engineer,  22,  Ware  street,  Cleveland. 

WiLLARD,  Joseph  W.,  Assoc.  Mem., 

Retired  General  Manager  Hercules  Powder  Co., 

1339  Willson   avenue,    Cleveland. 
Williamson,  Charles  S.,  Act.  Mem., 

with  Brown  Hoisting  Machinery  Co.,  39  Olive  street,   Cleveland. 
Wilson,  Frank  W.,  C.E.,  Cor.  Mem., 

Manager  Boston  Bridge  Works,       147  Milk  street,  Boston,  Mass. 
Wilson,  John  M.,  LL.D.,  Hon.  Mem., 

Brigadier-General,  Chief  of  Engineers,  U.  S.  Army, 

1773  Massachusetts  avenue,  Washington,  D.  C. 
Winton,  Alexander,  Act.  Mem., 

Superintendent  Winton   Bicycle   Co.,   President  Winton  Automo- 
bile Co.,  Brookfield  avenue,  Cleveland. 
Wolverton,  Irving  M.,  B.S.,  C.E.,  Act.  Mem., 

Chief  Engineer,  Mt.  Vernon  Bridge  Works,        Mt.  Vernon,  Ohio. 
Wood,  James,  Assoc.  Mem., 

Contractor,  163    Bolton   avenue,    Cleveland. 

Wood,  Thomas,  Assoc.  Mem., 

Engineer,  898  Case  avenue,  Cleveland. 

Woodward,  Harry  W.,  Act.  Mem., 

Assistant  Supervising  Engineer,        203  Adelbert  street,  Cleveland. 
Wright,  Chas.  H.,  Act.  Mem., 

Chief  Engineer,  The  Brown  Hoisting  Machinery  Co.,      Cleveland. 
Yates,  Preston  K.,  Act.  Mem., 

Engineer,  L.  P.  &  J.  A.  Smith  Co., 

532  East  Prospect  street,  Cleveland. 
Zesiger,  Albert  W.,  Act.  Mem., 

Draftsman,  Department  Public  Works, 

443  Fourth  avenue,  Pittsburg,  Pa. 
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Abbot,  Frederick  William, 

President  Abbot-Gamble  Construction   Co.,   Engineers  and   Con- 
tractors, 620  Chestnut  street,  St.  Louis,  Mo, 
Adkins,  James^  Jr., 

Assistant  Engineer,  St.  Louis  Transit  Co., 

1414  South  Ewing  avenue,  St.  Louis,  Mo. 
Abler,  Frank  T., 

Engineer  and  Surveyor,  Street  Department, 

1817  Kennett  Place,  St.  Louis,  Mo. 
Affleck,  Ben  F., 

Southwestern  Agent,  Cement  Department  Illinois  Steel  Co., 

324  Odd  Fellows'  Bldg.,  St.  Louis,  Mo. 
An  cell,  J.  E., 

Member  of  firm  Walter  L.  Flower  &  Co., 

161 1  Chemical  Bldg.,  St.  Louis,  Mo. 
Ashburner,  Thomas, 

Agent  Babcock  &  Wilcox  Co.,  1215  Marquette  Bldg.,  Chicago,  111. 
AxTELL,  Frank  Foy, 

U.  S.  Inspector,  Custom  House,  New  Orleans,  La. 

Baier,  Julius, 

Conrey  Placer  Mining  Co.,  Laurain,  Madison  Co.,  Mont. 

Baker,  Vernon, 

Water  Works  Extension,  '/'j  East  May  street,  St.  Louis.  Mo. 

Barnes,  William  Eddy, 

Editor  The  Age  of  Steel,  Fullerton  Bldg.,  St.  Louis,  Mo. 

Barth,  Carl  G.  L., 

Mechanical  Engineer,         1600  Hamilton  street,  Philadelphia,   Pa. 
Barwick,  Oliver  J., 

Building  Contractor,  Wainwright  Bldg.,  St.  Louis.  Mo. 

Bary,  Mark, 

Electrical  Engineer,  with  H.  H.  Humphrey, 

1305  Chemical  Bldg.,  St.  Louis,  Mo. 
Bascome,  Western  R., 

Assistant  Engineer,  with  New  East  River  Bridge, 

II  West  Twenty-fifth  street.  New  York,  N.  Y. 
Bausch,  Frederick  Emil, 

Manager,  St.  Louis  Office,  Hoover,  Owens,  Rentschler  Co., 

81  Laclede  Bldg.,  St.  Louis.  Mo. 
Beardslee,  Frank  Dixon, 

Contracting  Agent,  Missouri  Edison  Electric  Co., 

415  Locust  street,  St.  Louis,  Mo. 
Beebe,  T.  Erwin, 

Assistant  Engineer,  St.  Louis  Portland  Cement  Co., 

403  Fullerton  Bldg.,  St.  Louis,  Mo. 
Bendit,  Louis, 

Member  firm  of  Laufketter  &  Bendit,  Mechanical  Engineers  and 
Contractors,  810  Olive  street,  St.  Louis,  Mo. 

Bilharz,  O.  M.  C, 

Mining  Engineer  of  Doe  Run  and  St.  Joe  Lead  Co., 

Flat  River,  Mo. 
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Blaisdell,  Anthony  Houghtaling, 

Civil  Engineer,  with  Missouri  River  Commission, 

2739  Locust  street,   St.  Louis,   Mo. 
Borden,,  Albert, 

Structural  and  ]\Iechanical  Engineer, 

808  Mermod  &  Jaccard  Bldg.,  St.  Louis,  Mo. 
BouTON,  George  Innes, 

Heine  Boiler  Co.,        Room  1152,  11  Broadway,  New  York,  N.  Y. 
BouTON,  William, 

Vice-President  Pitzman's  Company  of  Surveyors  and  Engineers. 

2909  Park  avenue,  St.  Louis,  Mo. 
Boyd,  Alfred, 

Draftsman,  Koken  Iron  Works,  4276  Cook  avenue,  St.  Louis,  Mo. 
Boyer,  Joseph, 

President  Boyer  Machine  Co., 

Second  and  Amsterdam  avenues,  Detroit,  Mich. 
Branch,  Henry, 

Engineer,  Cia.  Metalurgica  de  Torreon,  S.  A., 

Torreon,  Coahuila,  Mexico. 
Branne,  John  Severin, 

Civil  Engineer,  American  Bridge  Co.,  New  York, 

7  West  Twenty-second  street.  New  York,  N.  Y. 
Brenneke,  William  George, 

Brenneke  &  Fay,  Consulting  Civil  Engineers, 

1000  Fullerton  Bldg.,  St.  Louis,  Mo. 
Brown,  Walter  Seavy, 

Pumping  Department,  Allis-Chalmers  Co.,  Milwaukee,  Wis. 

Bruner,  Preston  Martin, 

Contractor  for  Concrete  Work, 

304  North  Eighth  street,  St.  Louis,  Mo. 
Bryan,  Charles  Walter, 

General  ^lanager,  American  Bridge  Co., 

100  Broadway,  New  York,  N.  Y. 
Bryan,  William  Henry, 

Consulting  Engineer,  707  Lincoln  Trust  Bldg.,  St.  Louis,  Mo. 

Burgess,  Robert, 

Division  Engineer,  St.  Louis,  Kansas  City  and  Colorado  Railroad, 

Kirkwood,  Mo. 
Butler,  Lawrence  Parker, 

First  Lieutenant,  41st  Infantry,  U.  S.  V., 

Pitogo,  Tayabas  Providence,  P,  I. 
Caldwell,  William  Anderson,  Jr., 

Standard  Underground  Cable  Co.,  The  Rookery,  Chicago,  111. 

Cameron,  Duncan  F., 

General  Manager  of  Mines,  Donk  Bros.  Coal  and  Coke  Co., 

Third  and  Pine  streets,  St.  Louis,  Mo. 
Cantlin,  a.  H.  S., 

Electric  Storage  Battery  Co.,  817  Wainwright  Bldg.,  St.  Louis,  Mo, 
Carr,  Lovell  H., 

Western  Representative  Atlas  Cement  Co., 

30  Broad  street,  New  York,  N.  Y. 
Chaphe,  James  Manning, 

Smoke  Prevention  Company  of  America, 

3060  Sheridan  avenue,  St.  Louis,  Mo. 
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Chaplin,  Winfield  Scott, 

Chancellor  of  Washington  University, 

Washington  University,  St.  Louis,  IMo. 
Childs.  Oliver  W., 

Chief  Engineer  Stupp  Bros.  Bridge  and  Iron  Co., 

2301  South  Seventh  street,  St.  Louis,  Mo. 
Chollar,  Byron  Edgar, 

Engineer,  Laclede  Gas  Light  Co.,  716  Locust  street,  St  Louis,  ^lo. 
Clark,  Charles  Wright, 

Architect  and  United  States  Assistant  Engineer, 

Webster  Groves,  Mo. 
Colby,  Branch  Harris, 

Civil  and  Consulting  Engineer, 

708  Lincoln  Trust  Bldg.,  St.  Louis,  Mo. 
Cole,  Burt, 

Chief  Engineer,  Consolidated  Coal  Co., 

164  Laclede  Bldg.,  St.  Louis,  Mo. 
Colnon,  Redmond  Stephen, 

Contractor,  Room  127,  Laclede  Bldg.,  St.  Louis,  Mo. 

Comber,  William  George, 

United  States  Assistant  Engineer,  Mississippi  River  Commission, 
1 1 15   Fullerton  Bldg.,   St.   Louis,   Mo. 
Connor,  Edward  Hanson, 

Engineer,  Missouri  Valley  Bridge  and  Iron  Works, 

Leavenworth,    Kan. 
Cook,  Abraham, 

Secretary  Laclede  Car  Company, 

4500  North  Second  street,  St.  Louis,  Mo. 
Crosby,  Benjamin  Lincoln, 

Assistant  Auditor  Burlington  Lines. 

1213  Charles  street,  St.  Joseph.  Mo. 
Davis,  Charles  Henry, 

Civil  Engineer,  25  Broad  street,  New  York,  N.  Y. 

Dean,  John, 

Civil  Engineer  and  Contractor,  4606  Morgan  street,  St.  Louis.  Mo. 
DiCKE,  Edward  Christian, 

Assistant  Engineer,  Brenneke  &  Fay,  Box  31, 

1000  Fullerton  Bldg..   St.   Louis,   Mo. 
Dun,  James, 

Chief  Engineer  Atchison,  Topeka  and  Santa  Fe  Railroad, 

1602  Great  Northern  Bldg.,  Chicago,  111. 
DuNAWAY,  Horace, 

United  States  Assistant  Engineer,  United  States  Engineer's  Office,. 

St.    Paul,   Minn. 
DziATZKO,  Leo  Charles, 

General  Manager,  R.  E.  McAIath  Surveying  Co., 

2912  Ellendale  avenue,  St.  Louis.  Mo. 
Einstein,  Robert  E., 

Engineer,  Elliot  Frog  and  Switch  Co.,  East  St.  Louis,  111., 

5024  Fairmount  avenue,  St.  Louis,  Mo. 
Faust,  Frank  Coridon, 

Division  Engineer,  Arkansaw  Vallev  and  Western  Railway. 

Red  Fork,  I.  T. 
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Fay^  Edward  Bayrd^ 

Brenneke  &  Fay,  Consulting  Engineers, 

1000  Fullerton  Bldg.,  St.  Louis,  Mo. 
Ferguson,  Oscar  W., 

Assistant  Engineer,  United  States  Coast  and  Geodetic  Survey, 

404  Ninth  street,  N.  E.,  Washington,  D.  C. 
Fish,  Edward  Russell, 

Secretary  Heine  Safety  Boiler  Co., 

4240  Cleveland  avenue,    St.   Louis,   Mo. 
Fisher,  Charles  Owen, 

Secretary  Pitzman's  Company  of  Surveyors  and  Engineers, 

2710  South  Compton  avenue,  St.  Louis,  Mo. 
Fisher,  George  W., 

Fulton  Iron  Works,  Second  and  Carr  streets,  St.  Louis,  Mo. 

Fisher,  Samuel  B., 

Chief  Engineer,  M.,  K.  and  T.  Ry., 

406  Wainwright  Bldg.,  St.  Louis,  Mo. 
Flad,  Edward, 

Water  Commissioner,  City  Hall,  St.  Louis,  Mo. 

FOGARTY,  W.  J., 

Manager  Magnetite  Foundry  Co., 

3951  West  Belle  Place,  St.  Louis,  Mo. 
Foster,  Charles  F., 

Mechanical  Engineer,  1407  Manhattan  Bldg.,  Chicago,  111. 

Freeman,  Stuart  Ethan, 

Consulting  Mechanical  Engineer,  4052  Olive  street,  St.  Louis,  Mo. 
French,  Geo.  H., 

United  States  Assistant  Engineer,  'Mississippi  River  Commission, 

1 1 15  Fullerton  Bldg.,  St.  Louis,  Mo. 
Garrels,  William  Louis, 

Consulting  Engineer,  4531  West  Pine  street,  St.  Louis,  Mo. 

Gayler,  Carl, 

Bridge  Engineer,  Street  Department,  City  of  St.  Louis, 

City  Hall,   St.  Louis.  Mo. 
GooDALE,  Loom  IS  Farrington, 

Chief  Engineer,  Burlington,  Missouri  Lines, 

5057  Fairmount  avenue,  St.  Louis,  Mo. 
Getz,  William  H., 

Mechanical  Department,  St.  Louis  Water  Works, 

8328  North  Broadway,  St.  Louis,  Mo. 
Gould,  William  Tillottson, 

Resident  Engineer,  Texas  Central  Railway,  Waco,  Texas. 

Graves,  William  Nelson, 

General  Superintendent  and  Mechanical  Engineer  Hydraulic  Press 
Brick  Co.,  2813  Lafayette  avenue,  St.  Louis,  Mo. 

Greensfelder,  Albert  Preston, 

Assistant  Engineer,  Terminal  Railroad  Association  of  St.  Louis, 

206  Union  Station,  St.  Louis,  Mo. 
Gronemann,  Henry, 

442  Hanover  street,  Milwaukee,  Wis. 
GuiNN,  John  Broome, 

Consulting  Mining  Engineer,  416  Joplin  street,  Joplin.   Mo. 

Hammond,  Alonzo  John, 

City  Engineer,  South  Bend,  Ind. 
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Hawkes,  Chas.  Wm., 

Manager  Springfield  Boiler  and  Manufacturing  Co., 

221    East  Jackson   street,    Springfield,   111. 
Hazzard,  Albert  B., 

Mechanical  Engineer  and  Contractor, 

615  North   Second  street,   St.   Louis,  Mo. 
Hand,  William  M., 

Engineering  Department,  General  Electric  Co., 

816  Wainwright  Bldg.,  St.  Louis,  Mo. 
Hendricks,  Victor  K., 

74  Middle  Drive,  Woodruff  Place,  Indianapolis,  Ind. 
Henby,  William  Hastings, 

Assistant  Engineer,  St.  Louis  Water  Works, 

Water  Department,  City  Hall,  St.  Louis,  Mo. 
Hermann,  Edward  Adolph, 

Sewer  Commissioner,  City  of  St.  Louis, 

311  City  Hall,  St.  Louis.  Mo. 
Hill,  John, 

President  Hill-0'Meara  Construction  Co., 

Wainwright  Bldg.,  St.  Louis,  Mo. 

HOLMAN,    MiNARD    LaFEVER^ 

General  Superintendent,  Missouri  Edison  Electric  Company, 

3744  Finney  avenue,   St.  Louis,  Mo. 
Howe,  M.  R., 

Professor  of  Civil  Engineering,  Rose  Polytechnic  Institute, 

2108  North  Tenth  street,  Terre  Haute.  Ind. 
Hubbard,  Albert  Winfred, 

609  Commercial  Bldg.,  St.  Louis,  Mo. 
Humphrey,  Henry  H., 

Consulting  Electrical  Engineer, 

1305  Chemical  Bldg.,  St.  Louis,  Mo. 
Hunicke,  Wm.  a.. 

Assistant  Engineer,  Terminal  Railroad  Association  of  St.  Louis, 

206  Union  Station,  St.  Louis,  Mo. 
Hutchinson,  Cary  T., 

Consulting  Electrical  Engineer,      56  Pine  street,  New  York,  N.  Y. 
Ingoldsby,  Frank  S., 

Vice-President  and  General   Manager  Ingoldsby  Automatic  Car 
Co.,  608  Chemical  Bldg.,  St.  Louis,  Mo. 

Jennings,  James  Gustav, 

District  Engineer,  Street  Department,  City  of  St.  Louis, 

City  Hall,  St.   Louis,  Mo. 
Jewitt,  Eliot  C, 

Mining  Engineer,  with  Cia  Miniera,  Fundidora  y  Affinadora, 

Fundicion  No.  2,  Monterey,  Mexico. 
Johnson,  Albert  Lincoln, 

Engineer,  St.  Louis  Expanded  Metal  Fire  Proofing  Co., 

Room  606,  Century  Bldg.,  St.  Louis,  Mo. 
Johnson,  George  Dyer, 

Assistant  Superintendent  Mississippi  Glass  Co., 

3938A  North  Eleventh  street,  St.  Louis,  Mo. 
Johnson,  Reno  de  Orville, 

Consulting  Mining  Engineer,         625  Roe  Bldg.,   St.  Louis,  Mo. 
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JoLLEY,  Edwin  James, 

Engineer  of  Surveys,  Street  Department,  City  of  St.  Louis, 

1 1 19  Bayard  avenue,  St.  Louis,  Mo. 
Jones,  Charles  E., 

Instructor  in   Forging  and  Engineer  in  Charge  of  Steam   Plant, 
Washington  University, 

Manual  Training  School,  St.  Louis,  Mo. 
Kesster,  John  Jacob,  Jr., 

1 1 12  Chemical  Bldg.,  St.  Louis,  Mo. 
Kimball,  Clinton, 

Consulting  Engineer,  Kirkwood,  Mo. 

KiNEALY,  John  Henry, 

Professor  of  Mechanical  Engineering, 

Washington  University,  St.  Louis,  Mo. 
IClauder,  Rudolph  H., 

Manager  St.  Louis  Office,  The  Electric  Storage  Battery  Co., 

Wainwright  Bldg.,  St.  Louis,  Mo. 
Koken,  Ernest  C.  F., 

Secretary  Banner  Iron  Works, 

3522  Hawthorne  Boulevard,  St.  Louis,  Mo. 
Krutsch,  Herman, 

Vice-President  and  Manager  St.  Louis  Iron  and  Machine  Works, 
3863  Cleveland  avenue,  St.  Louis,  Mo. 
Laird,  John  Alfred, 

Chief  Engineer,  Cupples  Station,  St.  Louis,  Mo. 

Langsdorf,  Alex.  S., 

Assistant  Professor,  Electrical  Engineering,  Washington  Univer- 
sity, St.  Louis,  Mo. 
Layman,  Waldo  Arnold, 

Assistant  Manager  and  Treasurer  Wagner  Electric  Mfg.  Co., 

2341  South  Compton  avenue,  St.  Louis,  Mo. 
Leighton,  George  Bridge, 

President,  Leighton  &  Howard  Steel  Co., 

Eighth  and  Locust  streets,  St.  Louis,  Mo. 
Leonard,  Edward  Francke, 

President  Toledo,  Peoria  and  Western  Railway;  office,  Peoria,  111. 

Springfield,  111. 
Libby,  Edmund  Dorman, 

Assistant  United  States  Engineer,  Mississippi  River  Improvement, 

Custom  House,  St.  Louis,  Mo. 
Lighter,  John  James,  Jr., 

Lichter  &  Jens,  Consulting  Engineers, 

5305  Virginia  avenue,  St.  Louis,  Mo. 
Lubberger,  Fritz, 

Western  Electric  Co.,  Chicago,  111. 

LucKE,  Charles  Edward, 

Manager  St.  Louis  Branch,  Keuffel  &  Esser  Co., 

708  Locust  street,  St.  Louis,  Mo. 
Maltby,  Frank  Bierce, 

Superintendent  Dredging  Operations,  Mississippi  River  Com., 

Box  217,  Memphis,  Tenn. 
Markmann,  Phil.  J., 

Chief  Building  Engineer,  Louisiana  Purchase  Exposition  Co., 

121  lA  Missouri  avenue,  St.  Louis,  Mo. 
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McAdam,  John  Vaughan, 

Mechanical  Engineer,  Leighton  and  Howard  Steel  Co., 

5 1 19  Raymond  Place,  St.  Louis,  Mo, 
McCuLLOCH,  Richard, 

Assistant  General  Manager,  Chicago  City  Railway  Co., 

2020  State  street,  Chicago,  111. 
MacCarthy,  D.  Edward, 

Superintendent,  American  Arithmometer  Co., 

2102  Wash  street,  St.  Louis,  Mo. 
McMath,  Robert  Emmet, 

328  Lincoln  Trust  Bldg.,  St.  Louis,  Mo. 
McMath,  Thomas  Brodie, 

Engineer,  Indianapolis  Street  Railway  Co., 

2604  Ashland  avenue,  Indianapolis,  Ind. 
McMillin,  Emerson, 

President  Laclede  Gas  Light  Co.,  St.  Louis, 

40  Wall  street.  New  York.  N.  Y. 
Metzger,  Louis  C.  F., 

Draftsman,  Gasconade  Railway  Construction  Co., 

1008  Hickory  street,  St.  Louis.  Mo. 
Meier,  Edward  Daniel, 

President  and  Chief  Engineer  Heine  Safety  Boiler  Co., 

II  Broadway,  New  York.  N.  Y. 
Meinholtz,  Herman  Charles, 

Superintendent  Heine  Safety  Boiler  Co., 

4812  Greer  avenue,  St.  Louis.  Mo. 
Melcher,  Charles  W., 

Western  Manager  Ingersoll-Sergeant  Drill  Co., 

84  Van  Buren  street,  Chicago,  111. 
Mersereau,  Charles  Vernon, 

Assistant  Engineer,  Water  Works  Extension, 

3838  Shenandoah  avenue,  St.  Louis,  Mo. 
Milner,  B.  C.  Jr., 

Resident  Engineer,  Southern  Railway, 

818  Holland  Bldg.,   St.  Louis,  Mo. 
Mitchell,  Charles  D wight. 

Civil  Engineer  on  Water  Works  Extension, 

T]  East  May  street,  St.  Louis.  Mo. 
Mitchell,  Frank  S., 

Civil  Engineer,  15  Wall  street.  New  York,  N.  Y. 

Mitchell,  Marcus  Lafayette, 

Chief  Engineer,  Insular  Government  Ice  Plant,         Manila,  P.   I. 
Mitchell,  William  Selby, 

Assistant  Engineer,  Improvement  Mississippi  River  between  Mis- 
souri and  Ohio  Rivers,  Custom  House,  St.  Louis,  Mo. 
Monell,  Joseph  T., 

Superintendent  Central  Lead  Co., 

Flat  River,  St.  Francois  Co.,  Mo. 
Montgomery,  Geo.  S., 

933  N.  Y.  Life  Bldg.,  Kansas  City,  Mo. 
Moorshead,  Thos.  Courtney, 

Assistant  Engineer,  T.  R.  R.  Association, 

206  Union  Station,  St.  Louis,  Mo. 
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MooRE^  Philip  North, 

Consulting  Mining  Engineer,  President  Tecumseh  Iron  Co.,  Treas- 
urer Rose  Run  Iron  Co.,  of  Kentucky. 

Room  121,  Laclede  Bldg.,  St.  Louis,  Mo. 
Moore,  Robert, 

Consulting  Engineer,         Room  119,  Laclede  Bldg.,  St.  Louis,  Mo. 
Moore,  William  Henry, 

District  Engineer,  Street  Department,  City  of  St.  Louis, 

4224  John  avenue,  St.  Louis,  Mo. 
Morey,  Richard, 

807    Carleton    Bldg.,    St.    Louis,    Mo. 
MouLTON,  Julius, 

Civil  Engineer,  Harbor  Department,  City  of  St.  Louis, 

205  City  Hall,  St.  Louis,  Mo. 
Neff,  William  A.,  Jr., 

Civil  Engineer,  860  Doane  street,  Cleveland,  Ohio. 

Nicholson,  Frank, 

Mining  Engineer,  504  Fifth  avenue.  New  York,  N.  Y. 

North,  Arthur  Tappan, 

Warren,  Webster  &  Co.,  302  Fullerton  Bldg.,  St.  Louis,  Mo. 

Norton,  Guy  Tyler, 

Engineer  and  Architect,  Wm.  J.  Lemp  Brewing  Co., 

8018  Riley  avenue,  St.  Louis,  Mo. 
Ockerson,  John  Augustus, 

Civil  Engineer,  member  Mississippi  River  Commission, 

1 1 19  Fullerton  Bldg.,  St.  Louis,  Mo. 
O'Reilly,  Andrew  John, 

Supervisor  of  City  Lighting,  Room  326,  City  Hall,  St.  Louis,  Mo. 
Parker,  Edgar  Charles, 

Vice-President  and  Treasurer,  Steam  Appliance  and  Supply  Co., 

2012  Oregon  avenue,  St.  Louis,  Mo. 
Parker,  Lemon, 

Superintendent  Parker-Russell  Mining  and  Manufacturing  Co.. 

3413  Oak  Hill  avenue,  St.  Louis,  Mo. 
Parker,  Russell, 

Chemist,  Parker-Russell  Mining  and  Manufacturing  Co., 

3405  Oak  Hill  avenue,  St.  Louis,  Mo. 
Pegram,  Geo.  H., 

Chief  Engineer,  Manhattan  Railway, 

195  Broadway,   New  York,  N.   Y. 
Perkins,  Nathan  White,  Jr., 

Mechanical  Engineer,  4446  Page  Boulevard,  St.  Louis,  Mo. 

Peters,  Thos.  K, 

President  Steam  Appliance  and  Supply  Co., 

Chemical  Bldg.,   St.  Louis,   Mo. 
Pfeifer,  Herman  Julius, 

Pfeifer  &  Knox,  Civil  Engineers, 

310  Fullerton  Bldg.,  St.  Louis,  Mo. 
Phillips,  Hiram, 

President  Board  of  Public  Improvements,  City  Hall,  St.  Louis,  Mo. 
Phillips,  Richard  Harvey, 

Practicing  Civil  Engineer,  525  Lincoln  Trust  Bldg.,  St.  Louis,  Mo. 
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PiLLSBURY,   E.    S., 

Engineer  of  Motor  Department,  Wagner  Electric  Manufacturing 
Co.,  2017  Locust  street,  St.  Louis,  Mo. 

PiTZMAN,  Julius, 

Street  Improvement,  Landscape  Work  and  Surveying, 

615  Chestnut  street,  St.  Louis,  Mo. 
Porter,  Joseph  Franklin, 

President  and  Engineer  Alton  Railway,  Gas  and  Electric  Co., 

205  Market  street,  Alton,  111. 
Post,  Trueman  Marcellus, 

Mechanical  Draftsman,  Mississippi  River  Commission, 

5678  Cabanne  avenue,  St.  Louis,  Mo. 
PuRDON,  Charles  de  la  Cherois, 

Chief  Engineer,  Frisco  System,  Commercial  Bldg.,  St.  Louis,  Mo. 
Reber,  Henry  Linton, 

Secretary  and  Chief  Engineer  Kinloch  Telephone  Co., 

Century  Bldg.,  St.  Louis,  Mo. 
Reed,  Alvin  D., 

Chief  Engineer,  Board  of  Education, 

3126  Rutger  street,  St.  Louis,  Mo. 
Reel,  Charles  Gordon, 

Consulting   Engineer,  Kingston,    N.    Y. 

Reeves,  William  Henry, 

St.  Louis  Agent,  Henry  R,  Worthington, 

317  North  Ninth  street,  St.  Louis,  Mo. 
Ringer,  Frank, 

Draftsman  in  charge  of  Records,  M.  K.  T.  Ry., 

406  Wainwright   Bldg.,   St.   Louis,   Mo. 
Robinson,  John  Cooley, 

Secretary  and  Treasurer,  St.  Louis  Portland  Cement  Co., 

4544  Laclede  avenue,  St.  Louis.  Mo. 
Roehrig,  Charles  Wm., 

Chief  Engineer,  St.  L.,  Troy  and  Eastern  R.  R., 

2856  Russell  avenue,  St.  Louis,  Mo. 
Rohrich,  Harold  A., 

4063  Delmar  avenue,  St.  Louis,  Mo. 
Roper,  Denney  W., 

Electrical  Engineer,  with  Chas.  H.  Ledlie, 

920  Rialto  Bldg.,  St.  Louis,  Mo. 
Rosenthal,  Geo.  D., 

Manager,  St.  Louis  Office,  General  Electric  Co., 

816  Wainwright  Bldg.,  St.  Louis.  Mo. 
Ruckert,  Louis, 

Dealer  in  Drawing  Materials,  etc., 

3023  Shenandoah  avenue,  St.  Louis,  Mo 
Russell,  S.  Bent, 

Consulting  Civil  Engineer,  417  Pine  street,  St.  Louis,   Mo. 

Rustin,  Henry, 

Chief  Electric  and  Mechanical  Engineer,  Louisiana  Purchase  Ex- 
position Co.,  World's  Fair,  St,  Louis,  Mo. 
Saxton,  Edmund, 

Street  Railway  Contractor, 

1244  Eleventh  street,  N.  W.,  Washington,  D.  C. 
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ScHAUB,  Julius  William, 

Civil  Engineer,  Specialty :  Bridges  and  Buildings, 

1649-50  Monadnock  Block,  Chicago,  111. 

SCHAUMLEFFEL,  PeTER  W., 

Superintendent  St.  Louis  Lead  and  Oil  Co.,  Howard  Station, 

2329  Whittemore  Place,   St.   Louis,  Mo. 
ScHMiTz,  Otto, 

Civil  Engineer,  with  Julius  Pitzman, 

21 14  South  Compton  avenue,  St.  Louis,  Mo. 
Schramm,  Oscar  H.. 

Steam  and  Hydraulic  Machinery, 

1209  Union  avenue.  Station  A,  Kansas  City,  Mo. 

SCHWEDTMANN,  FeRDINAND, 

Superintendent  Wagner  Electric  Manufacturing  Co., 

2017  Locust  street,  St.  Louis,  Mo. 
Seddon,  James  Alexander, 

United  States  Assistant  Engineer,  906  Security  Bldg.,  Chicago,  111. 
Shaw,  Howard  Burton, 

Professor  Electrical  Engineering,  State  University,  Columbia,  Mo. 
SiEBERT,  Alfred, 

Consulting  Engineer  and  Refrigerating  Expert, 

4950  Columbia  avenue,  St.  Louis,  Mo. 
Smith,  Bathurst, 

United  States  Assistant  Engineer,  Custom  House, 

Sioux  City,  Iowa. 
Sneddon,  James  Prentice, 

Engineer,  Hawley  Down  Draft  Furnace  Co.,  Chicago,  111. 

Spalding,  Frederick  Putnam, 

Professor  of  Civil  Engineering,  University  of  the  State  of  Mis- 
souri, Columbia,  Mo. 
Spencer,  Eugene  J., 

Consulting  Engineer  and  Manufacturers'  Agent, 

Room  24,  Laclede  Bldg.,  St.  Louis,  Mo. 
Stolberg,  Emil  Charles, 

Mechanical  Engineering  Department,  Missouri  Pacific  Ry., 

3936  Shaw  avenue,  St.  Louis,  Mo. 
Stuart,  Alfred  A., 

Engineer  and  Manager  for  M.  P.  Davis,  Constructing  Substructure 
of  Quebec  Bridge,  Sillery  P.   Q.,  Canada. 

SwoPE,  Gerard, 

Electrical  Engineer  and  Representative  in  St.  Louis  of  Western 
Electric  Company,  810  Spruce  street,  St.  Louis,  Mo. 

Tait,  Roderick  H., 

Mechanical   Superintendent,    St.   L.   Refrigerator  and  Cold   Stor- 
age Co.,  5183  Fairmount  avenue,  St.  Louis,  Mo. 
Thacher,  Arthur, 

President   and    Manager    Central    Lead    Co. ;    President    Renault 
Lead  Co.,  4304  Washington  avenue,  St.  Louis,  Mo. 

Tidemann,  Henry  Gerhard, 

Mechanical   Engineer,  with  Heine  Safety  Boiler  Co., 

1726  Mississippi  avenue,  St.  Louis,  Mo. 
Toensfeldt,  Hans  Carl, 

1550  Mississippi  avenue,  St.  Louis,  Mo. 
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Travilla,  James  C, 

Office  Superintendent,  Street  Department, 

2038  Blendon  Place.  St.  Louis,  Mo. 
Trepp,  Samuel, 

Mechanical  Engineer,  Malinkrodt  Chemical  Works, 

4150  Westminster  Place,  St.  Louis,  Mo. 
Tucker,  Charles  H., 

Secretary  and  Treasurer  of  A.  Leschen  &  Sons'  Rope  Co., 

920  North  First  street,  St.  Louis,  Mo. 
Turner,  Orville  H.  B., 

Chief  Engineer  New  Mexico  and  Pacific  R.  R.,  Raton,  N.  M. 

Tyrrell,  Warren  A., 

3620A  Folsom  avenue,  St.  Louis,  Mo. 
Urbauer,  Hugo  Frederick, 

President  of  Urbauer-Atwood  Heating  Co., 

1 1 14  Pine  street,  St.  Louis,  Mo. 
Van  Ornum,  John  Lane_, 

Professor  of  Civil  Engineering, 

Washington  University,  St.  Louis,  Mo. 
Van  Sant,  Robert  Lawrence, 

Engineer  and  Contractor,  55  Third  National  Bank  Bldg., 

St.  Louis,  Mo. 
Varrelmann,  Charles, 

Street  Commissioner,  City  Hall,  St.  Louis,  Mo. 

Wagner,  Herbert  Appleton, 

Mechanical  and  Electrical  Engineer, 

415  Locust  street,  St.  Louis,  Mo. 
Wall,  Edward  Everett, 

First  Assistant  Civil  Engineer,  Sewer  Department, 

City  Hall,  St.  Louis,  Mo. 
Wangler,  Joseph  Frank, 

Boiler  Manufacturer,  1535  North  Ninth  street,  St.  Louis,  Mo. 

Warren,  Beriah, 

General  Superintendant  St.  Louis,  Troy  and  Eastern  R.  R., 

1619  Pennsylvania  avenue,  St.  Louis,  Mo. 
Way,  Sylvester  B., 

Superintendent  Imperial  Electric  Light,  Heat  and  Power  Co., 

Tenth  and  St.  Charles  street,  St.  Louis,  Mo. 
Wells,  Geo.  E., 

Rubel  &  Wells,  Electrical  Engineers, 

817  Clarendon  avenue,  St.  Louis,  Mo. 
Wheeler,  Herbert  Allen, 

Manager  Penicant  Lead  Co.,  721  Olive  street,  St.  Louis,  Mo. 

Williams,  Walter  Scott, 

Assistant  Professor  Civil  Engineering,  University  of  Missouri, 

602  South  Ninth  street,  Columbia,  Mo. 
Winn,  Walter  E., 

Principal  Assistant  Engineer,  St.  L.  and  Southeastern  R,  R., 

510  Granite  Block,  St.  Louis,  Mo. 
Win  SLOW,  Arthur, 

Geologist  and  Mining  Expert, 

104  West  Ninth  street,  Kansas  City,  Mo. 
Wise,  William, 

Assistant  Sewer  Commissioner,  City  Hall,  St.  Louis,  Mo. 
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WoERMANN,  John  William, 

Resident  Engineer,  Illinois  and  Mississippi  Canal,  Milan,  111. 

Woodward,  Edward  K., 

Engineer  Maintenance  of  Way,  Detroit  Division,  Wabash  Rail- 
road, Fort  Street  Union  Station,  Detroit,  Mich. 
Yeatman,  Pope, 

Mining  Engineer,  Randfonntain,  Transvaal,   South  Africa. 

Zelle,  William  Charles, 

General  Manager,  Mound  City  Construction  Co., 

430  Lincoln  Trust  Bldg.,  St.  Louis,  Mo. 
Zeller,  Albert  Henry, 

Civil  Engineer,  1000  Fullerton  Bldg.,  St.  Louis,  Mo. 
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Civil  Engineers'  Society  of  St.  Paul. 


Alderman,  C.  A., 

Chief  Engineer,  Dayton,  Springfield  and  Urbana 

Electric  Railway  Co.,  Columbus,  Ohio. 

Annan,  C.  L., 

Civil  Engineer,  Houghton,  Mich. 

Armstrong,  J.  H., 

Civil  Engineer  and  Surveyor,       504  Globe  Bldg.,  St.  Paul,  Minn. 
Barber,  P.  E., 

Land  Department,  Northern  Pacific  Railway  Co.,  St.  Paul,  Minn. 
Blodgett,  John, 

East  Side  House,  76th  street  and  East  River,  New  York  city. 
Clark,  H.  E., 

Overseer,  U.   S.  Engineer's  Ofifice,  Army  Bldg.,   St.  Paul,  Minn. 
Claussen,  Oscar, 

National  German-American  Bank  Bldg.,  St.  Paul,  Minn. 

Crocker,  H.  S., 

Assistant  Engineer,  Board  of  Public  Works, 

City  Hall,  Denver,  Col. 
Crosby,  Oliver, 

President,  American  Hoist  and  Derrick  Co.,  St.  Paul,  Minn. 

CuRTiN,  David, 

Engineer  and  Roadmaster,  Twin  City  Rapid  Transit  Co., 

Minneapolis,  Minn. 
Curtis,  W.  W., 

Civil  Engineer  and  Contractor,  549  Marquette  Bldg.,  Chicago,  111. 
Danforth^  Wm., 

Civil  Engineer,  Red  Wing,  Minn. 

Darling,  F.  S., 

Division  Engineer,  Canadian  Pacific  Railway  Co.,  Montreal,  Can. 
Darling,  W.  L., 

Chief  Engineer,  Northern  Pacific  Railway  Co., 

St.  Paul,  Minn. 
Edmondstone,  G.  S., 

City  Bridge  Engineer,  St.  Paul,  Minn. 

Elder,  Robert, 

Civil  Engineer,  Fairbanks,  Morse  &  Co.,  St.  Paul,  Minn. 

Fernstrom,  H., 

Assistant  Chief  Engineer,  N.  Y.  C.  Ry., 

Grand  Central  Station,  New  York  city. 
Forbes,  Chas.  A., 

Surveyor,  Room  11,  Court  Block,  St.  Paul,  Minn. 

Freyhold,  Felix, 

Draftsman,  Bureau  of  Yards  and  Docks, 

Navy  Depot,   Washington,  D.   C. 
Harrison,  H.  H., 

Civil  Engineer,  Stillwater,  Minn. 

Hedges,  S.  H., 

Contracting  Engineer,  Chicago  Bridge  and  Iron  Co., 

Washington  Heights  P.  O.,  Chicago,  111. 
Herzog,  Robt., 

Assistant  Engineer,  Great  Northern  Railway  Co.,  St.  Paul,  Minn. 
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Heuston^  Geo.  Z., 

Civil  Engineer,   City  Engineer's  Office,  St.  Paul,  Minn. 

HlLGARD^  K.   E., 

Civil  Engineer,  18  Steinweiss  Strasse,  Zurich  V.  Kreis,  Switzerland. 

HoGELAND,  Albert  H., 

Assistant  Chief  Engineer,  Great  Northern  Railway  Co., 

St.  Paul,  Minn. 
HORTON,  H.  E., 

President  and  Chief  Engineer,  Chicago  Bridge  and  Iron  Co., 

Chicago,   111. 
Hunt,  C.  A., 

Assistant  Engineer,  Montana  Division  Great  Northern  Ry.  Co., 

Havre,  Mont. 
Hutchinson,  G.  H., 

Chief  Engineer,  N.  W.  Fuel  Co.,  St.  Paul,  Minn. 

Johnson^  C.  W., 

Chief  Engineer,  C,  St.  P.,  M.  and  O.  Ry  Co.,  St.  Paul,  Minn. 

Johnson,  Noah, 

Chicago,  Great  Western  Ry.,  St.  Paul,  Minn. 

Lehman,  Karl  L., 

Civil  Engineer,  638  Maplewood  avenue,  Chicago,  111. 

Loweth,  C.  F., 

Engineer  Buildings  and  Bridges,  C,  jM.  and  St.  P.  Ry.  Co.,  Chi- 
cago, 1 100  Old  Colony  Bldg.,  Chicago,  111. 
Lyon,  Tracy, 

General  Superintendent,  Chicago,  Great  Western  Railway  Co., 

St.  Paul,  Minn. 
McCoy,  F.  W., 

St.  Paul,  Minn. 
Miller,  Hew, 

Civil  Engineer,  Room  10,  Floor  11,  100  Broadway,  New  York  city. 
Miller,  N.  D., 

Civil  Engineer,  551  Westminster  street,  St.  Paul,  Minn. 

Morris,  C.  J.  A., 

Engineer  and  Contractor,  613  Goodrich  avenue,  St.  Paul,  Minn. 
Munster,  a,  W., 

Bridge  Engineer,  Chicago,  Great  Western  Railway  Co., 

St.  Paul,  Minn. 
Powell,  A.  O., 

Assistant  Engineer,  U.  S.  Engineer's  Office, 

418  Globe  Bldg.,  St.  Paul,  Minn. 
Raynor,  C.  W., 

U.  S.  Engineer's  Office,  418  Globe  Bldg.,  St.  Paul,  Minn. 

Rockwell,  Samuel, 

Principal  Assistant  Engineer,  L.  S.  and  M.  S.  R.  R.  Co., 

Cleveland,  Ohio. 
Rundlett,  L.  W., 

Commissioner  of  Public  Works,  St.  Paul,  Minn. 

Smith,  W.  C, 

Engineer,  Guthrie  &  Co.,  St.  Paul,  Minn. 

SOMERS,  W.  A., 

Civil   Engineer, 

Room  23,  Metropolitan  Opera  House,  St.  Paul,  Minn. 
9 
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Starke Y,  A.  R., 

Assistant  Commissioner  of  Public  Works,  St.  Paul,  Minn. 

Stevens,  H.  E., 

Engineer  and  Contractor,  530  Grand  avenue,  St.  Paul,  Minn. 

SVVENSON,  H.  A., 

Assistant  Engineer,  Northern  Pacific  Railway  Co.,  St.  Paul,  Minn. 
ToLTZ,  Max, 

Mechanical  Engineer,   Great  Northern  Railway  Co., 

St.  Paul,  Minn. 
Truesdell,  W.  a., 

Assistant  Engineer,  Great  Northern  Railway  Co.,  St.  Paul,  Minn. 
Wheeler,  J.  H., 

Architect,  St.   Paul,  Minn. 

WiLGUS,  W.  J., 

Chief  Engineer,  N.  Y.  C.  and  H.  R.  Ry.  and  Leased  Lines, 

Grand  Central  Station,  New  York  city. 
Williamson,  Sidney  B., 

Assistant  Engineer,  U.  S.  Muscle  Shoals  Canal,       Kingman,  Ala. 
Wilson,  Geo.  L., 

Office  Engineer,  Commis-ioner  of  Public  Works,  St.   Paul,  Minn. 
Win  SLOW,  C.  A., 

Assistant  in  City  Engineer's  Department,  St.  Paul,  Minn. 

Wolff,  L.  P., 

Consulting   Engineer.  St.    Paul,    Minn. 

Woodman,  E.  E.,  Hon.  IMem., 

Secretary  and  Tax  Commissioner,  Chicago,  St.  Paul,  Minneapolis 
and  Omaha  Railway  Co.,  St.  Paul,  Minn. 
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Archambro,  a.  J., 

Heating  and  Plumbing  Engineer, 

219  Third  street,  South,  Minneapolis,  Minn. 
Arnold,  Hugo, 

Architectural  Draftsman,  with  F.  D.  Orff, 

616  Lumber  Exchange,  Minneapolis,  Minn. 
Avery,  Henry  B., 

Mechanical  Engineer,  American  Bridge  Co.,      Minneapolis,  Minn. 
Bailey,  O.  P., 

Draftsman,    American    Bridge    Co.,  Minneapolis,    Minn. 

Barr,  John  H.,  Hon.  Mem., 

Assistant  Professor  of  ^Mechanical  Engineering. 

Cornell  University,  Ithaca,  N.  Y. 
Bass,  Fred  H., 

Instructor  Civil  Engineering,  Minnesota  State  Universit}', 

Minneapolis,    Minn. 
Bellin,  Philip, 

Draftsman,  American  Bridge  Co.,  Minneapolis,  Minn. 

Burch,  Edward  P., 

Consulting  Electrical  Engineer, 

1210  Guaranty  Bldg.,  Minneapolis,  IMinn. 
Burrell,  W.  F., 

Draftsman,  American  Bridge  Co.,  Minneapolis,  Minn. 

Carroll,  J.  E., 

Assistant  City  Street  Engineer,  City  Hall,  Minneapolis,  Minn. 

Chalmers,  C.  H., 

Manufacturer  of  Electrical  Machinery 

Electrical  Machinery  Co.,  Minneapolis,  Minn. 
CooLEY,  George  W., 

County  Surveyor,  Court  House,  Minneapolis,  IMinn. 

Co Ai  STOCK,  Robert, 

Levelman,  City  Engineer's  Department, 

City    Hall,    Minneapolis,    Minn. 
Dealing,  W.  F., 

City  Sidewalk  Engineer,  City  Hall,  ]Minneapolis,  Minn. 

Decker,  H.  G., 

Estimator,  American  Bridge  Co.,  Minneapolis,  Minn. 

Durham,  B.  H., 

Transitman,    City   Engineer's   Department, 

City  Hall,  Minneapolis,  Minn. 
DusTiN,  F.  G., 

City  Electrical   Inspector,  City  Hall,   Minneapolis,   Minn. 

Egan,  J.  F., 

Civil  Engineer  and  Surveyor, 

255   Hennepin  avenue,   Minneapolis,    Minn. 
Ensign,  W.  W., 

Heating  and  Ventilating  Engineer,  with  H.  Kelly  &  Co., 

Third  avenue.  South,  and  Third  street,  Minneapolis,  Minn. 

Fanning,  John  T.,  Hon.  Mem., 

Consulting  Engineer,  Minneapolis,  Minn. 
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Fanning,  Rennie  B., 

Civil  Engineer,  620  Kasota  Blk.,  Minneapolis,  Minn. 

Flohil,  J.  J., 

Draftsman,  American  Bridge  Co.,  Minneapolis,  Minn. 

Frazer,  Edwin  S., 

Division  Engineer,  Knoxville,  La  Follette  and  Jellico  Ry., 

Knoxville,  Tenn. 
Gillette,  L.  S., 

Civil  Engineer  and  Capitalist, 

1006  Guaranty  Bldg.,  Minneapolis,  Minn. 
Gillman,  James, 

Civil  Engineer,  American  Bridge  Co.,  Minneapolis,  Minn. 

Graber,  Albert, 

Civil  Engineer,  Chicago,  Milwaukee  and  St.  Paul  Railroad, 

Milwaukee  Depot,  Minneapolis,  Minn. 
Gray,  W.  L, 

Electrical  and  Mechanical  Contractor, 

Sykes  Block,  Minneapolis,  Minn. 
Grime,  E.  M., 

Assistant  Engineer,  Chicago,  Great  Western  Railway, 

Minneapolis,   Minn. 
HOAG,  Wm.  R., 

Professor  Civil  Engineering,  Minnesota  State  University, 

Minneapolis,  Minn. 
Holland,  J.  C, 

Student,    Minnesota    State    University,  Minneapolis,    Minn. 

Ilstrup,  Carl, 

City  Sewer  Engineer,  City  Hall,  Minneapolis,  Minn. 

Kaercher,  W.  C, 

Draftsman,  American  Bridge  Co.,  Minneapolis,   Minn. 

Kendrick,  John  W.,  Hon.  Mem., 

Third  Vice-President,  Atchison,  Topeka  and  Santa  Fe  Ry., 

Chicago,  111. 
King,  F.  F., 

Assistant  Engineer,  Chicago,  Milwaukee  and  St.  Paul  Railroad, 

Mason  City,   Iowa. 
King,  W.  E., 

Draftsman,  American  Bridge  Co.,  Minneapolis,  Minn. 

Lackore,  H.  D., 

Electrician,  Meter  Department,  Minneapolis  General  Electric  Co., 

Minneapolis,  Minn. 
Liljenberg,  E., 

Draftsman,    American    Bridge    Co.,  Minneapolis,    Minn. 

Lund,  N.  J., 

Assistant   City   Sewer   Engineer,    City    Hall,    Minneapolis,   Minn. 
Nutter,  Frank  H., 

Architect,  710  Sykes  Block,  Minneapolis,  Minn. 

Oust  AD,  K.. 

City  Bridge  Engineer,  City  Hall,   Minneapolis,   Minn. 

Pardee,  Walter  S., 

Architect,  City   Hall,  Minneapolis,   Minn. 

Pabody,  E.  F.,  Jr., 

Draftsman,  American  Bridge  Co.,  Minneapolis,   Minn. 
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Patterson,  M.  T., 

Structural  Engineer,  1532  North  Twelfth  street,  Philadelphia,  Pa. 
PiLLSBURY,  C.  L., 

Contractor,  with  W.  I.  Gray  &  Co.,  Minneapolis,  Minn. 

Redfield,  Wm.  W., 

Engineer  of  Construction,  City  Water  Works, 

City  Hall,  Minneapolis,  Minn. 
Reidhead,  F.  E., 

General  Superintendent,  Columbus  Railroad  Co.,       Columbus,  Ga. 
Rice,  F.  E., 

Assistant  Engineer  of  Bridges,  Chicago  Milwaukee  and  St.  Paul 
Railway,  Milwaukee  Depot,  Minneapolis,  Minn. 

Rose,  N.  W., 

Student,  Minnesota  State  University, 

409  Oak  street,  Southeast,  Minneapolis,  Minn. 
Robertson,  J.  G., 

Dealer  in  Steam  Supplies,      90  East  Fifth  street,  St.  Paul,  Minn. 
Robertson,  Wm., 

Engineer,  Chamber  of  Commerce  Bldg.,  Minneapolis,  Minn. 

Scott,  G.  R., 

Electrician,  Court  House, 

512  Seventh  street,  South,  Minneapolis,  Minn. 
Shepardson,  G.  D., 

Professor  Electrical  Engineering, 

Minnesota  State  University,  Minneapolis,  Minn. 
Slocum,  F.  B., 

Manager  New  York  Office,  J.  T.  Ryerson  &  Son,  New  York,  N.  Y. 
Stack,  W.  F., 

Surveyor  and  Assayer, 

loii  Thirty-third  avenue,   North,   Minneapolis,  Minn. 
Stone,  M.  B., 

Draftsman,  American  Bridge  Co.,  Minneapolis,  Minn. 

Stoopes,  W.  E., 

Assistant  County  Surveyor,  Court  House,  Minneapolis,  Minn. 

Sublette,  G.  W., 

City  Engineer,  City  Hall,  Minneapolis,  Minn. 

Tate,  J.  M., 

Instructor  in  Carpentry, 

Minnesota  State  University,  Minneapolis,  Minn. 
Tromanhauser,  E.  H., 

Grain  Elevator  Engineer,  with  Butler,  Ryan  Co.,  St.  Paul,  Minn. 
Turner,  C.  A.  P., 

Civil  Engineer,  Phoenix  Bldg.,  Minneapolis,  Minn. 

Van  Duzee,  W.  D.,  Hon.  Mem., 

Retired,  2230  Stevens  avenue,  Minneapolis,  Minn. 

Wagner,  Adolph, 

Superintendent,  Municipal  Light  System,  New  Ulm,  Minn. 

Waller,  Benjamin, 

Superintendent  Equipment,  Northwest  Telephone  Exchange  Co., 

Minneapolis,  Minn. 
Washbxjrn,  D.  C, 

City   Engineer's    Office,  City   Hall,    Minneapolis,    Minn. 
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Wheeler,  W.  D., 

Division  Engineer,  Minneapolis  and  St.  Louis  Railway, 

1 1 12  Guaranty  Bldg.,  Minneapolis,  Minn. 
White,  S.  M., 

Assistant  Engineer,  Great  Northern  Railway, 

1 121  Cummings  avenue,  West  Superior,  Wis. 
White,  Geo.  H.,  Hon.  Mem., 

Civil  Engineer,  P.  O.  Box  976,  Worcester,  Mass. 
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Montana  Society  of  Engineers. 


Adami,  Chas.  J.,  Act.  Mem., 

Foreman,  Gagnon  Mine.  Box  612,  Butte,  Mont. 

Abbott,  A.  A.,  Cor.  Mem., 

Mining   Engineer,  Lima,    Peru. 

Adams,  John  C.,  Act.  Mem., 

Foreman,  Pennsylvania  Mine,  1022  East  Park  street,  Butte,  Mont. 
Burns,  Willis  T.,  Act.  Mem., 

General  Foreman,  Electric  Plant,  Boston  and  Montana  C.  C.  and 
S.  M.  Co.,  Great  Falls,  Mont. 

Brown,  Wilton  G.,  Act.  Mem., 

Chemist,  Helena,  Mont. 

Brunton,  D.  W.,Act.  Mem., 

Consulting  Engineer,  A.  C.  M.  Co.,  Butte,  Mont. 

Beckler,  Eldridge  H.,  Hon.  Mem., 

Civil  Engineer,  1339  Wilton  avenue,  Chicago,  111. 

Baker,  Thomas  T.,  Act.  Mem., 

Civil  Engineer,  Butte,  Mont. 

Bayliss,  Rawlinson  T.,  Cor.  Mem., 

54  Old  Broad  street,  London,  England. 
Beach,  Frank,  Cor.  Mem., 

Civil  Engineer,  Las  Animas,  Cal. 

BiCKEL,  Paul  S.  A.,  Act.  Mem., 

Civil  and  Mining  Engineer,  Thompson  Block,  Helena,  Mont. 

Blackford,  Francis  W.,  Act.  Mem., 

Civil  and  Mining  Engineer,  114  Casilla,  Lima,  Peru. 

Breen,  James,  Act.  Mem., 

Manager,  Le  Rio  Mining  and  Smelting  Co.,  Northport,  Wash. 

Barker,  Samuel,  Jr.,  Act.  Mem., 

Pennington  and  Barker,  Civil  and  Mining  Engineers, 

Butte,  Mont. 

Bowman,  Chas.  H.,  Act.  Mem., 

Instructor,  Montana  School  of  Mines,  Butte,  Mont. 

BoDAHL,  Nils  H.,  Act.  Mem., 

Master  Mechanic,  Butte  and  Boston  Mining  Co.,       Butte,  Mont. 
Blossom,  Edward  L.,  Act.,  Mem., 

Superintendent  Smelter,  Montana  Ore  Purchasing  Co., 

Butte,  Mont. 
Cairns,  Fred.  I.,  Act.  Mem., 

Superintendent,  Electric  Department,  A.  C.  M.  Co., 

Anaconda,  Mont. 

Carroll^  Eugene,  Act.  Mem., 

Chief  Engineer  and  Superintendent,  Butte  Water  Co., 

Box  356,  Butte,  Mont. 
Cum  MINGS,  Adelbert  E.,  Act.  Mem., 

Civil    and    Hydraulic    Engineer,  Harlem,    Mont. 

Chandler,  R.  E.,  Cor.  Mem., 

Civil  Engineer,  3  Highland  Place,  Ithaca.  N.  Y. 

Clark,  William  A.,  Act.  Mem., 

Mine  Owner,  W.  A.  Clark  Brothers,  Bankers,  Butte,  Mont. 
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Crooks,  Spexcer  H.,  Act.  Alem., 

U.  S.  Deputy  Mining  Surveyor,  Livingston,  Mont. 

Cantine,  Edward  I.,  Act.  Mem., 

Roadmaster,  Northern  Pacific  Railway  Co.,  Billings,  Mont. 

Christian,  August,  Act.  Mem., 

Chief  Engineer,  Anaconda  Copper  Mining  Co., 

Box  109,   Butte,  Mont. 
Clark,  Harry  P.,  Act.  Mem., 

General   Manager,    Custer   Mine,  Winston,   Mont. 

Clark,  Chas.  W.,  Act.  Mem., 

General  Manager,  W.  A.   Clark's  Mines,  Butte,  Mont. 

Catlin,  Arthur  W.,  Act.  Mem., 

Finkelnburg  &  Catlin,  Civil  and  Mining  Engineers, 

Missoula,  Mont. 
Calderwood,  James  M.,  Cor.  Mem., 

General  Manager,  Rota  Anna  Mines,  Limited, 

Kapnikbanya,  Hungary. 
Draper,  Robert  M.,  Act.  Mem., 

Converter  Foreman,  B.  and  M.  C.  C.  and  S.  M.  Co., 

Great  Falls,  Mont. 
Dickinson,  Wallace  D.,  Act.  Mem., 

Manager,  Electric  Light  and  Street  Railway,      Great  Falls,  Mont. 
Danforth,  William,  Jr.,  Cor.  Mem., 

Civil  Engineer,  Red  Wing,   Minn. 

Darling,  William  L.,  Cor.  Mem., 

Principal  Assistant  Engineer,  Northern  Pacific  Railway, 

St.  Paul,  Minn. 
Davis,  Chas.  H.,  Act.  Mem., 

Consulting  Engineer,  25  Broad  street.  New  York  city. 

Davis,  Henry  B.,  Act.  Mem., 

Civil  Engineer,  Deer  Lodge,  Mont. 

Dean,  Andrew  L.,  Act.  Mem., 

Superintendent  Canadian  Smelting  Works, 

Box  no,  Victoria,  B.  C. 
Dodge,  Joseph  T.,  Hon.  Mem., 

Assistant  Engineer  Duluth,   Superior  and   Belt  Ry., 

Superior,  Wis. 
Dole,  Asher,  Cor.  Mem., 

Assistant  Engineer  Duluth,  Superior  and  Belt  Ry., 

Superior,  Wis. 
Donovan,  John  J.,  Cor.  Mem., 

Superintendent  B.  B.  and  B.  C.  R.  R.  Co.,  Superintendent  B.  B. 
and  Eastern  R.  R.  Co.,  Superintendent  Blue  Canon  Coal 
Mining  Co.,  1201  Garden  street,  New  Whatcomb,  Wash. 

Dunshee,  Bertram  H,,  Act.  Mem., 

Superintendent  Boston  and  Montana  C.  C.  and  S.  M.  Co., 

Box  ion,  Butte,  Mont. 
Evensen,  Lauvitz  B.,  Act.  Mem., 

Draftsman,  Boston  and  Montana  Co.,  Great  Falls,  Mont. 

Ellison,  James  H.,  Cor.  Mem., 

Civil  Engineer,  3237  Stevens  avenue,  Minneapolis,  Minn. 

Foss,  George  O.,  Cor.  Mem., 

Civil  Engineer,  410  East  Nineteenth  street,  Minneapolis,  Minn. 
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FiTCH^  Howard  A.,  Cor.  Mem., 

Western  Agent  and  Engineer  for  Gillette-Herzog  Co., 

Salt  Lake  City,  Utah. 
Flood,  Winfield  J.,  Act.  Mem., 

Mining  Engineer,  Anaconda  Copper  Mining  Co., 

832  West  Quartz  street,  Butte,  Mont. 
Flood,  A.  J.,  Act.  Mem., 

Mining  Engineer,  832  West  Quartz  street,  Butte,  Mont. 

Fuller,  Fred  D.,  Cor.  Mem., 

Nichols  Chemical  Co.,  Laurel  Hill,  N.  Y. 

FoRTiER,  Samuel,  Act.  Mem., 

Professor  of  Civil  Engineering,  Montana  State  College, 

Bozeman,  Mont. 
Grant,  Robert  D.,  Act.  Alem., 

1205  Brigham  street,  Salt  Lake  City,  Utah. 
Greene,  Fred  T.,  Act.  Mem., 

Assistant  Geologist,  Anaconda  Copper  Mining  Co., 

Box   1206,  Butte,  Mont. 
Gillie,  John,  Act.  Mem., 

Superintendent  Amalgamated  Copper  Mining  Companies, 

Butte,  Mont. 
Goodale,  Chas.  W.,  Act.  Mem., 

Superintendent  Boston  and  Montana  C.  C.  and  S.  M.  Co., 

Butte,  Mont. 
Goodridge,  Elmer  O.,  Cor.  ]Mem., 

Chief  Engineer,  Lowell,  Lawrence  and  Haverhill  Street  Ry., 

Bradford,  Mass. 
Gillies,  Donald  B.,  Act.  Mem., 

Mining  Engineer.  Butte,  Mont. 

Gerry,  Martin,  H.,  Jr.,  Act.  Mem., 

Chief  Engineer  and  General  Manager  Helena  Water  and  Electric 
Power  Co.,  Helena,  Mont. 

Hand,  Carlton  H.,  Act.  Mem., 

Mining  Engineer,  Butte,   Mont. 

Haven,  William  A.,  Hon.  Mem., 

Inspecting  Engineer,  Erie  Railway, 

Room  10,  Erie  Railroad  Depot,  Buffalo,  N.  Y. 
Harper,  Joseph  H.,  Act.  Mem., 

Harper  &  Macdonald,  Civil  and  Mining  Engineers,      Butte,  Mont. 
Harrison,  Edmund  P.,  Cor.  Mem., 

Civil  Engineer  and  Contractor,  Martinsburg,  W.  Va. 

Harrison,  William  H.,  Cor.  Mem., 

Civil  and  Mining  Engineer,  Lima,  Peru. 

Hebgen,  Max,  Act.  Mem., 

Superintendent  Butte  Lighting  and  Power  Co. ;  General  Manager 
Montana   Power   Transmission    Co.,  Butte,    Mont. 

Heinze,  F.  Aug.,  Act.  Mem., 

President  and  General  Manager  Montana  Ore  Purchasing  Co., 

Butte,  Mont. 
Heller,  Daniel  E.,  Cor.  Mem., 

Mining   Engineer,  Bisbee,  Ariz. 
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Henley,  James  H.,  Act.  IMem., 

Superintendent  Little  Johnnie  Mine, 

217  East  Ninth  street,  Leadville,  Col. 
Herron,  John,  Cor.  Mem., 

Superintendent  Tom   Boy   Gold  Mine,  Telluride,   Col. 

HoBART,  AzELLE  E.,  Act.  Mem., 

^Mining  Engineer  with  Harper  &  Macdonald,  Butte,  Mont. 

Horn,  Henry  J.,  Act.  Mem., 

Superintendent  Montana  Division,  Northern  Pacific  Railway, 

Livingston,  Mont. 
HovEY,  Albert  S.,  Act.  Mem., 

Civil  and  Mining  Engineer, 

Room  26,  Merchants'  National  Bank  Bldg.,  Helena,  Mont. 
Jaqueth,  Abraai  L.,  Act.  Mem., 

Civil  Engineer,  Kalispell,  Mont. 

Keerl,  James  S.,  Act.  Mem., 

Civil  and  Mining  Engineer,  Helena,  Mont. 

Kelly,  Walter  S.,  Cor.  Mem., 

Manager  New  Elkhorn  Mining  Co.,  Limited,  Leadville,  Col. 

Kerr,  Guy  M.,  Cor.  Mem., 

Chemist  and  Metallurgist, 

Address    unknown. 
Kerr,  James  M.,  Cor.  Mem., 

Chemist  and  Metallurgist, 

Address    unknown. 
Ketchum,  Milo  S.,  Cor.  Mem., 

Assistant  Professor,  University  of  Illinois,  Champaign,  111. 

King,  Ernest  W.,  Act.  Mem., 

Superintendent  Great  Northern  Development  and  Mining  Co., 

Gilt  Edge,  Mont. 
Kinney,  Edward  C,  Act.  Mem., 

General  Manager  West  Gallatin  Irrigation  Co.,      Bozeman,  Mont. 
Klepetko,  Frank,  Act.  Mem., 

Consulting  Engineer,  loii  Maritime  Bldg.,  New  York  city. 

KoBERLE,  Albert,  Act.  Mem., 

Assistant  Engineer,  Anaconda  Copper  Mining  Co., 

528  West  Mercury  street,  Butte,  Mont. 
Klepinger,  J.  H.,  Act.  Mem., 

Engineer  and  Draftsman,  B.  and  M.  C.  C.  and  S.  M.  Co.. 

Great  Falls,  Mont. 
Krejci,  Milo  W.,  Act.  Mem., 

Smelter  Foreman,  B.  and  M.  C.  C.  and  S.  M.  Co., 

Great  Falls,  Mont. 
Leonard,  N.  R.,  Act.  Mem., 

President  Montana  State  School  of  Mines, 

406  West  Broadway,  Butte,  Mont. 
Leonard,  Frank  M.,  Act.  Mem., 

Civil  and  Mining  Engineer,  Vancouver,  B.  C. 

Leggatt,  J.  Benton,  Act.  Mem., 

Mining  Engineer,  Box   83,   Butte,   Mont. 
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Lloyd,  Richard  L.,  Act.  Mem., 

General  Foreman,  B.  and  ^M.  C.  C.  and  S.  M.  Co.  Smelter, 

Great  Falls,  Mont. 
Macdonald,  Malcom  L.,  Act.  Mem., 

Harper  &  Macdonald,   Civil  and  Mining  Engineers, 

Butte,  Mont. 
Macfarlane,  James,  Cor.  Mem., 

General  Manager  McCune  Haggin  Mining  Co.,  Lima,  Peru. 

MacGinnis,  John,  Act.  Mem., 

Vice-President  INIontana  Ore  Purchasing  Co., 

Box  427,  Butte,  Mont. 

McArthur,  Robert  A.,  Act.  Mem., 

Mining  Engineer,  Parrot  Silver  and  Copper  Mining  Co., 

Box  757,  Butte,  Mont. 

McCoRMicK,  Edmund  B.,  Act.  Mem., 

Instructor,  Mechanical  Engineering,  Montana  College  of  Agricul- 
ture and  Mechanical  Arts,  Bozeman,  Mont. 
McClean,  William  M.,  Act.  Mem., 

Mechanical  Engineer,  Lewiston,  Mont. 

McDonald,  E.  H.,  Act.  Mem., 

Mining  Engineer,  Professor  Montana  School  of  Mines, 

Anaconda,  Mont. 

McHenry,  Edwin  H.,  Hon.  Mem., 

Chief  Engineer  Northern  Pacific  Railway,  St.  Paul,  Minn. 

McNeill,  Edwin  R.,  Act.  Mem., 

Resident  Engineer,   Great   Northern  Railway.  Havre,  Mont. 

McRae,  Finley,  Act.  Mem., 

Clerk  of  First  Judicial  District  Court,  Helena,  Mont. 

Mason,  Carlisle,  Act.  Mem., 

Mechanical   Engineer,  10  Wall  street.  New  York  city. 

Metlen,  Geo.  R.,  Act.  Mem., 

Mining  Engineer,  Dillon,   Mont. 

Morris,  Albert  A.,  Act.  Mem., 

Civil  Engineer,  Billings,  Mont. 

Molson,  Chas.  a.,  Cor.  Mem., 

Mining  Engineer,  Tom  Boy  Gold  Mine,  Telluride,  Col. 

MouLTHROP,  Geo.  E.,  Act.  Mem., 

Mining  Engineer,  Boston  and  Montana  C.  C.  and  S.  M.  Co., 

Box  674,  Butte,  Mont. 
MuNROE,  William,  Act.  Mem., 

Civil  and  Mining  Engineer,  Box  230,  Great  Falls,  Mont. 

MooRE,  Clinton  H.,  Act.  Alem., 

Mine  Owner,  Butte,  Mont. 

Maitland,  Alex.,  Jr.,  Act.  Mem., 

Butte,  Mont. 
Metlicka,  Chas.,  Act.   Mem., 

55  Kenwood  street,  Cleveland,  Ohio. 
Metcalfe,  G.  W.,  Act.  Mem., 

Blast  Furnace  Foreman,  A.  C.  M.  Co., 

509  Walnut  street.  Anaconda,  Mont. 
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Magnus,  Benjamin,  Act.  Mem., 

Assistant  Superintendent  A.  C.  N.  Cc.'s  Refinery, 

Anaconda,  Mont. 
Morrow,  John  T.,  Act.  Mem., 

Assistant  Superintendent  Boston  and  Montana  Smelting  Works, 

Great  Falls,  Mont. 
Pearce,  Richard  F.,  Act.  Mem., 

General    Manager    Colorado    Smelter,  Butte,    Mont. 

Page,  Clarence  V.,  Cor.  Mem., 

Mining  Engineer,  Lowell,  Mass. 

Page,  James  M.,  Act.  Mem., 

U.  S.  Deputy  Mineral  Surveyor  for  Montana  and  Idaho, 

Twin  Bridges,  Mont. 
Palmer,  Chas.  H.,  Act.  Mem., 

Mining  Engineer,  Boston,  Mass. 

Parker,  Lewis  C,  Act.  Mem., 

Mining  Engineer,  Garnet,  Mont. 

Parker,  Maurice  S.,  Act.  Mem., 

Civil  Engineer,  Jacksbro,  Tex. 

Patterson,  Henry  M.,  Cor.  Mem., 

Architect,  iioo  West  Twenty-fifth  street,  Los  Angeles,  Cal. 

Patterson,  John  C,  Act.  Mem., 

Resident  Engineer  Great  Northern  Railway,         St.   Paul,  Minn. 
Putnam,  Benj.  R.,  Act.  Mem., 

Chemist,   Montana  Ore  Purchasing  Co.,  Butte,  Mont. 

Paine,  C  W.,  Act.  Mem., 

Civil  and  Hydraulic  Engineer,  Highland,  San  Bernardino  Co.,  Cal. 
Reed,  Melville  E.,  Cor.  Mem., 

Assistant  Engineer  Great  Northern  Railway,      Wellington,  Wash. 
Repath,  Chas.  H.,  Act.  Mem., 

Mechanical  Engineer,  loii  Maritime  Bldg.,  New  York  city. 

Ripley,  Theron  M.,  Cor.  Mem., 

Chief  Engineer  for  Ohio  Bridge  and  Ferry  Co.,      Marietta,  Ohio. 
Robinson,  Geo.  H.,  Act.  Mem., 

Superintendent  Montana  Ore  Purchasing  Co.,  Butte,  Mont. 

Ross,  Frank  A.,  Cor.  Mem., 

General  Manager  Strongburg-Carlson  Tel.  Mfg.  Co., 

'j^  Jackson  Boulevard,  Chicago,  111. 
Rourke,  Jerry,  Act.  Mem., 

Mining  Engineer  with  W.  A.  Clark,  Butte,  Mont. 

Ryon,  Agustus  M.,  Cor.  Mem., 

97  Main  street.  Flushing,  N.  Y. 
Roberts,  Robert  P.,  Act.  Mem., 

Address  unknown. 
Sanders,  Wilbur  E.,  Act.  Mem., 

Mining  Engineer,  Hennessy  Bldg.,   Butte,   Mont. 

Sands,  Ferdinand,  Act.  Mem., 

Chief  Chemist,  B.  and  M.  C.  C.  and  S.  M.  Co., 

Great   Falls,    Mont. 
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Starz,  Emil  a..  Act.  Mem., 

Analytical  Chemist,  Helena,  Mont. 

Schumacher,  Adam  J.,  Act.  Mem., 

Metallurgist,  Dillon,  Mont. 

Seligman,  Albert  J.,  Cor.  Mem., 

Civil  Engineer,  108-109  Exchange  Court,  New  York  city. 

SizER,  Frank,  Act.  Mem., 

Mining  Engineer,  Box  1333,  Butte,  Mont. 

Sickles,  Eugene  C,  Act.  Mem., 

Electrical  and  Mechanical  Engineer,  A.  C.  M.  Co., 

Butte,   Mont. 
Sherman,  Frederick  W.,  Cor.  Mem., 

Park   City,   Utah. 
Smith,  Forrest  J.,  Act.  Mem., 

Chief  Mineral  Clerk  U.  S.  Surveyor-General's  Office, 

Helena.  Mont. 
Smith,  Frank  M.,  Cor.  Mem., 

Mining  Engineer,  Box  1437,  Salt  Lake  City,  Utah. 

Swearingen,  Clarence  W.,  Act.  Mem., 

City  Engineer,  Great  Falls,  Mont. 

Strasburger,  E.  J.,  Act.  Mem., 

Civil  Engineer,  Lima,  Peru. 

Sales,  R.  H.,  Act.  Mem., 

Mining  Engineer,  Butte,  Mont. 

Thomas,  William  C,  Act.  Mem., 

Superintendent  Highland  Boy  Gold  Mining  Co.'s  Smelter, 

Murray,   Utah. 
Thaler,  Joseph  A.,  Cor.  Mem., 

Pardue  University,  Lafayette,  Ind. 

Tappin,  Chas.,  Cor.  Mem., 

De  LaMar  Nevada  Gold  Mining  Co.,  Delamar,  Nev. 

Taylor,  Frederick  J.,  Act.  Mem., 

Assistant  Engineer  Northern  Pacific  Railway, 

Box  251,  St.  Paul,  Minn. 
Thorpe,  Clayton  M.,  Act.  Mem., 

Civil  Engineer  and  County  Surveyor  Gallatin  county,  , 

Bozeman,   Mont. 
Tower,  Bert  A.,  Act.  Mem., 

Mining  Engineer,  Montana  Ore  Purchasing  Co.,  Butte,  Mont. 

Tower,  Geo.  W.,  Jr.,  Act.  Mem., 

Geologist  and  Mining  Engineer,  Montana  Ore  Purchasing  Co., 

Butte,    Mont. 
Turner,  Harry  W.,  Act.  Mem., 

General  Manager,  Butte  Lighting  and  Power  Co.,      Butte,  Mont. 
Vail,  Chas.  D.,  Act.  Mem., 

Civil  and  Hydraulic  Engineer,  Box  561,  Butte,  Mont. 

Vail,  Richard  R.,  Act.  Mem., 

Assistant  Engineer  Anaconda  Copper  Mining  Co., 

Box  561,  Butte,  Mont. 
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Vance,  Chas.  C,  Act.  Mem., 

Assistant  Engineer,  Oregon  Short  Line  Railroad  Co., 

Pocatello,  Idaho, 
Van  Liew,  W.  Randolph,  Cor.  Mem., 

Metallurgist,  Globe,  Ariz. 

WiER,  Thomas,  Cor.  Mem., 

Consulting  and  Mining  Engineer,      Box  57,  Salt  Lake  City,  Utah. 
Williams,  William  H.,  Act.  Mem., 

Professor  Mechanical  and  Electrical  Engineering,  Montana  State 
College  of  Agriculture  and  Mechanic  Arts,      Bozeman,  Mont. 
\\'ilson,  Geo.  W.,  Act.  Mem., 

Civil  and  ]\Iining  Engineer,  Philipsburg,  Mont. 

Wheeler,  Harry  V.,  Cor.  Mem., 

Civil  and  Mining  Engineer,  217  South  Broadway,  Los  Angeles,  Cal. 
Whitcomb,  Adelbert  F.,  Cor.  Mem., 

Assistant  Engineer,   Great  Northern  Railway  Co., 

Fairhaven,  Wash. 
Written,  Benj.  D.,  Act.  Mem., 

Mechanical  Engineer,  Box  56,   Great  Falls,   Mont. 

Whyte,  F.  W.  C,  Act.  Mem., 

General  Manager  Coal  Department,  A.  C.  M.  Co., 

Anaconda,  Mont. 
White,  R.  T.,  Cor.  Mem., 

Address  unknown. 
WiCKES,  Geo.  T.,  Act.  Mem., 

Mining  Engineer,  602  North  Ewing  street,  Helena,  Mont. 

Wilson,  Elliot  H.,  Act.  Mem., 

Civil  and  INIining  Engineer,  Butte,  Mont. 

WiNCHELL,  Horace  V.,  Act.  Mem., 

Geologist,  Anaconda  Copper  Mining  Co.,  Butte,  Mont. 

WiSHON,  Walter  W.,  Act.  Mem., 

Superintendent  Speculator  Mine,  Butte,  Mont. 

Word,  William  F.,  Act.  Mem., 

Mining  Engineer,  318  Hemlock  street,   Helena,   Mont. 

Wright,  Steven  P.,  Act.  Mem., 

IMechanical  Engineer,  109  East  Broadway,  Butte,  Mont. 

Wheeler,  Archer  E.,  Act.  Mem., 

Assistant  Engineer,  Boston  and  Montana  C.  C.  and  S.  M.  Co., 

Great  Falls,  Mont. 
W^right,  Howard  J.,  Act.  Mem., 

Chemist,    Calumet    and    Arizona    Co.,  Douglas,    Ariz. 

Young,  John  W.,  Cor.  Mem,, 

with  Erasers  &  Chambers,  Chicago,  III. 

Zaschke,  William,  Act.  Mem., 

Assistant  Engineer  Anaconda  Copper  Mining  Co., 

Butte,  Mont. 
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Allardt,  Geo.  F.,  Mem., 

Civil  Engineer,  420  California  street,  San  Francisco,  Cal. 

Ballantyne,  a.,  Mem., 

Superintendent,  Lighthouse  Construction, 

Room  86,  Flood  Bldg.,  San  Francisco,  Cal. 

Barth,  Hermann.  Mem., 

Architect,  601  California  street,  San  Francisco,  Cal. 

Bassell,  Burr,  Mem., 

Civil  Engineer,  Kernville,  Kern  Co.,  Cal. 

Behr,  H.  C,  Mem., 

Mechanical  Engineer,  Consolidated  Gold  Fields  of  South  Africa, 
Limited,  Johannesburg,  South  Africa. 

Bowers,  A.  B.,  Mem., 

Civil  Engineer,  loi  Sansome  street,  San  Francisco,  Cal. 

Boyd,  Jos.  C,  Mem., 

Surveyor,  Sacramento,  Cal. 

Brandegee,  T.  S.,  ]Mem., 

Scientist,  Box  684,  San  Diego,  Cal. 

Brigham,  H.  a.,  Mem., 

jMining  Engineer,  care  Lick  House,   San   Francisco,  Cal. 

Brodie,  Alex.  O.,  Mem., 

Civil  Engineer,  Crown  Point  ■Mine, 

Office  of  Governor,   Phoenix,   Ariz. 
Brooks,  T.  W.,  Mem., 

Technologist,  National  Tube  Co., 

420  California   street,    San   Francisco,    Cal. 
Brown,  Perry  F.,  Mem., 

Civil  Engineer,  78  Eleventh  street,  Oakland,  Cal. 

Browne,  Ross  E.,  Mem., 

Mining  Engineer,  Nevada  Block,  San  Francisco,  Cal. 

BucKMAN,  O.  H.,  Mem., 

City    Engineer,  Napa    City,    Cal. 

Bull,  Alpheus  A,,  Mem., 

]\Iechanical   Engineer,   235    Crocker   Bldg.,       San   Francisco,   Cal. 
Butcher,  Thomas  W.,  Assoc.  Mem., 

Builder,  Builders'  Exchange, 

40  New  Montgomery  street,  San  Francisco,  Cal. 
BuLKLEY,  jMilton^  Mem., 

^Mechanical  Engineer,  Henshaw,  Bulkley  &  Co., 

Fremont  and  Mission  streets,  San  Francisco,  Cal. 
BuRRAGE,  John  O.,  Mem., 

Draftsman,  City  Engineer's  Office, 

City  Hall,  San  Francisco,  Cal. 
Chodzko,  a.  E.,  Mem., 

^Mechanical   Engineer,       519  Mission   street,    San   Francisco,   Cal. 
CoNGDON,  Chas.  H.,  IMem., 

Civil  Engineer,  Bakersfield,  Kern  Co.,  Cal. 
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CoNNiCK,  Harris  D.,  Mem., 

Civil  Engineer,  Board  of  Public  Works, 

City  Hall,  San  Francisco,  Cal. 
Crockett,  J.  B.,  Mem., 

Technologist,  2029  California  street,  San  Francisco,  Cal. 

Davis,  Chas.  H.,  Mem., 

Consulting  Engineer,  25  Broad  street.  New  York,  N.  Y. 

Day,  Geo.  F.,  Mem., 

Mechanical  Engineer,        132-134  First  street,  San  Francisco,  Cal. 

Denio,  O.  H.  M.,  Assoc.  Mem., 

Foreman  Mason,  U.  S.  Navy,  Vallejo,  Solano  Co.,  Cal. 

Dickie,  Geo.  W.,  Life  Mem., 

Mechanical  Engineer,  Manager  Union  Iron  Works, 

San  Francisco,  Cal. 
DoNHAM,  B.  C,  Mem., 

Civil  Engineer,  care  Collbran  &  Bostwick,  Railway  and  General 
Contractors,  Seoul,    Korea. 

Dow,  Geo.  E.,  Mem., 

Mechanical  Engineer,  Dow  Steam  Pump  Works, 

114  Beale   street,   San   Francisco,    Cal. 
DuTTON,  Harry  S.,  Mem., 

Architect,  2507  Pacific  street,  San  Francisco,  Cal. 

Doerfling,  R.  G.,  Mem., 

Civil  Engineer,  1107  Devisadero  street,  San  Francisco,  Cal. 

Eaton,  Frederick,  Mem., 

Civil  Engineer,  Burdick  Block,  Los  Angeles,  Cal. 

Edinger,  F.  S.,  Mem., 

Civil  Engineer,  Bowditch  street,  Berkeley,  Cal. 

Elsemore,  W.  C,  Mem., 

City  Engineer,  Eureka,  Cal. 

Erlach,  Arnold  d',  Mem., 

Mechanical  Engineer,  3821  Twentieth  street,  San  Francisco,  Cal. 
Evans,  Geo.  H.,  Life  Mem., 

Mining  Engineer,  Brekenridge,  Col. 

Falkenau,  Louis,  Mem., 

Chemist,  538  Sacramento  street,  San  Francisco,  Cal. 

Forderer,  Jos.  F.,  Assoc.  Mem., 

Metal  Worker,  Forderer  Cornice  Works, 

8  Natoma  street,  San  Francisco,  Cal. 
Forsyth,  Robert^  Mem., 

Mechanical  Engineer,  Union  Iron  Works,  San  Francisco,  Cal. 

Gates,  H.  D.,  Mem., 

Civil  Engineer,  311  Lyon  street,  San  Francisco,  Cal. 

Gray,  John  W.,  Mem., 

Civil  Engineer,  923  Linden  street,  Oakland,  Cal. 

Greub,  Adolf,  Assoc.  Mem., 

Instrument  Maker, 

Care  A.  Lietz  Co.,  422  Sacramento  street,  San  Francisco,  Cal. 
Grunsky,  C.  E.,  Mem., 

Civil    Engineer,    City   Engineer,    City    Hall,    San    Francisco,    Cal. 
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GuTZKOWj  Fred'k,  Mem., 

Mining  Engineer,  28  Columbia  Square,  San  Francisco,  Cal. 

Haas,  Edward  F.,  Mem., 

Civil  Engineer,  320  Sansome  street,  San  Francisco,  Cal. 

Hall,  C.  I.,  Mem., 

Mechanical  Engineer,  21  Bernal  avenue,  San  Francisco,  Cal. 

Hare,  Lou  G.,  Mem., 

Surveyor,  Salinas,  Monterey  Co.,  Cal. 

Harmon,  Dana^  Mem., 

Mining  Engineer,  Hayward  Bldg.,  San  Francisco,  Cal. 

Hellmann,  Fred'k,  I\Iem., 

Mining  Engineer,  care  East  Rand  Proprietary  Mines, 

P.  O.  Box  204,  Boksburg,  South  Africa. 
Henderson,  E.  F.,  Mem., 

Civil  Engineer,  care  San  Francisco  and  Joaquin  Valley  Ry., 

Stockton,  Cal. 
Henny,  D.  C,  Mem., 

Civil  Engineer,  Excelsior  Wooden  Pipe  Co., 

204  Front  street,  San  Francisco,  Cal. 
Herrmann,  A.  T.,  Mem., 

Civil  Engineer,  San  Jose,  Cal. 

Herrmann,  Charles,  Mem., 

Surveyor,  San  Jose,  Cal. 

Herrmann,  F.  C,  Mem., 

Civil  Engineer, 

Care  City  Engineer,  City  Hall,  San  Francisco,  Cal. 
Hesse,  Fred'k  G.,  Mem., 

Professor,   University  of   California. 

P.   O.   Box  452,   Oakland,  Cal. 
Heuer,  Col.  AVm.  H.,  Mem., 

Corps  of  Engineers,  U.  S.  Army, 

Room  41,  Flood  Bldg.,  San  Francisco,  Cal. 
Hewitt,  Edw.  T.,  Mem., 

Instructor,  619  Capp  street,  San  Francisco,  Cal. 

Hindes,  Stetson  G.,  Mem., 

Civil  Engineer,  330  Market  street,  San  Francisco,  Cal, 

Hoadley,  Milo,  Assoc.  Mem., 

Builder,  1615    Lyon    street,    San    Francisco,    Cal. 

HoBSON,  J.  B.,  Mem., 

Mining  Engineer,  Quesnelle  Forks,  B.  C. 

Hoffmann,  Chas.  F.,  Mem., 

Mining  Engineer, 

Care  Ross  E.  Browne,  Nevada  Block,  San  Francisco,  Cal. 
Hollister,  John  J.,  Mem., 

Civil  Engineer,  Providence  Consolidated  Gold  Mining  Co., 

Carters,  Tuolumne  Co.,  Cal. 
Hopps,  John  H.,  Mem., 

Mechanical  Engineer, 

Room  611,  330  Market  street,  San  Francisco,  Cal. 
Hughes,  D.  E.,  Mem., 

Civil  Engineer,  U.  S.  Engineers,  Box  416,  San  Diego,  Cal. 

Hunt,  Loren  E.,  Mem., 

Civil  Engineer,  City  Engineer's  Office, 

City  Hall,  San  Francisco,  Cal. 
10 
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Irving,  Samuel  C,  Assoc.  Mem., 

Manufacturer,  Paraffine  Paint  Co., 

24  Second  street,  San  Francisco,  Cal. 
Jackson,  Byron,  Mem., 

Mechanical  Engineer,  411  INIarket  street,  San  Francisco,  Cal. 

Jones,  Edw.  C,  Mem., 

Mechanical    Engineer,  Rialto    Bldg,,    San   Francisco,    Cal. 

Keatinge,  Richard,  Assoc.  Mem., 

Builder,  Builders'  Exchange, 

40  New  Montgomery  street,  San  Francisco,  Cal. 
Kellogg,  H.  Clay,  Mem., 

Civil  Engineer,  Santa  Ana,  Cal. 

Kieffer,  Stephen  E.,  Mem., 

Civil  Engineer,  Sutter  Club,  Sacramento,  Cal. 

Kind,  Morris,  ]\Iem., 

Engineer,   Pacific   Portland   Cement  Co.,  Suisun,   Cal. 

Kluegel,  C.  H.,  Mem., 

Civil  Engineer,  P.  O.  Box  796,  Honolulu,  H.  I, 

Knowles,  F.  E.,  Assoc.  Mem., 

Builder,  Builders'  Exchange, 

40  New  Montgomery  street,  San  Francisco,  Cal. 
Kower,  Hermann,  Mem., 

Professor  University  of  California,  Berkeley,   Cal. 

Kurtz,  Charles  M.,  Mem., 

Civil  Engineer,  The  Reed,  Ogden,  Utah. 

Larkin,  Harry,  Assoc.  Mem., 

Manufacturer,  Standard  Roofing  Co., 

35    Post   street,    San   Francisco,   Cal. 
Le  Conte,  L.  J.,  Mem., 

Civil  Engineer,  P.  O.  Box  492,  Oakland,  Cal. 

Leonard,  John  B.,  Mem., 

Civil  Engineer,  care  Healy,  Tibbitts  &  Co., 

22  Market  street,  San  Francisco,  Cal. 
LiETZ,  Adolf,  ]\Iem., 

Instrument  Maker, 

422  Sacramento  street,  San  Francisco,  Cal. 
LivERMORE,  Norman  B.,  Mem., 

Civil  Engineer.  Rialto    Bldg.,    San   Francisco,    Cal. 

Lamar,  Peter  E.,  Mem., 

Civil  Engineer,  Wailuku  Sugar  Co.,  Maui,   Hawaii. 

Mahoney,  John  J.,  Assoc.  Mem., 

Builder,  200  Crocker  Bldg.,   San   Francisco,  Cal. 

Manson,  Marsden,  Mem., 

Civil  Engineer,  Board  of  Public  Works, 

City  Hall,  San  Francisco,  Cal. 
Marx,  Chas.  D.,  Mem., 

Professor  Leland  Stanford,  Jr.,  University,  Palo  Alto,  Cal. 

Masow,  Frank  H.,  Assoc.  Mem., 

Builder,  Builders'  Exchange, 

Box  133,  San  Francisco,  Cal. 
McBean,  p.  McG.,  Assoc.  Mem., 

Manufacturer,  Rialto    Bldg.,    San    Francisco,    Cal. 
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McCoNE,  Alex.  J.,  Assoc,  Mem., 

Manufacturer,   Fulton  Foundry,  Virginia  City,  Nev. 

McCann,  Richard,  Assoc.  Mem., 

Building  Contractor,  217  Waller  street,  San  Francisco,  Cal. 

McGiLVRAY,  John  D.,  Assoc.  Mem., 

Builder,  Builders'  Exchange, 

40  New  Montgomery  street,   San  Francisco,  Cal. 
McNicoLL,  A.  J.,  Mem., 

Mechanical  Engineer,  122  Main  street,  San  Francisco,  Cal. 

McPhee,  Daniel,  Assoc.  Mem., 

Builder,  Nineteenth  and  Harrison  streets,  San  Francisco,  Cal. 
McMillan,  J.  G.,  Mem., 

County  Surveyor,  San  Jose,  Cal. 

Medina,  Frank  P.,  Mem., 

Electrical  Engineer  and  Attorney, 

7  Hobart  Bldg.,  San  Francisco,  Cal. 
Meese,  Constant,  Mem., 

Mechanical  Engineer,  129  Fremont  street,  San  Francisco,  Cal. 

Merrill,  E.  H.,  Mem., 

Technologist,  Standard  Oil  Co., 

Rialto  Bldg.,  San  Francisco,  Cal. 
Meyer,  Hermann,  ]\Iem., 

Mining  Engineer,  1130  Eddy  street,  San  Francisco,  Cal. 

Molera,  E.  J.,  Life  Mem., 

Civil   Engineer  2025    Sacramento   street,    San   Francisco,   Cal. 

Moore,  R.  S.,  Mem., 

Mechanical  Engineer,  Risdon  Iron  Works,  San  Francisco,  Cal. 
MoRRiN,  Thos.,  Mem., 

Mechanical  Engineer,  Mills  Bldg.,  San  Francisco,  Cal. 

Morse,  F.  B.,  Mem., 

Mining  Engineer,  El  Parian,  Estado  de  Oaxara,  Mexico. 

Mortimer,  Jas.  D.,  Mem., 

Electrical  Engineer,   Railway  and  Power  Co., 

Tacoma,  Wash. 
Noble,  Harry  A.,  Mem., 

Civil  Engineer,  Southern  Pacific  Co., 

4  Montgomery  street,  San  Francisco,  Cal. 
Noble,  Patrick,  Alem., 

^Mechanical  Engineer,  Pacific  Rolling  \U\\s, 

519  jMission  street,  San  Francisco,  Cal. 
NoRBOE,  Paul  M.,  Mem., 

Civil  Engineer,  Hanford,  Kings  Co.,  Cal. 

O'Shaughnessey,  M.  M.,  Mem., 

Civil  Engineer,  Room  225,  Crocker  Bldg.,  San  Francisco,  Cal. 
Owens,  James  M.,  Mem., 

Draftsman,  City  Engineer's  Office, 

City  Hall,  San  Francisco,  Cal. 
PiDGE,  Wm.  C,  Mem., 

Surveyor,  City  Engineer's  Office,  City  Hall,  San  Francisco,  Cal. 
Power,  Geo.  C,  Mem., 

Civil  Engineer,  San  Buenaventura,  Ventura  Co.,  Cal. 

Power,  Harold  T.,  Mem., 

Mining  Engineer,  Michigan  Bluff,  Cal. 
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Prutzman,  Paul  W.,  Mem., 

Chemist,  Pacific  Refining  and  Roofing  Co., 

Sixteenth  and  Mississippi  streets,  San  Francisco,  Cal. 
QuiMBY,  Leon  S.,  Mem., 

Civil  Engineer,  39  Seventh  avenue,  San  Francisco,  Cal. 

Randall,  H.  I.,  Mem., 

Civil  Engineer,  Southern  Pacific  Co.,  Tacoma,  Nev. 

Randle,  Geo.  N.,  Mem., 

Civil    Engineer,    State    Board    Public    Works,    Sacramento,    Cal. 
Ransom,  Tom  W.,  Mem., 

Mechanical  Engineer, 

Room  6ii,  330  Market  street,   San  Francisco,  Cal. 
Reid,  Jas.  W.,  Mem., 

Architect,   Reid   Bros.,  Call   Bldg.,    San   Francisco,   Cal. 

Richards,  John,  Mem., 

Mechanical   Engineer,   22   California    street,    San   Francisco,   Cal. 
Ridley,  A.  E.  Brooks,  Mem., 

Electrical  Engineer,  Parrott  Bldg.,  Fifth  Floor,  San  Francisco,  Cal. 
Riffle,  A.  S.,  Mem., 

Civil  Engineer,  care  Excelsior  Wooden  Pipe  Co., 

204  Front  street,  San  Francisco,  Cal. 
Riffle,  Franklin,  Mem., 

Civil  Engineer,  care  Dunham,  Carrigan  &  Hayden  Co., 

17  Beale  street,  San  Francisco,  Cal. 
Rossow,  Ernest  F.,  Mem., 

Draftsman,  Vallejo,  Cal. 

RiCKON,  F.  J.  H.,  Mem., 

Civil  Engineer,  Quartermaster's  Department,  U.  S.  A., 

Phelan  Bldg.,  San  Francisco,  Cal. 
Sanborn,  A.  H.,  Mem., 

Surveyor,  632  Post  street,   San   Francisco,   Cal. 

ScHiLD,  Edvv.  T.,  Assoc.  Mem., 

Alanufacturer,  Gundlach-Bundschu  Wine  Co., 

Second  and  Market  streets,  San  Francisco,  Cal. 
Schild,  Geo.  F.,  Mem., 

Naval  Architect,  Vallejo,  Solano  Co.,  Cal. 

ScHiNDLER,  A.  D.,  Mem., 

Civil  Engineer,  care  Sante  Fe  Railway,  Fresno,  Cal. 

ScHULTZE,  Henry  A.,  Mem., 

Architect,  iioi   Hay  ward   Bldg.,   San   Francisco,   Cal. 

Schuyler,  J.  D.,  Mem., 

Civil   Engineer,  401   Douglas   Bldg.,   Los  Angeles,   Cal. 

Smith,  Thomas,  Mem., 

Architect,  Room   86,   Flood   Bldg.,   San   Francisco,    Cal. 

Smith,  Wm.  P.,  Mem., 

Civil  Engineer,  1017  Monadnock  Bldg.,  Chicago,  111. 

Smyth,  W.  H.,  Mem., 

Mechanical  Engineer,         loi  Sansome  street,  San  Francisco,  Cal. 
Stewart,  Col.  C.  Seaforth,  Hon.  Mem., 

U.  S.  Army,  retired,  Cooperstown,  N.  Y. 

Storey,  W.  B.,  Jr.,  Mem., 

Civil  Engineer,  Chief  Engineer,  Atchison,  Topeka  and  Sante  Fe 
Railway    Co.,  Topeka,    Kan. 
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St.  Maurice,  Chas.  Albert  de,  Mem., 

Civil  Engineer,  Box  33,  Colusa,  Cal. 

Taylor,  L.  H.,  Mem., 

Civil  Engineer,  Carson  City,  Nev. 

Temple,  Fred  A.,  Mem., 

Civil  Engineer,  City  Engineer's  Office, 

City  Hall,  San  Francisco,  Cal. 
Thompson.  Lawrence,  Mem., 

Civil   Engineer,  U.   S.  Engineers,  Honolulu,  H.   I. 

Tower,  Morton  L.,  Mem., 

Civil  Engineer,  U.   S.  Engineer's  Office, 

663  Worcester  Block  Portland.  Ore. 
Uhlig,  Carl,  Mem., 

Civil  Engineer,  State  Harbor  Commission, 

Ferry  Bldg.,  San  Francisco,  Cal. 
ViscHER,  Hubert,  Mem., 

Civil  Engineer,  California  Debris  Commission, 

Room  96,  Flood  Bldg.,  San  Francisco,  Cal. 
Von  Geldern,  Otto,  Mem., 

Civil  Engineer,  89  Flood  Bldg.,  San  Francisco,  Cal. 

Waggoner,  W.  W.,  Mem., 

County  Surveyor,  Nevada  City,  Cal. 

Wagoner,  Luther,  Mem., 

Civil  Engineer,  849  Chestnut  street,  San  Francisco,  Cal. 

Walker,  J.  S.,  Mem., 

Chief  Engineer,  Existing  Lines,  Railway  Department, 

Perth,  West  Australia. 
Wallace,  John  H.,  Mem., 

Civil  Engineer,   Southern  Pacific  Co., 

4  Montgomery  street,  San  Francisco,  Cal. 
Wallis,  Geo.  M.,  Mem., 

^Mechanical  Engineer,  Wire  Works,  i6th  and  Folsom  streets, 

8  Pine  street,  San  Francisco,  Cal. 
Wepfer,  G.  W.,  Mem., 

Mechanical  Engineer, 

66  Vassall  Road,  Brixton,  London,  S.  W.,  England. 
Wetherell,  Chas.  E.,  Mem., 

Surveyor,  305  Turk  street,   San  Fransicso,   Cal. 

Wetmore,  Geo.  P.,  Assoc.  Mem., 

Concrete   Builder, 

Lombard  and  Montgomery  streets,   San   Francisco,   Cal. 
Wing,  Chas.  B.,  Mem., 

Professor,  Leland  Stanford,  Jr.,  University,  Palo  Alto,  Cal. 

Wolf,  J.  H.  G.,  Mem., 

Civil  Engineer,  Room  89,  Flood  Bldg.,  San  Francisco,  Cal. 

Wright,  Geo.  A.,  Mem., 

Architect,  Merchants'  Exchange  Bldg..  San  Francisco,  Cal. 

Yale,  Chas.  G.,  Mem., 

Mining  Engineer,  U.  S.  Mint,  San  Francisco,  Cal. 
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Detroit  Engfineering  Society. 


Allen,  John  R., 

Assistant  Professor  Mechanical  Engineering,  University  of  Mich., 
226  South  Ingalls  street,  Ann  Arbor,  Mich. 
Ames,  Joseph  H., 

Assistant  to  General  Manager,  American  Car  and  Foundry  Co., 

611  Lincoln  Trust  Bldg.,  St,  Louis,  Mo. 
Barcroft,  F.  T., 

Civil  Engineer,  407  Ferguson  Bldg.,  Detroit,  Mich. 

Barnes,  S.  G.. 

Electrical  Engineer,  Solvay  Process  Co., 

210  Grand  Boulevard,  Detroit,  Mich. 
Beardsley,  J.  W., 

U.  S.  Assistant  Engineer, 

Care  Occidental  Hotel,  San  Francisco,  Cal. 
Bigler,  F.  S., 

Secretary  Michigan  Bolt  and  Nut  Works, 

Michigan  Bolt  and  Nut  Works,  Detroit,  Mich. 
BiSSELL,  H.   S., 

Care  The  Shavi^-Kendall  Eng.  Co.,  Toledo,  Ohio. 
BlXBY,  Wm.  H., 

Major,  Corps  of  Engineers,  U.  S.  Army, 

U.  S.  Eng.  Office,  Jones  Bldg.,  Detroit,  Mich. 

BOTHFIELD,    ChAS.    C, 

Consulting  Engineer,  Iron  and  Steel  Structures, 

34  Home  Bank  Bldg.,  Detroit,  Mich. 
Bratton,  E.  E., 

Chief  Draftsman,  Engineering  Department,  Detroit  Water  Works, 

Water  Office,  Detroit,  Mich. 
Brinkerhoff,  W.  E„ 

Assistant  Engineer,  Detroit  Plant,  American  Bridge  Co., 

American  Bridge  Co.,  Detroit,  Mich. 
Brown,  Mason  L.. 

Civil  Engineer  and  Landscape  Gardener, 

821-823  Chamber  of  Commerce,  Detroit,  Mich. 
BURDICK,  E.  J., 

Assistant  Superintendent  Motor  Power,  Detroit  United  Railway, 

St.  Antoine  and  Woodbridge  streets,  Detroit,  Mich. 
Burton,  Chas.  F., 

Attorney-at-Law  (giving  special  attention  to  Patent  Law), 

12  Hodges  Bldg.,  Detroit,  Mich. 
Calder,  Chas.  B., 

General  Superintendent,  Detroit  Ship  Building  Co., 

Detroit  Ship  Building  Co.,  Detroit,  Mich. 
Cederstrom,  Emil, 

Mechanical  Engineer,  Great  Lakes  Engineering  Works, 

180  North  Grand  Boulevard,  Detroit,  Mich. 
Colby,  A.  L., 

Bridge  Engineer,  Detroit  Plant,  American  Bridge  Co., 

371  Vinewood  avenue,  Detroit,  Mich. 
Collamore,  Ralph, 

Mechanical  Engineer,  with  Field  &  Hinchman,  Consulting  Engi- 
neers, 1206  Majestic  Bldg.,  Detroit.  Mich. 
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CONANT,   Wm.    S., 

Consulting  Engineer,  36  Moffat  Block,  Detroit,  Mich. 

COOLEY,  M.   E., 

Professor  of  Mechanical  Engineering,  University  of  Michigan, 

Lock  Box  go,  Ann  Arbor,  Mich. 
Courtis,  Wm.  M.,  A.M., 

Metallurgical  and  Mining  Engineer, 

412  Hammond  Bldg.,  Detroit,  Mich. 
Davis,  Joseph  B., 

Professor  of  Geodesy  and  Surveying,  University  of  Michigan, 

731  South  Ingalls  street,  Ann  Arbor,  Mich. 
Denison,  Chas!"  S., 

Professor,  University  of  Michigan, 

502  East  Huron  street,  Ann  Arbor,  Mich. 

DiERKES,   A.   F., 

Mechanical  Engineer,  Water  Office,  Detroit,  Mich. 

Dixon,  Chas.  Y., 

U.  S.  Assistant  Engineer  on  Detroit  River  Improvement, 

Amherstburg,  Ontaria,  Canada. 
Dow,  Alex., 

General  Manager,  Edison  Illuminating  Co.  of  Detroit, 

18  Washington  avenue,  Detroit,  Mich. 
Douglas,  Benjamin, 

Bridge  Engineer,  Michigan  Central  Railroad,  Detroit,  Mich. 

DuNLAP,  Frank  M., 

Mechanical  Engineer,  57  Seldon  avenue,  Detroit,  Mich. 

Du  Pont,  A.  B.. 

Second  Vice-President,  St.  Louis  Transit  Co., 

St.  Louis,  Mo. 
Farmer,  Thomas, 

Superintendent  Motive  Power,  Detroit  United  Railway, 

Detroit  United  Railway,  Detroit,  Mich. 
Fenkell,  Geo.  H., 

Civil    Engineer   to    Commissioners    of    Water    Works,    Erie,    Pa. 

1062  West  Eighth  street,  Erie,  Pa. 
Field,  Henry  G., 

Consulting  Engineer  for  Field  &  Hinchman, 

1206  Majestic  Bldg.,  Detroit,  Mich. 
Flynn,  Walter  H., 

Assistant    General    Foreman    INIichigan    Central    Railroad    Shops, 
Jackson  Junction,  114  East  avenue,  Jackson,  Mi"ch. 

Galway,  John  H.. 

U.  S.  Inspector  of  Steam  Vessels,  Detroit, 

Old  Federal  Bldg.,  Detroit,  Mich. 
Graves,  Walter  J., 

U.  S.  Junior  Engineer,  U.  S.  Lake  Survey, 

U.  S.  Lake  Survey  Office,  Campau  Bldg.,  Detroit,  Mich. 
Green,  Andrew  H.,  Jr., 

Manager,  Detroit  Branch,  Solvay  Process  Co., 

Solvay  Process   Co.,   Detroit,  Mich. 
Green,  Rutger  B., 

Civil  Engineer,  Detroit  Branch,  The  Solvay  Process  Co., 

Solvay  Process  Co.,  Detroit,  Mich. 
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Greene,  Albert  E., 

Draftsman,   Canadian   Bridge   Co.,   Ltd.,  Walkerville,   Ont. 

Greene,  Chas.  E., 

Professor  of  Civil  Engineering  and  Dean  Department  of  Engineer- 
ing,  University  of  Michigan, 

415  East  William  street,  Ann  Arbor,  Mich. 
Gunnison,  Hugh  B., 

Draftsman,  Edison  Illuminating  Co., 

Edison  Illuminating  Co.,  Detroit,  Mich. 
Haskell,  Eugene  E., 

Principal  Assistant  Engineer,  U.  S.  Lake  Survey, 

U.  S.  Lake  Survey  Office,  Campau  Bldg.,  Detroit,  Mich. 
Hawks,  James  D., 

President  Detroit  and  Machinac  Railway;  President  Ypsilanti, 
Ann  Arbor  and  Jackson  Railway ;  President  G.  R.,  G.  H.  and 
M.  Ry. ;  President  Lansing  City  Electric  Railway  Co., 

999  Jefferson  avenue,  Detroit,  Mich. 
Herbert,  C.  G., 

Engineer,  Solvay  Process  Co.,  303  Hubbard  avenue,  Detroit,  Mich. 
Hewitt,  Edgar, 

Draftsman,  Engineering  Department,  Detroit  Water  Works, 

Water  Office,  Detroit,  Mich. 
Hinchman,  Theodore  H.,  Jr., 

Consulting  Engineer,  Field  &  Hinchman, 

1206  Majestic  Bldg.,  Detroit,  Mich. 
Hodge,  Harry  S., 

Riverside  Iron  Works,  Detroit,  Mich, 

HUBBELL,   C.  W., 

Civil  Engineer,  Water  Board,  Detroit   Water  Office,  Detroit,  Mich. 
Ives,  Valentine  S., 

Secretary  and  Treasurer,  The  M.  N.  Rowley  Co., 

52  Woodward  avenue,  Detroit,  Mich. 
Johnson,  H.  F., 

Junior  Engineer,  U.  S.  Lake  Survey, 

U.  S.  Lake  Survey  Office,  Campau  Bldg.,  Detroit,  Mich. 
Kales,  Wm.  R., 

Engineer,  Whitehead  &  Kales  Iron  Works, 

Whitehead  &  Kales  Iron  Works,  Detroit,  Mich. 
Keep,  Wm.  J., 

Superintendent,  Michigan  Stove  Co., 

753  Jefferson  avenue,  Detroit,  Mich. 
Kiefer,  a.  E., 

Secretary  and  Treasurer,  Detroit  Edge  Tool  Works, 

884  Congress  street.  East,  Detroit,  Mich. 
King,  Herbert  G., 

Engineer,   Solvay  Process   Co., 

64  Lafavette  avenue,  Detroit,  Mich. 
King,  W.  C, 

Assistant  on  Sewers,  City  Engineer's  Office, 

61  Leicester  Court,  Detroit,  Mich. 
Kirby,  Frank  E., 

Engineer,  555  Woodward  avenue,  Detroit,  Mich. 

Lewis,  J.  F., 

706   Woodward   avenue,   Detroit,   Mich. 
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Little,  F.  A., 

Civil  Engineer,  President  of  The  Standard  Engineering  Co., 

Garfield  Bldg.,  Cleveland,  Ohio, 
LiVSEY,  J.   H., 

Manager  Detroit  Office,  General  Electric  Co., 

1005  Majestic  Bldg.,  Detroit,  Mich. 
Livingstone,  W.  A., 

Manufacturer,  The  Photochrome  Co., 

Photochrome  Co.,  Detroit,  Mich. 
LuNN,  Ernest, 

Operating  Department,  Chicago  Edison  Co., 

139  Adams  street,  Chicago,  111. 
McMath,  Francis  C, 

President   Canadian    Bridge    Co.,   Ltd.,  Walkerville,    Ont. 

Mason,  Frederick  H., 

Specialist  in  Feed-water  Purification  and  Heating  and  Steam  Puri- 
fication, 79  Moffat  Bldg.,  Detroit,  Mich. 
Mattsson,  a.  Geo., 

Mechanical  Engineer,  Detroit  Ship  Building  Co., 

224  Montcalm  street,   East,   Detroit,   Mich. 
Maxwell,  David, 

Structural  Engineer,  with  Julian  Kennedy,  Oakmont,  Pa. 

Maurice,  Walter  B., 

Draftsman,  Detroit  Plant,  American  Bridge  Co., 

1285  Jefferson  avenue,  Detroit,  Mich. 
McCrickett,  Thos.  F., 

Chief  Engineer,  Russel  Wheel  and  Foundry  Co., 

Russel  Wheel  and  Foundry  Co.,  Detroit,  Mich. 
McDonald,  Wm.  F., 

Manager,   Automatic   Heating  Co., 

1440  Majestic  Bldg.,   Detroit,   Mich. 
MoLiTOR,  David  A., 

Civil    and     Consulting    Engineer    and     Chemist,     Fred    Rueping 
Leather  Co.,  125  Park  avenue,  Fond  du  Lac,  Wis. 

Molitor,  Edward, 

Assistant  Engineer,  U.  S.  Lake  Survey, 

33  Campau  Bldg.,  Detroit,  Mich. 
Morley,  H.  T., 

II   Kanter  Bldg.,  Detroit,   Mich. 
NiCKLIN,  E.  W., 

Draftsman,  Board  of  Water  Commissioners, 

Detroit  Water   Office,    Detroit,   Mich. 
O'Hara,  Charles  J., 

Treasurer,  C,  C.  Wormer  Machinery  Co., 

97,  99,  loi  Woodbridge  street,  West,  Detroit,  Mich. 
Parks,  Geo.  E., 

Mechanical  Engineer,  Michigan  Central  Railroad  Co., 

593  Western  Boulevard,  Detroit,  Mich. 
Parks,  Byron  E., 

Manager  of  Engineering  Department,   C.   C.  Wormer  Machinery 
Co.,  97,  loi  Woodbridge  street.  West,  Detroit,  Mich. 

Pessano,  Antonio  C, 

President  and  General  Manager  Great  Lakes  Engineering  Works, 
Great  Lakes  Engineering  Works,  Detroit,  Mich. 
Penton,  John  A., 

The  Foundry,  907  Hammond  Bldg.,   Detroit,   Mich. 
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Penton,  Henry, 

Chief  Engineer,  Great  Lakes  Engineering  Works, 

204  Palmer  avenue,  East,  Detroit,  Mich. 
Pettee,  Wm.  H.. 

Professor  of  Mineralogy,  Economic  Geology  and  Mining  Engineer- 
ing, University  of  Michigan,   . 

554  Thompson  street,  Ann  Arbor,  Mich. 
Phelps,  Wm.  J., 

Secretary  and  Treasurer,  The  Phelps  Co.,  Makers  of  Hylo  Lamps 
and  other  Electrical  Devices,      2>Z  State  street,  Detroit,  Mich. 
PiERSON,  Geo.  S.,  C.E.,  A.M., 

Engineer,  Hydraulic  and  Sanitary,  Kalamazoo,  Mich. 

Phillips,  E.  F., 

Manager,  Peninsular  Electric  Light  Co., 

18  Washington  avenue,  Detroit,  Mich. 
Pope,  Willard, 

Vice-President  and  Engineer,   Canadian  Bridge  Co.,  Ltd., 

29  Van  Dyke  Place,  Detroit,   Mich. 
Porter,  Geo.  P., 

Chief  Draftsman,  Canadian  Bridge  Co.,  Ltd., 

329  Fourteenth  avenue,  Detroit,  Mich. 
Potter,  Harry  W., 

Mechanical  Engineer,  Michigan  Brass  and  Iron  Works, 

Detroit,   Mich. 
Rathbone,  John  A., 

Superintendent  U.    S.   Heater  Co., 

U.  S.  Heater  Co.,  Detroit,  Mich. 
Raymond,  Alexander  B., 

Sanitary  Engineer,  Board  of  Health, 

91  Prentis  avenue,  Detroit,  Mich. 
Ray,  Wm.  D., 

Electrical  Engineer,  Detroit  Construction  Co.,  Ltd., 

79  Horton  avenue,  Detroit,  Mich. 
Robertson,  W.  M., 

Mechanical  Engineer,  Parke,  Davis  &  Co.,  Detroit,  Mich. 

Robinson,  Geo.  A., 

Civil  Engineer,  City  Engineer's  Office, 

City  Hall,  Detroit,  Mich. 
RussEL,  Walter  S., 

Vice-President  and  General  Manager,   Russel  Wheel  and  Foun- 
dry Co.,  Russel  Wheel  and  Foundry  Co.,  Detroit,  Mich. 
Russell,  C.  W., 

Russel  Wheel  and  Foundry  Co.,  Detroit,  Mich. 
Rutherford,  Gordon, 

Assistant  to  Manager,  Soda  Department,  Solvay  Process  Co., 

297  West  Grand  Boulevard,  Detroit,  Mich. 
Sabin,  Louis  C, 

U.   S.  Assistant  Engineer, 

U.  S.  Engineer's  Office,  Jones  Bldg.,  Detroit,  Mich. 
Sack,  Richard  E., 

Electrical  Engineer,  Trans-St.  Mary's  Traction  Co., 

Sault  Ste.  Marie,  Mich. 
Sadler,  Herbert  C, 

Professor  of  Naval  Architecture  and  Marine  Engineering,  Univer- 
sity of  Michigan,  Ann  Arbor,  Mich. 
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Sanders,  J.  D., 

Assistant  Manager,  Detroit  Works,  Solvay  Process  Co., 

107  Boston  Boulevard,  Detroit,  Mich. 
Seaman,  Harold, 

Storage  Battery  Co.,  Michigan  Electric  Co., 

loi  Woodward  avenue,  Detroit,  Mich. 
Sherman,  W^alter  J., 

Consulting  Engineer  (and  member  of  firm),  Riggs  &  Sherman. 

613  Nasby  Bldg.,  Toledo,  Ohio. 
Shattuck,  a.  F., 

Chief  Chemist,   Solvay  Process  Co., 

Solvay  Process  Co.,  Detroit,  Mich. 
Shenehon,  Francis  C, 

Civil  Engineer,  U.  S.  Lake  Survey, 

ZZ  Campau  Bldg.,  Detroit,  Mich. 
Smith,  Jesse  M.. 

Consulting  Mechanical  and  Electrical  Engineer,  Expert  in  Patent 
Causes,  Room   M-14,   220   Broadway,    New   York   city. 

Scott,  Wm., 

Superintendent,  Roe,  Stephens  IManufacturing  Co., 

697  Fourteenth  avenue,  Detroit,  Mich, 
TiPPEY,  B.  O., 

Superintendent  of  Manufacture,  Detroit  City  Gas  Co., 

131  Lafayette  avenue,  Detroit,  Mich. 
TuTHiLL,  Gabriel  C, 

Civil  Engineer,  Bridge  Department,  Michigan  Central  Railroad  Co., 
Room  74,  Michigan  Cent.  R.  R.  Depot,  Detroit,  Mich. 
Van  Tuyl,  Frank  F., 

Consulting  Electrical  and  Mechanical  Engineer, 

1 1 12  Union  Trust  Bldg.,  Detroit,  Mich. 
Weil,  Chas.  L., 

Professor  of  Mechanical  Engineering,  Michigan  Agricultural  Col- 
lege, Agricultural  College,  Mich. 
Wheeler,  E.  S., 

U.   S.  Assistant  Engineer, 

'^6  Delaware  avenue,  Detroit,  Mich. 
WiSNER,  Geo.  Y., 

Consulting  Civil  Engineer, 

39  Canfield  avenue,  West,  Detroit,  Mich. 
Williams,  Gardner  S., 

Engineer  in  Charge,  Hydraulic  Laboratory,  Cornell  University, 

4  Valentine  Place,  Ithaca,  N.  Y. 
Wrentmore,  C.  G.,  C.E., 

Assistant  Professor  Des.  Geometry,  University  of  Michigan, 

933  Forest  avenue,  Ann  Arbor,  Mich. 
Ziwet,  Alexander, 

Professor  of  Mathematics,  University  of  Michigan, 

644  South  Ingalls  street,  Ann  Arbor,  Mich. 
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Al\t:rson,  Harry  B.,  Mem., 

Superintendent  Cataract  Power  and  Construction  Co., 

Buffalo,  N.  Y. 
Babcock,  Charles  E.  P.,  Mem., 

Assistant  Engineer,  Department  of  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
Bapst,  Frank  L.,  Mem., 

Contractor,  306  D.   S.   Morgan   Bldg.,   Buffalo,  N.   Y. 

Bardol,  Frank  V.  E.,  Mem., 

Consulting  and  Contracting  Engineer, 

400  D.  S.  Morgan  Bldg.,  Buffalo,  N.  Y. 
Bassett,  George  B..  Mem., 

Manager,  Buffalo  Meter  Co.,  363  Washington  street,  Buffalo,  N.  Y. 
Bennett,  Leslie  J,,  Assoc, 

Secretary  Buffalo  Cement  Co.,  no  Franklin  street,  Buffalo,  N.  Y. 
Booz,  Horace  Corey,  Mem., 

Assitant  Engineer,   Construction  Department,   Pennsylvania  Rail- 
road, Box  561,   East  Aurora,   N.  Y. 
BoARDMAN,  Charles  S.,  Mem., 

Assistant  Engineer,  702  Ellicott  Square,  Buffalo,  N.  Y. 

Brackenridge,  W.  a.,  Mem., 

Resident  Engineer,  Niagara  Falls  Power  Co., 

Niagara  Falls,  N.  Y. 
BuscH,  Charles  V.,  Mem., 

Private   Practice,  Mooney  Bldg.,   Buffalo,   N.   Y. 

Busch/  George  M.,  Mem., 

Private  Practice,  Mooney  Bldg.,  Buffalo,  N.  Y. 

Buttolph^  Harry  T.,  Mem., 

Assistant  Engineer,  Department  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
Caines,  Albert  W.,  Assoc, 

Contractor,  15  Waverly  street,  Buffalo,  N.  Y. 

Carlton,  Newcomb,  Mem., 

Vice-President  Bell  Telephone  Co.,  Buffalo,   N.  Y. 

Clark,  Henry,  Mem., 

Contractor,  794  Auburn  avenue,  Buffalo,  N.  Y. 

Chamberlain,  Horace  P.,  Mem., 

General  Manager,  Standard  Oil  Co., 

P.  O.  Drawer  162,  Buffalo,  N.  Y. 
Dark,  Samuel  J.,  Assoc, 

Contractor,  306  D.  S.  Morgan  Bldg.,  Buffalo,  N.  Y. 

Davis,  Charles  Henry,  Mem., 

Private  Practice,  924-25  Broad  street.  New  York,  N.  Y. 

Decrow,  David  Augustus,  Mem., 

Designing  Engineer  for  Holly  Manufacturing  Co.,  Lockport,  N.  Y. 
DiEHL,  George  C,  Mem., 

Private  Practice,  836  Ellicott  Square,  Buffalo,  N.  Y. 

Eighmy,  Lee  W.,  Mem., 

Assistant  Engineer,  Department  of  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
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Ellsworth,  John  F.,  Mem., 

Private  Practice,  Franklin  and  Eagle  streets,  Buffalo,  N.  Y. 

Feist,  John,  Assoc, 

Contractor,  iii  Ash  street,  Buffalo,  N.  Y. 

Fell,  Charles  F.,  Mem., 

Assistant  Engineer,  Department  of  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
Fields,  Samuel  J.,  Mem., 

Consulting  Engineer,  564  Ellicott  street,  Buffalo,  N.  Y. 

Foster,  Horatio  A.,  Mem., 

Consulting  Engineer,  650  Bullitt  Bldg.,  Philadelphia,  Pa. 

Franklin,  William,  Assoc, 

Contractor,  699  Seventh  street,  Buffalo,  N.  Y. 

Franklin,  James,  Jun., 

Rod  and  Axeman,  Grade  Crossing  Commission, 

699  Seventh  street,  Buffalo,  N.  Y. 
Fruauff,  George  Ph.,  Mem., 

Leveler,  Department  of  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
Gardiner,  Mathew  S.,  Jun., 

Rod  and  Axeman,  Grade  Crossing  Commission, 

144  Seventh  street,  Buffalo,  N.  Y. 
Gaskin,  Edward  F.,  Mem., 

Marine  Architect  and  Surveyor, 

724  Ellicott  Square,   Buffalo,  N.  Y. 
Gipp,  Louis  H.,  Assoc, 

Contractor,  433  Niagara  street,  Tonawanda,  N.  Y. 

Gorham,  Marvine,  Mem., 

410  Ashland  Boulevard,   Chicago,   111. 
Golden,  Walter  L.,  Tem.  Mem., 

Inspecting  Engineer,  Osborne  Engineering  Co.,        Buffalo,  N.  Y. 
Guthrie,  Edward  B.,  Mem., 

Chief  Engineer,  Grade  Crossing  Commission, 

436   Ellicott   Square,   Buffalo,    N.    Y. 
Hammond,  Richard,  Mem., 

President,   Lake  Erie  Engineering  Works,  Buffalo,   N.   Y. 

Harrower,  Horatio  C,  Mem., 

Iron  and  Steel  Contractor,  35  Court  street,  Buffalo,  N.  Y. 

Haven,  William  A.,  Mem., 

Inspecting  Engineer,  Erie  Railroad, 

Erie  Railroad  Depot,  Buffalo,  N.  Y. 
Haven,  William  Roscoe,  Mem., 

Engineer  and  Contractor,    490  South  Park  avenue,  Buffalo,  N.  Y. 
Hill,  Herbert  M.,  Mem., 

City  Chemist,  University  of  Buffalo,  Buffalo,  N.  Y. 

Hoffman,  Alexander  W.,  Mem., 

First  Assistant  Engineer,  Department  of  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
HoucK,  William  G.,  Mem., 

Member  of  firm,  Buffalo  Structural  Steel  Works, 

97  High  street,  Buffalo,  N.  Y. 
Huntington,  Emmet  W.,  Assoc, 

Contractor,  203  D.  S.^Iorgan  Bldg.,  Buffalo,  N.  Y. 
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Johnson,  Wallace  C.  Mem., 

Hydraulic  Engineer,  Niagara  Falls,  N.  Y. 

Johnston,  Wilbur  H.,  Mem., 

Assistant  General  Manager,  Frontier  Telegraph  Co., 

Buffalo,   N.   Y. 

KlELLAND,    SOREN    MUNCH,    Mem., 

Civil  Engineer,  Buffalo  Creek  Railroad, 

351  Humboldt  Parkway,  Buffalo,  N.  Y. 
Knapp,  Louis  H.,  Mem., 

Consulting  Engineer,  280  Linwood  avenue,  Buffalo,  N.  Y. 

KuHN,  Joseph,  Mem., 

Engineer,  Steel  Storage  and  Elevator  Construction  Co., 

700  Lafayette  avenue,  Buffalo,  N,  Y. 
Lewis,  Clarence  Chas.,  Mem., 

General  Electric  Co.,  Schenectady,  N.  Y. 

LuFKiN,  Elgood  C,  Mem., 

Manager,  Snow  Steam  Pump  Works, 

ISO  West  North  street,  Buffalo,  N.  Y. 
Lyon,  Henry  L.,  Mem., 

Deputy  Water  Commissioner,  Department  of  Public  Works, 

Buffalo,  N.  Y. 
March,  Harry  J.,  Mem., 

Assistant  Engineer,  Department  of  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
Marsh,  George  E.,  Jun., 

Rod  and  Axeman,  Grade  Crossing  Commission, 

108  Plymouth  avenue,  Buffalo,  N.  Y. 
Marburg,  Louis,  Assoc, 

Contractor,  264  Hoyt  street,  Buffalo,  N.  Y. 

Martin,  Dr.  Truman  J.,  Assoc, 

Representative,    Buffalo    Branch    N.    Y.    Electric    Vehicle    and 
Trans.  Co.,  279  North  street,  Buffalo,  N.  Y. 

McCulloh,  Walter,  Mem., 

Private  Practice,  The  Arcade,  Niagara  Falls,  N.  Y. 

Meyer,  Carl,  Mem., 

P.  O.  Box  170,  Buffalo,  N.  Y. 
Morse,  Charles  M.,  Mem., 

Deputy  Engineer  Commissioner,  Department  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
Morse,  George  Frederick,  Mem., 

Assistant  Engineer  on  Construction,  Lehigh  Valley  Railroad, 

281  Jersey  street,  Buffalo,  N.  Y. 
MosiER,  Charles,  Assoc, 

Contractor,  1266  Seneca  street,  Buffalo,  N.  Y. 

Murphy,  Daniel  P.,  Jun., 

Draftsman,  Bureau  of  Engineer,  Department  of  Public  Works, 

Buffalo,  N.  Y. 
Neher,  Clarence  R.,  Mem., 

General  Manager,  Expanded  Metal  Co., 

D.  S.  Morgan  Bldg.,  Buffalo,  N.  Y. 
Norton,  George  H.,  Mem., 

Assistant  Engineer,  Department  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
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Patch,  Maurice  B.,  Mem., 

Buffalo  Smelting  Works,  i  Austin  street,  Buffalo,  N.  Y. 

Rogers,  Thomas  J.,  Mem., 

Engineer,  Park  Department,  1322  Prudential  Bldg.,  Buffalo,  N.  Y. 
RiCKER,  George  A.,  Mem., 

Private  Practice,  702  Ellicott  Square,  Buffalo,  N.  Y. 

Roberts,  George  T.,  Mem., 

Private  Practice,  458  Ellicott  Square,  Buffalo,  N.  Y. 

SiKES,  George  R.,  Mem., 

Private  Practice,  895  Ellicott  Square,  Buffalo,  N.  Y. 

Smith,  T.  Guilford,  Mem., 

Vice-President  N.  Y.  Car  Wheel  Works, 

9  German  Insurance  Bldg.,  Buffalo,  N.  Y. 
Smith,  Chas.  M.,  Mem., 

Bureau  of  Engineering,  13  City  Hall,  Buffalo,  N.  Y. 

SoRNBERGER,  Edwin  C,  Mem., 

Snow  Steam  Pump  Works,  208  Lancaster  avenue,  Buffalo,  N.  Y. 
Speyer,  Frank  N.,  Mem., 

Assistant  Engineer,  Grade  Crossing  Commission, 

436  Ellicott  Square,  Buffalo,  N.  Y. 
Symons,  Thomas  W.,  Hon.  Mem., 

Major  of  Engineers,  U.  S.  Army, 

Government  Bldg.,  Buffalo,  N.  Y. 
Teiper,  Casper,  Mem., 

Member  of  firm,  Buffalo  Structural  Steel  Works, 

24  Briggs  avenue,  Buffalo,  N.  Y. 
Tresise,  Frank  J.,  Mem., 

Assistant  Engineer,  with  Frank  V.  E.  Bardol, 

400  D.  S.  Morgan  Bldg.,  Buffalo,  N.  Y. 
Thorn,  Alfred  W.,  Assoc, 

General  Manager,  Thorn  Cement  Co., 

118  Church  street,  Buffalo,  N.  Y. 
TuTTON,  Charles  H.,  Mem., 

Assistant  Engineer,  Department  Public  Works, 

13  City  Hall,  Buffalo,  N.  Y. 
Throop,  Augustus  T.,  Mem., 

Private  Practice,  Erie  County  Bank  Bldg.,  Buffalo,  N.  Y. 

Weston,  Geo.  O.,  Mem., 

Assistant  Engineer,  Frontier  Telegraph  Co.,  Buffalo,  N.  Y. 

Whitford,  Oscar  F.,  Mem., 

Private  Practice,  79  Woodlawn  avenue,  Buffalo,  N.  Y. 

Wilson,  Thomas  Wm.,  Mem., 

Engineer  of  Way  and  Buildings,  Buffalo  Railway  and  Allied  Com- 
panies, Buffalo,  N.  Y. 
Witmer,  Joseph  F.,  Mem., 

Civil  Engineer,  705  Ellicott  Square,  Buffalo,  N.  Y. 
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liouisiana  Engineering  Society. 

Armstrong,  J.  W.,  Mem., 

Draftsman,  Sewerage  and  Water  Board, 

602  Carondelet  street,  New  Orleans. 
Atkinson,  A.  S.  J.,  Jun.  Mem., 

Inspector  Drainage  Commission, 

627   St.   Charles  avenue.   New   Orleans. 
Beer,  S.  T.,  Jim.  Mem., 

1520  Feticity  street,  New  Orleans, 
Benson,  Robt.  B.,  Mem., 

Assistant  Engineer,    Drainage   Commission, 

City  Hall,  New  Orleans. 
Black,  A.  L.,  Mem., 

Engineer  St.  Charles  Street  Railroad  Co., 

2300  Decatur  street,  New  Orleans. 
Brown,  L.  W.,  Mem., 

Civil  and  Mechanical  Engineer, 

741  Carondelet  street.  New  Orleans. 
Camors,  Frederic^  Assoc.  Mem., 

Dredge  Contractor,  505  Tchoupitoulas  street,   New  Orleans. 

Clegg,  Judge  Jno.,  Assoc.  Mem., 

Attorney-at-Law,  814  Hennen  Bldg.,  New  Orleans. 

Coleman,  J.  F.,  Mem., 

Civil  Engineer,  firm  of  Coleman,  Malochee  &  Villere, 

1 106  Hennen  Bldg.,  New  Orleans. 
Crotts,  Wm.  T.,  Mem., 

First  Assistant  Engineer,  Sewerage  and  Water  Board, 

New  Orleans. 
Davis,  Chas.  Henry,  Mem., 

Consulting   Engineer, 

Room  924,  25  Broad  street.  New  York,  N.  Y. 
De  Buys,  R.  E.,  Mem., 

Civil  and  Architectual  Engineer, 

421  Carondelet  street,  New  Orleans. 
D'Heur,  Allard,  Mem., 

Engineer,  Southern  Pacific  Railroad,  Bakersfield,  Cal. 

Duval,  A.  C,  Mem., 

Chief   Draftsman,    State   Board    of   Engineers,  New    Orleans. 

De  Leon,  Moise,  Mem., 

Engineer,   Gillet-Herzog  Mfg.   Co., 

1012  Hennen  Bldg.,  New  Orleans. 
Earl,  Geo.  G.,  Alem., 

General  Superintendent,  Sewerage  and  Water  Board. 

602  Carondelet  street.  New  Orleans. 
Eastwood,  John  T.,  Mem., 

Assistant  Engineer,  Sewerage  and  Water  Board, 

602  Carondelet  street.  New  Orleans. 
Flanagan,  P.  J.,  Assoc.  Mem., 

Building  Inspector,  City  Engineer's  Office,  New  Orleans. 

GiBBENS,  Will  J.,  Mem., 

Gibbens  &  Stream,  Sugar  Machinery, 

213  Canal  street.  New  Orleans. 


LOUISIANA  ENGINEERING  SOCIETY.  83 

GoDCHAUx,  Jules,  Assoc.  Mem., 

Planter,  Raceland,  La. 

Grasser,  E.  a.,  Assoc.  Mem., 

Contractor,  1203  Coliseum  street,   New  Orleans. 

Hardee,  Wm.  ].,  Mem., 

City  Engineer,  City   Hall,   New  Orleans. 

Harrod,  Maj.  B.  M.,  Mem., 

Civil  Engineer,  Fourth  Floor,  Cotton  Exchange,  New  Orleans. 
Haugh,  Jas.  C,  Mem., 

Resident  Engineer,  New  Orleans  and  Northeastern  Railroad  Co., 

Press  and  Levee  streets,  New  Orleans. 
Haygood,  Geo.  L.,  Mem., 

Assistant  City  Engineer, 

Room  22,  City  Hall,  New  Orleans. 
Hoffman,  Walter  H.,  Mem., 

Secretary  State  Board  of  Engineers, 

Cotton  Exchange  Bldg.,  New  Orleans. 
Hyatt,  E.  C,  Mem., 

Inspector,  Drainage  Commission, 

1329  Prytania  street,  New  Orleans. 
Ivy,  Ernest  D.,  Mem., 

Engineer  and  Agent,  Heine  Boiler  Co., 

Godchaux  Bldg.,  New  Orleans. 
Jancke,  Ernest  Lee,  Mem., 

Superintendent  Jancke  Navigation  Co., 

816  Howard  avenue,  New  Orleans. 
Johnson,  Chas., 

Inspector,  U.  S.  Engineers,  2705  Chestnut  street,  New  Orleans. 
Kerr,  Frank  M.,  Mem., 

Assistant  State  Engineer,  Cotton  Exchange  Bldg.,  New  Orleans. 
Klorer,  Jnc,  Mem., 

care  Chas.  F.  de  Ganarl,  Tampico,  Mexico. 

La  WES,  G.  W.,  Mem., 

Assistant  Draftsman,  State  Board  of  Engineers, 
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A  CENTURY'S    PROGRESS    IX    ENGINEERING    EDUCA- 
TION IN  THE  UNITED  STATES. 


By  Robert  Heywood  Fernald,  Member  Engineers'  Club  of  St,  Louis. 


[Read  before  the  Club,  February  i8,  1903.*] 

The  past  century  has  been  a  period  of  special  significance  in 
the  development  of  technical  education,  and  is  properly  regarded 
as  the  era  of  its  most  important  advancement.  Reviewing  the 
history  of  this  period,  we  find  ourselves,  even  at  its  beginning,  a 
long  way  from  the  original  source  of  technical  education,  which 
is,  in  fact,  prehistoric.  A  brief  sketch  of  the  earliest  known  results 
of  this  type  of  education  is  of  value  as  revealing  the  foundation 
of  its  more  recent  accomplishments. 

The  Bible  states  that  Tubal-Cain,  the  inventor  of  the  art 
of  forging  metals,  was  "an  instructor  of  every  artificer  in  brass 
and  iron" — and  this  nearly  4000  years  B.C.  The  building  of  the 
great  cities  of  the  ancients  required  a  knowledge  of  materials  and 
methods  of  construction  which  seem  marvelous  to-day,  and  manu- 
facturing and  other  industries  must  have  formed  a  necessary  part 
of  the  evidently  active  life  of  ancient  communities.  The  cutting 
of  the  great  monoliths  from  the  quarries  of  Syene,  together  with 
the  inscriptions  wrought  upon  their  faces ;  the  raising  of  these 
huge  masses  of  stone  to  form  the  pyramids ;  the  building  of  great 
tombs  in  these  structures,  as  well  as  the  excavating  into  the 
mountains  of  the  region  for  a  like  purpose,  and  the  application  of 
the  mechanic  arts  in  ways  more  refined  and  delicate,  but  neverthe- 
less enduring,  lead  directly  to  the  conclusion  that  the  foundation 
of  technical  training  and  a  knowledge  of  technical  principles  are 
as  old  as  civilization  ;  and  in  tracing  the  history  of  engineering 

*Manuscript    received    June   6,    1903. — Secretary,    Ass'n   of    Eng.    Socs. 
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education  in  any  country  one  is  taken  back  to  the  ancient  eities 
of  Assyria,  Babylonia,  India,  Eg}'pt,  Greece  or  Italy. 

Some  1500  years  B.C.  a  great  university,  supported  by  the 
Pharaohs,  is  shown  to  have  existed  by  records  since  found.  Dor- 
mitories, for  those  able  to  pay  the  necessary  fees,  were  erected. 
Over  eight  hundred  instructors  were  enrolled  as  members  of  the 
faculty,  and  schools  of  art,  painting,  sculpture,  architecture  and 
engineering,  so  far  as  developed,  were  included  within  this  won- 
derful institution. 

As  early  as  1300  years  B.C.  the  University  of  Rameses  was 
planned,  and  one  thousand  or  more  years  later  the  great  University 
of  Alexandria  was  founded.  In  this  latter  university  technical 
education  seems  to  have  been  a  more  prominent  feature,  and  more 
than  ever  before  was  there  an  effort  to  give  instruction  in  all  the 
forms  of  the  arts,  literature  and  sciences,  and  the  modern  sciences 
can  easily  be  traced  back  to  these  ancient  efforts.  The  work  of 
Plato,  Aristotle,  Archimedes  and  Euclid  was  directly  in  the  line 
that  eventually  developed  into  the  various  technical  branches. 
These  men  and  their  associates  had  much  to  do  in  originating  and 
investigating  the  scientific  theories  of  that  day,  and  many  of  their 
conclusions  have  stood  the  tests  of  time. 

It  was  Galileo  who,  in  1590  A.D.,  ventured  to  question  the 
possible  mistakes  in  Aristotle's  statements,  and  to  him  dynamic 
engineering  owes'  its  possibiHty.  To  the  priest  and  monk  is  due 
the  credit  of  having  kept  alive  the  mechanic  arts  during  many 
centuries,  for  it  was  through  the  church  that  educational  move- 
ments and  developments  were  kept  from  total  destruction. 

What  is  to-day  called  the  new  education  is  really  not  new, 
but  simply  a  recent  revival  and  development  of  an  education  which 
dates  back  many  hundred  years  before  the  Christian  era;  for,  as 
Riedler  has  said  in  disputing  the  fact  that  medicine  was  the  oldest 
science,  "older  still  is  technical  development :  civilization  began 
with  man." 

It  is  not  the  purpose  of  this  paper  to  trace  the  development  of 
engineering  education  as  a  whole,  but  rather  to  note  the  progress 
of  such  education  in  the  United  States. 

Before  beginning  the  historical  portion  which  applies  to  the 
United  States  alone  it  is  of  interest  to  inquire  what  is  regarded  as 
the  proper  education  for  an  engineer,  and  later  to  observe,  as  far 
as  space  will  permit,  the  conditions  prevailing  in  the  technical 
institutions  of  this  country,  to  ascertain  whether  these  institutions 
are  doing  all  in  their  power  to  meet  the  educational  demands  of  the 
present  generation  of  engineering  students. 
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To  educate  her  youth  should  be  one  of  the  highest  privileges 
of  any  state.  Whether  in  peace  or  in  war,  the  engineer  is  found 
to  be  an  indispensable  factor  in  a  nation's  efficiency.  Naval  battles 
are  fought  by  the  engineer,  the  manipulation  of  the  land  forces 
is  possible  only  through  the  work  of  the  engineer,  and,  in  times  of 
peace,  manufacturing,  commerce,  and,  in  fact,  nearly  all  the  arts 
and  sciences  depend  upon  the  engineer.  What  is  more  natural 
than  the  tendency  of  a  large  percentage  of  the  young  men  of  to-day 
to  train  themselves  along  the  lines  offering  such  vast  opportunities  ? 

450 


iOO 


350 


300 


250 


200 


150 


100 


50 


1900 


1     .     1 

1 

i      i 

i 

! 

!  i  i  1 

ACif\ 

1     i 

. 

, 

i 

1 

t  yVi^ 

i 

i     ; 

1 

111 

1 

j     I 

i  i  1 

i 

Ia 

1 

i 

i 

1 

/  i  i ! 

300 

/ 

m.  \ 

r 

Kl- 

oftn 

1 

, 

i  r 

VT    Ii 
1).      '  ■ 

1  1 

_i  1  _ 

1 

'I 

1 

t 

I 
1 

t  / 

1 

I 
1 

! 
I 

W  ilf 

-(  n  \//        1    1  ;  1 

i 

K^n 

I 

1 

1 ' 

TJ^^JW 

. 

1 

I 

,^l 

8 

A 

/ 

i/T 
6  1 

■ 

tf\n 

i 

> 

'^^ 

-. 

. 

A 

\ 
\ 

1 

1 1 

' 

1 

\ 
\ 

H'Vy 

r 

i^ 

k  ^  1 

Kfl 

i 

; 

/ 

; 

3-< 

^ 

iJy 

,N 

n 

1 

¥W 

1 

n 

f 

/ 

M' 

^•...\ 

/i. 

/ 

I 

h 

''k:^^ 

1  •  1  i 

K^ 

-^ 

r'" 

a 

Tj 

>'ifc 

4Up 

^^>. 

1 

\-'r 

k 

miuH 

]       \T 

1860  1865  1870  _18r5 

Ci C orepresents  Mechanical  Engineers. 


ISSO 


O. C c represents  Civil  Engineers. 

O C"^ — orepresents  Electrical  Engineers. 


1SS5  1890  1895 

^  represents  Mining, Engineers. 

rtO  represents  Chemical  and  Sanitary  Engineers. 

•orepresents  Architects  and  Naval  Architects. 

Number  of  Graduates  in  the  Six  Engineering  Departments  from  i860 

TO  1900,  Inclusive. 

What,  then,  should  be  the  nature  of  this  education?  Should 
the  engineer  be  a  specialist  only,  or  should  he  have  a  broad  and 
liberal  education  coupled  with  special  training? 

Ruskin  says  that  "x\n  educated  man  ought  to  know  these 
things :  First,  where  he  is — that  is  to  say,  what  sort  of  a  world 
he  has  got  into,  how  large  it  is,  what  kind  of  creatures  live  in  it, 
and  how ;  what  it  is  made  of,  and  what  may  be  made  of  it.  Sec- 
ondly, where  he  is  going — that  is  to  say,  what  chances  or  reports 
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there  are  of  any  other  world.  Thirdly,  what  he  had  best  do  under 
the  circumstances — that  is  to  say,  what  kind  of  faculties  he  pos- 
sesses ;  what  are  the  present  state  and  wants  of  mankind ;  what  is 
his  place  in  society,  and  what  are  the  readiest  means  in  his  power 
of  attaining  happiness  and  diffusing  it.  The  man  who  knows  these 
things  and  who  has  his  will  so  subdued  in  the  learning  of  them 
that  he  is  ready  to  do  what  he  knows  he  ought,  is  an  educated  man, 
and  the  man  who  knows  them  not  is  uneducated,  though  he  could 
talk  all  the  tongues  of  Babel."  Even  after  settling  to  his  own 
satisfaction  these  three  conditions  of  Ruskin  it  is  still  a  difficulf 
question  for  a  young  man  to  determine  what  should  be  his  courses 
of  study  best  to  prepare  him  for  the  greatest  usefulness  and  the 
highest  possibilities. 

It  must  be  borne  in  mind  that  an  education  is  not  a  collection 
of  facts  stored  away,  to  be  drawn  upon  as  desired  and  used  as  mere 
facts  with  no  development  or  improvement,  but  rather  a  condition 
of  the  rriind  which  enables  one  to  develop  systematically  and  sym- 
metrically such  problems  and  conditions  as  may  come  before  him 
for  solution  or  investigation.  This,  it  seems,  marks  the  distinction 
between  a  special  and  a  liberal  education,  the  one  giving  a  supply 
of  facts  and  information,  the  other  teaching  the  student  to  use 
his  own  powers  of  observation  and  judgment.  It  is  Huxley  who 
so  well  defines  the  liberally  educated  man.  He  says :  "That  man, 
I  think,  has  a  liberal  education  whose  body  has  been  so  trained 
in  youth  that  it  is  the  ready  servant  of  his  will,  and  does  with 
ease  and  pleasure  all  that,  as  a  mechanism,  it  is  capable  of ;  whose 
intellect  is  a  clear,  cold  logic  engine,  to  be  turned  to  any  kind  of 
work  and  to  spin  the  gossamers  as  well  as  forge  the  anchors  of 
the  mind ;  whose  mind  is  stored  with  the  knowledge  of  the  great 
fundamental  truths  of  nature  and  of  the  laws  of  her  operations ; 
one  who,  no  stunted  ascetic,  is  full  of  life  and  fire,  but  whose 
passions  have  been  trained  to  come  to  heel  by  a  vigorous  will,  the 
servant  of  a  tender  conscience ;  one  who  has  learned  to  love  all 
beauty,  whether  of  nature  or  of  art,  to  hate  all  vileness,  and  to 
esteem  others  as  himself." 

This  powerful  description  applies  with  equal  force  to  the 
engineer,  the  clergyman  or  the  man  of  letters,  and  no  one  aiming 
toward  a  life  of  great  usefulness  and  power  can  question  the 
superior  strength  and  nobility  of  him  who  is  able  to  follow  such 
a  course  as  shall  develop  as  completely  as  the  natural  endowment  of 
the  individual  will  allow  the  broad,  well-balanced  and  liberally 
educated  man.  This  broad,  liberal  education  produces  a  truer  con- 
ception  of  the  truth   of   existing   laws,  the   application   of   better 
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judgment  in  thought  and  a  clearness  of  apprehension  and  com- 
prehension not  possible  in  the  case  of  the  recipient  of  a  narrow 
special  education. 

The  engineer  should  be  a  man  of  large  conceptions  and 
sound  judgment,  with  a  thorough  knowledge  of  the  truths  of 
nature  and  the  ability  to  convert  the  results  of  her  laws  into 
channels  best  adapted  to  the  needs  at  hand.  His  resources  must 
be  unlimited.  His  associations  are  such  that  culture  and  refine- 
ment are  of  great  moment,  and  a  well  defined  knowledge  of  the 
conditions  and  resources  of  the  world  at  large  is  indispensable. 
Business  training  is  also  very  essential,  and,  in  fact,  there  is  probably 
no  other  profession  in  which  the  cultivating  influences  of  a  general 
education  are  more  necessary  than  for  the  man  who  has  to  cope 
with  the  greatest  problems  of  civilization  and  progress — the  en- 
gineer. 

Is  it  possible  for  the  average  student  of  engineering  to  obtain 
such  an  education?  It  is,  of  course,  necessary  for  him  to  be 
conversant  with  his  special  lines,  and  the  average  time  taken  for 
a  college  education  will  not  admit-  of  thorough  training  in  one 
particular  direction  as  well  as  years  of  unknown  value  that  may 
be  devoted  to  general  and  culture  subjects.  What  the  proportion 
should  be  and  the  order  and  relative  value  of  different  subjects  is 
outside  the  province  of  this  paper,  but  it  will  prove  of  interest  to 
note  later  the  general  tendency,  in  this  regard,  of  the  engineering 
institutions  of  the  United  States.  The  more  one  studies  the 
subject,  the  more  information  one  gathers  from  those  in  positions 
of  responsibility,  and  the  more  one  watches  the  careers  of  young 
men,  the  more  convinced  does  he  become  of  the  misfortune  which 
has  befallen  those  who  have  neglected  the  cultivating  influences  of 
such  educational  advantages  as  were  within  their  reach.  It  is  true 
that  many  a  young  man,  through  force  of  circumstances,  cannot 
avail  himself  of  the  opportunities  for  such  education,  and  is  forced 
to  fight  his  own  way  as  best  he  can,  securing  only,  if  any  at  all, 
such  special  training  and  education  as  will  best  fit  him  for  his 
particular  chosen  profession.  Such  a  young  man  is  unfortunate, 
but  not  to  be  blamed,  and  may  far  outstrip,  both  in  natural  ability 
and  application,  the  young  man  of  more  desirable  opportunities 
who  has  ignored  his  chances  for  development. 

Misfortunes  and  difhculties  do  not  necessarily  strengthen  a 
man.  The  strong  man  only  can  overcome  such  obstacles,  and 
while  he  may,  by  virtue  of  his  strength,  accomplish  much,  yet  it  is 
a  question  whether  the  same  man  with  such  qualities  would  not 
have  been  even  greater  had  he  been  allowed  the  opportunities  and 
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privileges  of  a  better  and  more  liberal  education.  Much  more  esti- 
mable, however,  is  the  man  who  has  come  up  under  such  hardships 
than  he  whose  ease  and  luxury  have  killed  worthy  ambition  and 
have  made  the  want  of  the  best  possible  education  a  matter  of 
indifference  and  neglect.  In  speaking  of  a  liberal  education,  Presi- 
dent Timothy  Dwight,  of  Yale,  has  said:  "He  may  not  be  a 
philosopher,  or  a  poet,  or  a  statesman,  or  a  scholar ;  but  as  educated, 
and  because  he  is  educated,  he  is  thoughtful,  rich  in  his  resources 
for  himself  and  for  others.  This  is  what  the  higher  education 
means,  and  it  has  no  truest  and  deepest  meaning  apart  from  this. 
This  developed  power  of  serious  thought  is  the  essence  of  educated 
life.  It  is  the  fountain  of  living  water  within  the  mind,  which  is 
for  every  educated  man  the  blessing  of  such  life.  To  have  rich 
thoughts,  serious  thoughts ;  in  the  sense  of  calm,  serene,  earnest, 
intelligent,  cultured,  generous,  manly  thinking  on  any  and  all 
themes  which  are  worthy  of  human  thought,  what  blessing  for 
the  mind  can  be  greater,  or  can  contain  in  itself  more  truly  the 
secret  of  the  best  living? 

''Who  knows  that  results  are  greater  when  the  man  under- 
stands only  one  thing  and  thinks  only  one?  The  results  that  are 
seen  may,  perchance,  be  greater;  though  this,  as  relating  to  all 
cases,  will  need  proving.  But  those  that  are  unseen,  who  can  tell 
of  them?  And  the  unseen  results  are  often,  if  not  always,  the 
greatest  and  most  important.  In  the  unseen  region  is  influence. 
It  is  itself,  in  the  largest  working  and  measure  of  it,  the  most 
unseen  of  all  things.  But  what  influence  is,  and  from  the  nature 
of  influence  will  ever  be,  so  wide  reaching  as  that  of  a  rich  mind 
and  soul  which  are  filled  out  by  education  on  every  side  to  their 
fullness  of  culture  and  beauty?" 

Never  has  the  lack  of  a  college  education  been  more  keenly 
felt  than  by  the  young  men  of  the  present  day  who-  have  either 
neglected  opportunities  or  have  been  prevented  from  securing  those 
advantages  which  are  '  so  gratifying  to  the  educated  and  which 
money  cannot  buy.  Sympathy  is  indeed  due  the  young  man  who 
feels  his  lack  of  appreciation  and  knows  his  limitations  to  be  due 
to  the  want  of  a  proper  education.  Very  few  there  are  who  would 
not  give  all  they  possess,  when  they  realize  their  limitations,  to 
feel  that  they  had  the  power  to  discuss  the  momentous  problems 
of  the  day  with  the  educated  and  prominent  men  of  the  land,  or 
could  at  least  carry  on  a  pleasing  conversation  with  men  of  deep 
thought  and  keen  perception.  If  in  addition  they  can  acquire  the 
ability  to  appreciate  the  best  literary,  musical  and  artistic  produc- 
tions, the  sacrifice  is  great  that  will  not  be  made  for  such  an  end. 
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"The  more  one  has  the  more  one  wants"  is  strikmgly  true  in 
educational  circles,  and  it  is  a  question  whether  the  average  young 
man  without  a  college  education  feels  more  keenly  his  lack  than 
does  the  young  man  who  has  risen  relatively  higher,  but  has  pursued 
a  single  narrow  line,  leaving  out  the  subjects  which  tend  to  broaden 
his  views  and  to  open  for  him  vast  possibilities  in  the  world  of 
refinement  and  culture,  because  his  absorption  in  the  work  of  his 
own  special  field  has  entirely  shut  them  from  view.  When  he  awakes 
to  find  himself  far  behind  his  more  fortunate  fellows,  then  he 
catches  glimpses  of  the  great  opportunities  that  might  have  been 
his,  had  he  but  realized  earlier  the  difference  between  the  educated 
man  and  the  man  whose  whole  aim  and  study  have  been  crampd 
into  one  narrow  line.  This  is  not  saying  that  the  specialist  is  not 
needed,  and  to-day  more  than  ever  before,  but  the  specialist  whose 
educational  foundation  is  broad  and  liberal,  who  is  a  well-rounded 
man,  who  can  appreciate  the  necessity  of,  and  understand,  in  a  gen- 
eral way,  the  work  of  others  in  fields  wdiich  are  possibly  very 
remote  from  his  own,  is  a  man  of  larger  resources  and  possibilities, 
and  is  a  much  greater  powxr  in  the  world  than  the  mere  specialist 
can  be.  His  own  special  line  need  not  suffer  on  account  of  his 
broad  conception  of  life  and  study,  but,  on  the  contrary,  the  deduc- 
tions and  results  of  his  specialized  efforts  will  bear  a  truer  and 
more  direct  relation  to  existing  facts  and  conditions  than  otherwise 
would  be  possible.  The  following  words  from  Bishop  Henry 
Potter,  delivered  at  the  one  hundredth  commencement  of  Union 
College,  at  Schenectady,  carry  out  this  thought:  'The  time  will 
never  come  when  a  man  who  has  not  merely  learned  certain  chemi- 
cal combinations  so  that  he  can  manufacture  a  fertilizer,  or  certain 
mathemxatical  combinations  so  that  he  can  build  a  railroad,  but 
has  also  learned  what  made  a  little  peninsula  in  the  Adriatic  the 
mistress  of  the  world,  or  how^  Roman  law  became  the  basis  of 
the  jurisprudence  of  Christendom,  or  how  the  fall  of  empires  was 
foreshadowed  in  the  'Republic'  of  Plato,  or  how  the  growth  of  a 
corrupt  and  privileged  ecclesiasticism  brought  about  the  transfor- 
mation of  modern  Europe,  the  time  will  never  come,  I  say,  when 
the  man  who  has  learned  these  things,  not  a  parrot-like  learning, 
but  in  the  length  and  breadth  of  their  vast  and  enduring  signifi- 
cance, will  not  be,  in  every  highest  sense,  the  master  of  him  who 
has  not." 

Literature,  languages,  philosophy  and  mathematics  do  not 
make  the  well-rounded,  cultured  man  any  more  than  do  special 
technical  courses.  The  field  of  information  and  training  is  un- 
limited, and  there  is  no  one  field  or  branch  so  broad  that  great 
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advantage  cannot  be  gained  by  investigation  in  the  others,  and  that 
man- may  count  himself  fortunate  whose  early  years  are  well  di- 
rected and  well  employed  in  the  serious  pursuance  of  study  in  the 
courses  best  fitted  to  develop  and  mold  "the  man,"  for  that  train- 
ing is  indisputably  the  most  noble  and  most  desirable  which  has 
for  its  aim  the  development  of  those  faculties  and  powers  which 
shall  first  make  the  student  a  man,  and  secondly  fit  to  undertake 
work  in  his  special  lines. 

To  what  extent  this  idea  has  been  carried  out  by  the  engineer- 
ing institutions  of  the  United  States  can  be  shown  only  by  a  sketch 
of  the  growth  of  such  institutions,  and  by  observing  the  demand 
for  and  the  success  of  young  men  whose  lives  have  been  molded  in 
these  engineering  schools.  The  healthy  growth  of  the  technical 
school  is  marked  with  keen  interest,  and  the  following  brief  sketch 
of  its  development  during  the  past  century  shows  at  once  the  im- 
perative need  of  such  institutions  and  the  excellent  quality  of  their 
work,  together  with  the  fact  that  progress  in  engineering  education 
has  kept  pace  with  the  development  of  the  country. 

At  the  very  beginning  of  the  nineteenth  century  the  need  of 
engineering  education  was  felt,  and  the  United  States  Military 
Academy  at  West  Point,  being  the  only  institution  fitted  to  give 
such  training,  took  the  initiative  and  in  1802  conferred  degrees 
upon  the  first  two  engineers  graduated  in  the  United  States. 

'^'A  few  years  later  an  effort  toward  engineering  education  was 
made  by  Thomas  Jefferson,  and,  although  he  was  unable  to  secure 
the  carrying  out  of  his  plans,  it  is  of  interest  to  note  his  advanced 
ideas  upon  this  subject,  for  in  181 8  he  included  in  an  outline  of  the 
scope  of  higher  education  this  expression :  ''To  harmonize  and 
promote  the  interests  of  agriculture,  manufacturing  and  commerce, 
and  to  enlighten  our  youth  with  mathematical  and  physical  sciences, 
which  advance  the  arts,  and  administer  to  the  health,  the  subsist- 
ence, and  comforts  of  human  life." 

In  attempting  to  organize  the  University  of  Virginia  he  so 
planned  that  four  of  its  ten  courses  should  be  scientific.  He  spoke 
of  it  as  "3.  school  of  technical  philosophy"  and  desired  instruction 
in  "the  sciences  of  geometry,  mechanics,  statics,  hydrostatics,  hy- 
draulics, hydromechanics,  navigation,  astronomy,  geography,  optics, 
pneumatics,  acoustics,  physics,  chemistry,  natural  history,  botany, 
mineralogy  and  pharmacy,"  and  also  in  writing  of  his  plans  said: 
"The  use  of  tools,  too,  in  the  manual  arts  is  worthy  of  encourage- 

*NoTE. — Much  of  the  following  historical  portion  of  this  paper  was  taken 
from  articles  published  in  Engineering  Nczus. 
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ment  by  facilitating  to  such  as  choose  it  an  admission  into  the 
neighboring  workshops." 

So  closely  allied  with  engineering  training  are  the  schools  of 
manual  training  that  the  mention  of  the  founding  of  the  early 
schools  is  of  interest  historically.  Probably  the  first  institution  of 
this  class  in  the  United  States  was  organized  in  1833  at  Penfield, 
Ga.  It  was  conducted  by  the  Baptist  church  and  was  known  as 
Mercer  Institute.  Prof.  J.  J.  Wilmore,  in  writing  of  "Some  Phases 
of  Engineering  Education  in  the  South,"  adds  in  reference  to 
Mercer  Institute:  "A  student  at  that  time,  writing  many  years 
afterward,  feelingly  says :  'The  work  was  on  the  farm.  There 
was  also  a  sort  of  mechanical  department.  A  preacher  thirty  years 
old,  parrot-toed,  a  carpenter — he  bossed  it.  For  a  long  time  I. 
worked  at  the  whipsaw.'  "  This  institution  was  followed  by  Wake 
Forest  Institute  the  next  year. 

Not  long  after  this  a  great  advance  in  higher  technical  educa- 
tion was  made,  for  in  1840  Rensselaer  Polytechnic  Institute,  of 
Troy,  N.  Y.,  came  to  the  front  with  the  first  civil  engineers  to  be 
graduated,  not  only  in  the  United  States,  but  in  any  English-speak- 
ing country, — graduating  a  class  of  thirteen  that  year. 

The  opportunities  of  obtaining  training  in  engineering  lines 
previous  to  this  time  were  very  limited,  as  the  only  institution  giving 
any  such  instruction  was  at  West  Point,  and  the  only  other  means 
of  obtaining  any  such  education  was  by  entering  the  office  of  some 
civil  engineer.  As  this  latter  system  "existed  in  New  England,  no 
formal  articles  were  drawn,  but  the  arrangement  was  understood  to 
be  for  three  years,  during  which  period  the  student  was  charged 
$100  per  year  for  his  'tuition'  and  was  credited  with  the  liberal 
sum  of  12^  cents  per  hour  for  actual  work  in  the  field,  office  work 
being  gratis."  The  terms  varied  at  times,  particularly  "after  the 
war,"  when  office  work  received  the  same  compensation  as  field 
work.  The  student  was  allowed  to  ask  questions  and  to  pick  up 
what  information  he  was  able. 

Previous  to  1850  the  important  engineering  positions  were  held 
largely  by  graduates  of  West  Point,  but  since  the  establishment  of 
the  institutions  especially  adapted  to  give  instruction  in  engineering 
lines  this  institution  has  furnished  few  engineers.  Of  the  first  thou- 
sand graduates  of  West  Point  some  one  hundred  and  fifty  became 
civil  engineers,  but  of  the  second  thousand,  only  fifty,  and  since 
the  class  of  1863  few  have  become  civil  engineers  of  prominence. 

The  condition  of  the  country  prior  to  1840  was  such  that  there 
was  little  demand  for  engineers.  There  were  practically  no  rail- 
roads and  the  general  development  was  not  such  as  to  require  the 
services  of  such  men  to  any  extent,  outside,  possibly,  of  the  canals. 
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In  founding  Rensselaer  Polytechnic  Institute  Hon.  Stephen 
Van  Rensselaer  did  much  for  the  cause  of  engineering.  The  insti- 
tution was  founded  by  him  in  1824-25,  but  in  the  first  copy  of  the 
act  of  incorporation  and  in  the  constitution  and  laws  of  the  school 
the  word  "engineering"  or  "engineer"  does  not  appear.  In  1828 
these  words  made  their  appearance,  as  the  senior  professor  was  to 
lecture  on  "Chemistry,  Natural  Philosophy,  Geology,  Land  Sur- 
veying, and  Civil  Engineering."  It  was  October  14,  1835,  that  the 
first  prospectus  in  English  of  a  school  of  civil  engineering  was 
issued.  Among  other  things  it  stated  that  the  degree  of  civil  en- 
gineer would  be  conferred  upon  "candidates  of  seventeen  years  and 
upwards  who  are  well  qualified  in  that  department."  "One  year 
is  sufficient  for  obtaining  the  Rensselaer  degree  of  Bachelor  of 
Natural  Science,  or  of  Civil  Engineer  for  a  candidate  who  is  well 
prepared  to  enter.  Graduates  of  colleges  may  succeed  by  close 
application  during  the  twenty-four  weeks  in  the  summer  term. 
Candidates  are  admitte3^  to  the  Institute  who  have  a  good  knowl- 
edge of  arithmetic  and  can  understand  good  authors  readily,  and 
can  compose  with  considerable  facility."  "The  degree  of  Master 
of  Arts  is  conferred  after  two  years  of  practical  application." 
Rensselaer  graduated  from  six  to  thirteen  engineers  a  year,  and 
these,  with  the  few  from  West  Point,  made  up  the  list  of  directly 
trained  engineers  for  a  period  of  some  ten  years,  when  the  school 
of  engineering  of  Union  College  entered  the  field  in  1845,  with  the 
distinction  of  being  not  only  the  second  engineering  school,  but  the 
first  to  be  organized  as  a  branch  of  a  classical  college.  The  success 
of  this  institution  was  not  marked,  as  it  graduated  only  two  or  three 
students  of  engineering  a  year  for  a  long  period  and  remained  very 
small  until  about  i860. 

In  1846,  the  year  following  the  organization  of  the  engineering 
department  of  Union,  the  Lawrence  Scientific  School  became  a 
branch  of  Harvard  University,  and  was  the  third  institution  to 
introduce  engineering.  The  history  of  this  institution  has  been 
until  within  a  recent  period  most  unfortunate,  and  in  referring  to  it 
some  writer  has  said:  "By  others'  faults  wise  men  correct  their 
own,  and  as  an  example  of  the  noble  art  of  how  not  to  do  it,  it  is 
perhaps  without  a  parallel."  The  conception  of  Hon.  Abbott 
Lawrence,  the  donor,  was  exceptionally  fine,  and  had  his  wishes  in 
the  matter  been  fulfilled  the  history  of  the  engineering  department 
of  Lawrence  Scientific  School  might  have  been  very  different.  The 
following  extracts  from  his  letter  of  donation  leave  no  doubt  as  to, 
his  personal  views  and  wishes.     He  desired  it  to  be  "a  school  for 
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the  purpose  of  teaching  the  practical  sciences."  There  existed  a 
"pressing  want  of  an  increased  number  of  men  educated  in  the 
practical  sciences"  or  in  ''the  practical  applications  of  science." 
He  desired  the  school  to  "educate  our  engineers,  our  miners,  ma- 
chinists, and  mechanics."  He  further  says :  "I  have  thought  that 
the  three  great  branches  to  which  a  scientific  education  is  to  be 
applied  amongst  us  are,  first,  engineering;  second,  mining,  in  its 
extended  sense,  including  metallurgy ;  third,  the  invention  and 
manufacture  of  machinery." 

In  1849  Prof.  Henry  L.  Eustis,  second  lieutenant  of  engineers, 
was  appointed  professor  of  engineering,  and  gave  for  some  years 
very  excellent  instruction,  and  the  failure  of  the  school  to  live 
up  to  the  wishes  of  Mr.  Lawrence  was  in  no  way  due  to  Prof. 
Eustis.  The  money  was  devoted  to  various  other  branches,  and 
after  his  death  no  professor  was  appointed,  and  Harvard,  in  failing 
to  live  up  to  the  letter  of  the  bequest,  forfeited  an  opportunity  of 
having  one  of  the  most  successful  engineering  departments  of  this 
country. 

In  spite  of  lack  of  funds  and  demands  in  other  directions,  the 
engineering  courses  had  been  established,  and  the  first  class  of  four 
was  graduated  in  1853.  For  a  few  years  the  school  prospered,  but 
in  1859  the  decline  began.  Prof.  Eustis  went  to  war  and  returned 
much  out  of  health  and  unable  to  fill  the  position.  He  died  in  1885, 
and  the  engineering  department  disappeared  for  some  time.  Fi- 
nally, under  the  guidance  of  Prof.  W.  S.  Chaplin,  followed  by 
Prof.  N.  S.  Shaler,  as  dean  of  the  scientific  schools,  and  Prof.  I.  N. 
Hollis,  now  professor  of  engineering,  the  department  is  coming  to 
the  front  again,  and  Harvard  may,  even  at  this  late  day,  partially 
redeem  the  unfortunate  mistake  made  in  disregarding  the  wishes 
of  Mr.  Lawrence. 

In  1847  what  is  now  Sheffield  Scientific  School  of  Yale  Uni- 
versity followed,  but  did  little  before  1852,  and  then  was  forced  to 
economize  in  every  way  until  1859,  when  Mr.  Joseph  E.  Sheffield 
reorganized  the  school.  As  an  engineering  school  it  did  not  get 
well  under  way  before  1861,  but  the  possibilities  of  this  progress 
were  brought  about  by  earlier  efforts,  and  much  credit  is  due  the 
institution  for  having  maintained  an  existence  until  Mr.  Sheffield's 
interest  was  secured  in  its  behalf. 

By  a  bequest  from  Mr.  Abiel  Chandler,  the  Chandler  School 
of  Science  and  the  Arts  was  founded  in  1851  in  connection  with 
Dartmouth  College  for  "a  permanent  department  of  instruction  in 
the  practical  and  useful  arts  of  life,"  under  which  head  Mr. 
Chandler  mentioned  particularly  mechanical  engineering,  civil  en- 
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gineering,  carpentry,  masonry,  architecture,  drawing  and  modern 
languages,  "together  with  bookkeeping  and  such  other  branches 
of  knowledge  as  may  best  qualify  young  persons  for  active  life." 

Located  also  at  Dartmouth  College  is  the  Thayer  School  of 
Civil  Engineering,  founded  by  Brig.  Gen.  Sylvanus  Thayer,  U.  S. 
A.,  who  was  graduated  in  1807  from  Dartmouth  and  founded  the 
Thayer  School  in  1867. 

To  Michigan  belongs  the  honor  of  starting  the  first  engineering 
school  on  other  than  private  donations,  and  upon  an  equal  footing 
with  the  other  departments  of  the  university.  This  was  done  in 
1852  at  the  State  University,  and  the  first  degrees  of  civil  engineer 
were  granted  eight  years  later — 1860.  Michigan  may  well  claim 
the  distinction  of  founding  the  second  strong  engineering  school 
in  the  United  States,  and  this  in  the  face  of  the  poor  and  unsettled 
condition  of  the  state  prior  to  i860. 

No  other  institution  giving  engineering  courses  appeared  until 
Brooklyn  Polytechnic  began  graduating  students  in  1866,  and  this 
w^as  soon  followed  by  the  Columbia  College  School  of  Mines,  which 
w^as  the  first  school  of  mines  organized  in  Ajuerica,  although  Michi- 
gan graduated  a  class  the  same  year,  1867,  and  the  Massachusetts 
Institute  of  Technology  followed  a  year  later. 

To  Prof.  Thomas  Eggleston  belongs  the  honor  of  being  the 
pioneer  in  organizing  a  school  of  mines.  His  plans  for  Columbia 
were  made  in  1863  and  he  was  appointed  professor  in  1864.  In 
speaking  of  the  School  of  Mines  at  Columbia,  the  writer  in  the 
Engineering  News  says  :  "It  needs  only  to  add  a  course  in  mechani- 
cal engineering  and  the  school  will  cover  as  broad  a  field  as  any 
other,  and  a  broader  than  most."  The  course  in  mechanical  en- 
gineering has  now  been  added,  and  the  School  of  Applied  Science 
is  in  excellent  condition. 

The  next  institutions  to  present  graduates  were  the  Massa- 
chusetts Institute  of  Technology  and  Washington  and  Lee  Uni- 
versity, in  Virginia,  both  of  which  graduated  classes  in  1868. 
From  its  organization  the  Institute  of  Technology  was  recognized 
as  a  remarkably  strong  institution,  and  it  is  still  looked  upon  as  a 
leader  among  engineering  schools.  Much  of  the  success  in  found- 
ing this  institution  is  due  to  Prof.  Wm.  B.  Rogers.  The  organi- 
zation meeting  was  held  on  January  11,  1861,  and  the  act  of  incor- 
poration gave  the  institute  and  the  Boston  Society  of  Natural 
History  the  site  occupied  by  the  buildings,  two-thirds  for  the 
institute  and  the  other  third  to  the  Society  of  Natural  History. 

Owing  to  the  War  of  the  Rebellion  the  school  was  not  started 
until   1864,  and  meantime  the  Land  Grant  Bill — to  be  discussed 
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later — had  been  passed,  and  the  Alassachusetts  Institute  of  Tech- 
nology received  a  portion  of  the  aid  from  this  act.  A  class  of 
thirteen  was  graduated  in  1868.  The  first  catalogue  showed  a  list 
of  seventy-two  students,  nearly  all  from  the  field  that  should  have 
been  covered  by  Lawrence  Scientific  School  had  that  institution  but 
taken  advantage  of  its  opportunities.  The  six  courses  originally 
outlined  by  Prof.  Rogers  have  formed  the  basis  of  instruction, 
although  others  have  been  added  from  time  to  time.  The  institu^ 
tion  has  been  most  prosperous,  and  has  proved  a  credit  not  only  to 
Boston  and  Massachusetts,  but  to  the  country. 

Since  1862  a  large  number  of  institutions  having  engineering 
departments  have  been  organized,  many  of  which  resulted  from  the 
Land  Grant  Bill.  Between  1865  and  1870  as  many  as  eighteen 
were  founded. 

Stevens  Institute,  organized  in  1871,  has  the  distinction  of 
giving  instruction  in  mechanical  engineering  only,  and  of  conferring 
but  one  degree,  that  of  mechanical  engineer. 

Probably  no  other  single  act  has  done  more  to  advance  the 
possibilities  of  engineering  education  than  the  bill  introduced  into 
Congress  by  Hon.  Justin  Morrill,  of  Vermont,  and  commonly 
known  as  the  Land  Grant  Bill.  The  original  bill,  introduced  in 
1858,  was  vetoed  by  President  Buchanan,  but  in  1862  Senator 
Morrill  again  presented  the  bill,  and  on  July  2d  President  Lincoln's 
signature  made  the  bill  a  law. 

Times  were  hard ;  the  country  was  in  a  state  of  confusion  and 
uncertainty;  the  interpretation  of  this  law  as  passed  was  different 
in  various  states,  and  many  sad  mistakes  were  made  during  the 
history  of  the  founding  of  these  institutions.  The  conception  was 
in  itself  wonderful,  and,  in  spite  of  many  serious  mistakes  on  the 
part  of  the  different  states,  a  new  era  was  opened  to  engineering 
education  by  the  passage  of  the  bill.  The  conditions  of  the  law 
were  that  for  each  senator  and  representative  in  Congress  the  state 
should  receive  30,000  acres  of  public  lands,  open  for  sale  at  $1.25 
per  acre,  or  instead  each  state  was  to  receive  scrip  to  be  sold  for  the 
benefit  of  the  state.  For  various  reasons — misunderstanding  of 
the  law,  a  feeling  of  impatience  or  uncertainty,  trickery  or  bad 
management — nearly  all  of  the  states  failed  to  realize  the  full  $1.25 
per  acre,  and  the  majority  received  but  a  very  small  portion  of 
this  amount,  one  state  receiving  as  little  as  41  cents  per  acre. 
One  state  stands  as  a  marked  exception,  viz..  New  York.  Through 
the  wisdom  and  caution  of  Mr.  Ezra  Cornell  the  investment  was 
made  to  realize  between  $6  and  $7  per  acre  on  all  but  a  small 
portion,  which  had  been  sold  before  Mr.  Cornell  secured  control  at 
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53  cents  per  acre.  The  result  was  that  New  York  state  received 
42  per  cent,  of  the  amount  realized  from  the  total  grant  from  her 
share  of  scrip,  which  was  only  about  10  per  cent,  of  the  total. 
The  benefits  resulting  from  the  wisdom  of  Mr.  Cornell  have  been 
most  apparent  in  the  progress  of  the  excellent  institution  bearing 
his  name.  Nine  states  only  succeeded  in  securing  as  much  as  the 
$1.25  per  acre,  and  of  these  Tennessee  received  the  least,  $i.34-|. 
The  nine  states  to  invest  to  good  advantage  were  Tennessee,  Wis- 
consin, Florida,  Michigan,  Iowa,  Minnesota,  California,  Kansas 
and  New  York,  the  last  three  receiving  more  than  $5  each  per  acre. 
These  nine  states  received  for  2,459,920  acres  the  sum  of  $10,633,- 
860,  while  the  remaining  twenty-nine  received  for  7,117,920  acres 
only  $5,232,512.  Considering  this  most  unfortunate  start,  the 
positions  occupied  by  the  various  state  institutions  at  the  present 
day  are  most  flattering,  as  each  state  has  since  endeavored  to  live 
up  to  the  letter  of  the  law,  and  has  made  up  the  initial  loss  to  a 
certain  extent  by  liberal  appropriations  from  time  to  time.  The 
clause  of  especial  interest  in  the  Morrill  act  refers  to  the  use  of 
the  funds  derived  from  the  proposed  sale  of  lands,  and  states  that 
the  income  should  be  appropriated  ''to  the  endowment,  support  and 
maintenance  of  at  least  one  college  where  the  leading  object  shall 
be,  without  excluding  other  scientific  and  classical  studies  and  in- 
cluding military  tactics,  to  teach  such  branches  of  learning  as  are 
related  to  agriculture  and  other  mechanic  arts  in  such  manner  as 
the  legislatures  of  the  states  may  respectively  prescribe,  in  order 
to  promote  the  liberal  and  practical  education  of  the  industrial 
classes  in  the  several  pursuits  and  professions  of  life." 

The  states  accepted  the  responsibility  and  each  state  established 
its  institution.  In  most  states  one  institution  only,  including  the 
courses  in  agriculture  and  the  mechanic  arts,  was  established,  but 
Massachusetts  made  an  exception,  granting  to  the  Institute  of 
Technology,  which  was  then  coming  to  the  front,  a  portion  of  the 
fund  for  its  technical  departments,  the  remainder  going  to  establish 
the  Agricultural  College  at  Amherst.  In  a  few  states  the  fund 
was  directed  toward  the  development  of  the  necessary  departments 
in  institutions  already  established.  Thus  came  into  existence  a 
large  number  of  colleges,  the  majority  of  which  were  to  advance 
the  interests  of  engineering  education  and  many  of  which  were 
destined  to  become  leaders  among  the  numerous  universities  of 
learning  of  the  present  day. 

From  time  to  time  since  the  advent  of  these  institutions,  insti- 
tutions founded  by  private  funds  have  been  organized,  until  to-day 
the  opportunities  for  study  in  the  varied  lines  of  engineering  are 
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so  numerous  and  of  such  excellent  quality  as  far  to  surpass  the 
wildest  dreams  of  the  early  promoters  of  such  education.  Not 
alone  are  there  modern  technical  institutions  where  these  various 
branches  form  the  principal  courses  of  study,  but  the  old  conserva- 
tive universities  have  opened  their  doors  and  are  striving  to  esta*b- 
lish  departments  of  engineering  that  shall  rival  those  of  the  leading 
technical  institutions. 

The  following  statistics,  secured  directly  from  the  institutions, 
serve  to  emphasize  the  wonderful  progress  that  has  been  made. 
Although  the  list,  of  necessity,  is  incomplete,  the  general  deductions 
are  not  seriously  affected.  Definite  information  was  received  from 
about  85  per  cent,  of  the  institutions  giving  technical  instruction, 
and  of  the  15  per  cent,  from  which  no  replies  were  received  a  few 
only  could  furnish  information  of  material  value  in  these  deductions. 

Many  of  the  statistics  for  the  civil,  mechanical  and  mining 
departments  prior  to  1890  were  taken  from  articles  published  in  the 
Engineering  Nezvs  for  1892,  thus  saving  much  annoyance  to  the 
institutions  that  kindly  filled  the  remaining  blanks. 

No  attempt  has  been  made  to  supply  the  desired  data  from  the 
catalogues  of  the  colleges  from,  which  no  replies  have  been  re- 
ceived. While  in  some  cases  this  might  be  done  to  advantage,  yet 
in  general  the  results  would  be  far  too  inaccurate  to  add  value  to 
these  records. 

Considering  the  courses  offered,  the  returns  show  that  at  the 
close  of  the  nineteenth  century  about  70  per  cent,  of  the  institu- 
tions considered  oft'er  a  course  in  civil  engineering,  64  per  cent, 
offer  mechanical  engineering,  while  electrical  engineering  follows 
closely,  being  offered  by  nearly  60  per  cent.  Mining  engineering 
is  the  only  other  course  given  by  any  large  number  of  institutions, 
some  34  per  cent,  reporting  such  a  course. 

Architectural  departments  are  listed  from  about  17  per  cent, 
of  the  institutions,  and  it  is  interesting  to  note  that  fully  half  of  the 
architectural  courses  were  established  within  the  last  ten  years  of 
the  century.  Naval  architecture  has  but  recently  entered  the  field, 
but  three  institutions  reporting  courses,  Cornell  University  having 
established  a  course  in  1890,  the  Massachusetts  Institute  of  Tech- 
nology in  1895  and  the  University  of  Michigan  in  1900.  Courses 
in  chemical  and  sanitary  engineering  seem  also  to  be  limited  in 
number,  but  six  institutions  reporting  courses  in  the  former  and 
four  only  in  the  latter. 

It  is  of  interest  to  note  the  increase  in  the  total  number  of 
graduates  of  the  eighty  colleges  represented  for  the  last  twenty 
vears  of  the  centurv.     The  total  for  1880  is  lower  than  for  some 
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years  previous  and  the  increase  from  1880  to  1885  should  perhaps 
be  modified.  The  eighty  colleges  considered  graduated  from  en- 
gineering courses : 

Per  cent. 
No.  Increase.  Increase. 

In  1880 148 

In  1885 269  121  82 

In  1890 618  349  130 

In  1895 1,076  458  74 

In  1900 1,217  141  13 

The  accompanying  diagram  shows  the  number  of  graduates 
from  each  department  for  the  forty  years  from  i860  to  the  close 
of  the  college  year  of  1900,  together  with  the  fluctuations  from 
year  to  year.  Owing  to  the  fact  that  among  the  few  institutions 
from  which  no  replies  were  received  are  one  or  two  that  graduated 
several  civil  engineers  in  the  early  sixties,  the  curves  shown  are 
somewhat  lower  than  they  should  actually  be  for  the  first  five  or 
ten  years.  This,  of  course,  may  be  said  to  be  true  of  the  actual 
figures  for  each  year,  but  the  percentage  of  error  is  very  small 
after  the  first  few  years,  and  the  curves  show  without  perceptible 
error  the  relative  growth  of  the  different  departments. 

Perhaps  the  first  point  of  interest  in  the  diagram  is  the  decrease 
in  the  number  of  graduates  in  the  late  seventies,  which  is  accounted 
for  by  the  panic  of  '73,  the  reduced  number  to  enter  the  years  of 
the  financial  depression  causing  the  small  number  to  graduate  four 
years  later.  After  recovering  from  this  depression  the  number  of 
graduates  in  mechanical  engineering  increased  rapidly,  with  occa- 
sional minor  fluctuations,  until  affected  by  the  depression  in  the 
financial  market  of  '92-93. 

From  about  '83  to  90  civil  engineering  had  a  prosperous 
growth,  but  from  '90  to  '95  a  serious  falling  ofif  in  the  number 
of  graduates  is  observed.  Ninety-six  saw  a  decided  improvement, 
which  was  necessarily  cut  short  by  the  results  of  the  hard  times 
four  years  previous. 

The  number  of  graduates  in  electrical  engineering  increased 
from  the  first  with  remarkable  rapidity  until  the  natural  falling 
off  in  '96-97.  The  growth  in  mining  engineering  has  been  small 
from  the  beginning,  but  the  demand  for  the  past  ten  years  seems 
to  be  stimulating  an  advance  of  this  department. 

The  closing  decade  of  the  century  presents  some  very  interest- 
ing statistics,  as  noted  below.     In  Table  I  is  given  the  number  of 
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classified  students  in  engineering  courses'''  in  1889-90  and  in  1899- 
1900  in  the  eighty  colleges  from  which  returns  were  received. 

TABLE  I. 

Per  cent. 

1889-1890.           1899-1900.  Increase.  Increase. 

C.  E 1,647                   2,432  785  48.0 

M.   E 1,345                   2,935  1,590  118.0 

Mn.  E 599                    1,441  842  140.0 

E.  E 855                    1,960  1,105  129.0 

S.  E 7                        16  9  13.0 

Ch.  E 21                        16  5  24.0 

A 268                      299  31  II. 5 

N.  A 51  51 

Totals    4,742  9,150  4,408  93.0 

These  figures  do  not  in  most  cases  include  the  first-year  men, 
as  in  but  few  institutions  are  the  courses  determined  before  the 
second  year. 

In  like  manner  Table  II  presents  the  number  graduated  in 
engineering  courses  in  1890  and  in  1900  from  the  same  eighty  col- 
leges : 

TABLE  II. 

Per  cent. 

1890.                   1900.  Increase.       Increase. 

C.  E 265                      287  22                         8 

M.  E 219                      418  199                       91 

Mn.  E 25                      139  114                     456 

E.  E 66                     283  217                     329 

S.  E 4  4 

Ch.  E 15  15 

A 43                        62  19                       44 

N.  A 9  9 

Totals    618  1,217  599  97 

The  percentages  both  in  Tables  I  and  II  show,  for  the  most 
part,  very  satisfactory  increases.  The  increase  in  the  number  of 
graduates  in  mining  engineering  during  the  decade  is  certainly 
surprising.  Although  the  increase  in  electrical  engineering  is  very 
large,  the  result  is  not  beyond  expectations,  as  electrical  engineering 
was  in  its  infancy  in  1890.  Especial  attention  should  be  directed  to 
the  percentages  of  increase  shown  in  the  total  attendance  and  total 
number  of  graduates  in  the  engineering  branches,  Table  I  showing 

*In  the  tables  that  follow,  C.  E.  represents  civil  engineering;  M.  E., 
mechanical  engineering;  Mn.  E.,  mining  engineering;  E.  E.,  electrical  en- 
gineering; S.  E..  sanitary  engineering;  Ch.  E.,  chemical  engineering;  A., 
architecture;  N.  A.,  naval  architecture. 
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the  percentage  of  increase  in  attendance  for  the  decade  to  be  93 
and  Table  II  that  for  increase  in  graduates  97,  results  which  com- 
pare very  favorably. 

It  is  of  interest  to  note  the  proportion  of  graduates  to  under- 
graduates, both  in  1890  and  1900,  as  shown  by  Table  III. 

TABLE  III. 
Percentages  of  Graduates  to  Undergraduates. 


1890 
1900 


Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Cent. 

Cent. 

Cent. 

Cent. 

Cent. 

Cent. 

Cent. 

Cent. 

Cent. 

C.  E. 

M.  E. 

Mn.  E. 

E.  E. 

S.  E. 

Ch.E. 

A. 

N.  A. 

Total. 

,    16 

16 

4.2 

7-7 

16 

13 

,     12 

14 

9.6 

14.0 

25 

94 

21 

18 

13 

Glancing  at  the  columns  marked  totals,  it  is  seen  that  the 
ratio  of  the  total  number  of  graduates  to  the  total  number  of  under- 
graduates in  the  courses  considered  in  the  eighty  institutions  for 
1890  and  1900  is  exactly  the  same,  the  number  of  graduates  being 
13  per  cent,  of  the  number  of  undergraduates.  Considering  that 
the  figures  given  for  undergraduates  are  in  most  cases  from  three 
classes  and  the  number  graduating  from  one,  this  would  indicate 
that  the  percentage  of  those  taking  these  courses  to  graduate  is 
about  39.  This  figure  would  be  somewhat  reduced  were  the  first- 
year  men  considered,  as  the  proportion  to  drop  out  during  the  first 
year  is  greater  than  during  succeeding  years. 

It  is  hardly  necessary  to  emphasize  the  fact  that  during  this 
most  healthy  growth  the  standards  of  the  various  institutions  have 
been  constantly  raised.  This  condition  would  naturally  follow  the 
general  progress  of  the  country  as  a  whole,  as  well  as  the  progress 
in  engineering  education. 

Passing  through  the  period  when  text-books  were  few,  in- 
structors poorly  trained,  illustrative  apparatus  and  opportunities  for 
research  almost  unknown,  the  engineering  institutions  awoke  to 
find  themselves  among  the  leaders,  with  books  of  reference  and 
text-books  prepared  by  the  best  authorities  ;  their  instructors  men 
of  culture,  experience  and  technical  education ;  apparatus  of  the 
best,  and,  finally,  engineering  laboratories  equipped  for  research 
work  and  practical  illustration  of  the  important  principles  and  facts 
of  engineering. 

Of  recent  developments  in  connection  with  the  advance  of 
engineering  education,  the  engineering  laboratory  is  probably  the 
most  important.  Such  laboratories  were  proposed  by  Prof.  W.  B. 
Rogers  about  1861,  and  in  1874  a  steam  engineering  laboratory 
was  established  at  the  Massachusetts  Institute  of  Technolog^^ 
Prof.  Channing  Whitaker  was  placed  in  charge  of  this  laboratory, 
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which  was  probably  the  first  ever  established.  The  influence  of 
such  laboratories  has  been  very  great,  until  to-day  no  institution 
of  recognized  standing  in  engineering  can  maintain  a  high  position 
without  well-equipped  laboratories,  as  they  are  of  the  greatest 
importance  as  factors  in  instruction  and  training. 

The  development  of  some  institutions  to-day  is  such  that  they 
not  only  carry  on  their  regular  courses  of  instruction  during  the 
college  year,  but  summer  courses  in  the  field,  shop  or  mine  are 
conducted,  to  give  the  student  what  practical  experience  is  possible 
during  his  course  of  training.  The  regular  recitations,  lectures  and 
laboratory  work  are  supplemented  by  addresses  by  active  men  of 
experience  and  reputation,  and  by  visits  to  manufacturing  estab- 
lishments and  other  places  of  interest  for  observation  of  the  practical 
working  out  of  the  principles  and  methods  of  the  classroom,  to- 
gether with  the  necessary  modifications  and  changes  to  be  made  in 
formulas  when  applied  to  practice. 

In  addition  to  the  regular  undergraduate  courses,  some  insti- 
tutions are  offering  graduate  courses  in  engineering,  leading  to  the 
master's  degree,  and  in  some  cases  to  the  doctor's  degree.  Al- 
though the  number  of  students  pursuing  graduate  courses  in  tech- 
nical lines  is  small,  yet  Table  IV  is  not  without  interest,  showing 
as  it  does  the  number  of  graduate  students  in  engineering  courses 
in  1889-90  and  in  1899- 1900  in  the  eighty  colleges  previously  con- 
sidered.* 

TABLE  IV. 

Per  cent. 

1889-1890.     1899-1900.  Increase.  Increase. 

C.  E Z2  45  13  41 

AI.  E 21  49  28  133 

Mn.  E 17  35  18  106 

E.  E 19  27  8  42 

S.  E 

Ch.  E I  .  .  —I  —100 

A 2  2  . . 

N.  A 

Totals  90         158  68         76 

The  sums  spent  annually  upon  the  engineering  institutions  of 
this  country  are  almost  fabulous,  yet  the  results  seem  to  warrant 
such  expenditure,  for,  judging  from  the  past,  much  of  the  progress 
and  welfare  of  the  nation  depends  upon  the  successful  education 
and  training  of  its  engineers. 

An  attempt  was  made  to  ascertain  not  only  the  annual  tuition, 
but  also  the  other  fees  that  are  charged  to  the  student,  and  the 
annual  cost  to  the  institution  per  year  per  capita  for  running  its 
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technical  department.  It  was  intended  to  determine  as  closely  as 
possible  the  excess  in  the  cost  to  the  institution  for  each  student 
over  the  amount  received.  Several  difficulties  have  arisen  in  this 
effort,  the  chief  one  being  that  ten  institutions  only  gave  any  figures 
regarding  the  cost  per  year  per  capita.  The  annual  fees  were 
found  to  be  so  variable  that  little  of  definite  form  could  be  ob- 
tained, but  it  seems  that  in  most  cases  the  fees  are  for  materials 
used,  or  for  breakage,  and,  with  the  possible  exception  of  matricu- 
lation or  graduation  fees,  the  income  and  output  would  about 
balance.  The  ten  institutions  that  reported  upon  the  approximate 
cost  per  year  per  capita  for  running  their  engineering  departments 
are  listed  below  r^ 

^  jiprox.  Cost 

per  Year  Cost  to  Instituliou 

COLLEGE.  Charge  for  Tuition.  per  Capita.  above  Tuition. 

Alabama  Polytechnic  Institute...  (R.)Free,  (N.R.)$20  $25  (R.)^25,  (N.R.)$5 

Case  School  of  Applied  Science..                 $100  350  ^250 

Colorado  School  of  Mines (R.)  Free,  (N.R.)  $100  200  (R.)$200,  (N.R.)^ioo 

Kansas  Agricultural  College Free  39  ^39 

Mass.  Institute  of  Technology...                  $200  335  135 

Michigan  College  of  Mines (R.)^25,  (N.R.)  $150  385  (R.)  $360,  (N.R.)  S235 

Montana  Agricultural  College...                    $12  150  $138 

Rose  Polytechnic  Institute 75  350  275 

Stevens  Institute (R.)^ioo,  (N.R.)  $225  275  (R.)$I75,  (N.R.)  $50 

Worcester  Polytechnic  Institute..                 $150  290  $140 

Of  the  sixty-six  institutions  reporting  upon  the  amount  of 
tuition,  sixteen  offer  free  tuition  and  seven  others  offer  free  tuition 
to  residents  but  charge  tuition  to  non-residents.  In  all  thirteen 
of  the  sixty-six  seem  to  discriminate  between  residents  and  non- 
residents. 

About  20  per  cent,  of  the  institutions  reporting  charge  at 
least  $100,  but  not  over  $150,  while  only  three  receive  more  than 
$150,  and  each  of  these  makes  its  tuition  $200.  t  One  institution, 
charging  $100  for  residents,  advances  its  tuition  to  $225  for  non- 
residents. 

The  development  of  the  various  departments  of  engineering 
has  been  closely  connected  with  similar  progress  in  the  practical 
application  of  these  branches  in  the  engineering  world.  Which 
may  be  considered  the  result  of  the  other  is  not  definitely  deter- 
mined ;  that  is,  did  the  demand  necessitate  education  in  these  special 
lines,  or  did  the  development  of  certain  special  features  in  the 
educational  institutions  lead  to  the  discoveries  and  application  of 
the  new  methods  and  processes?     The  two  conditions  are  closely 

*(R)  indicates  resident  and  (N.  R.)  non-resident. 

tOne  institution  has  recently  advanced  its  tuition  to  $250. 
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related,  and  it  is  probable  that  the  one  stimulated  the  other.  In 
this  connection  Prof.  F.  R.  Hutton  has  said:  "It  has  been  well 
pointed  out  that  the  industrial  development  of  a  country  is  pro- 
gressive, and  begins  with  a  call,  first,  for  the  hunter  and  trapper ; 
secondly,  for  the  pioneer  settler;  thirdly,  for  the  mining  engineer 
and  agriculturist;  fourthly,  for  the  civil  engineer  and  specialist 
in  transportation  problems,  and  lastly,  for  the  engineer  who  will 
develop  manufacturing.  It  is  presumed  that  this  historical  trend 
explains  the  development,  throughout  New  England  and  the  East- 
ern and  Middle  States,  of  the  colleges  and  courses  in  mechanical 
and  electrical  engineering.  It  explains  in  part  why  one  course 
catches  up  to,  transcends  and  falls  behind  another,  in  spite  of  the 
best  reputation,  equipment  and  facilities  of  that  other." 

The  recognized  standing  of  the  graduates  of  these  engineering 
schools  to-day  is,  without  question,  a  great  change  for  the  better 
having  taken  place  in  the  past  twenty  years,  and  to-day  the  tech- 
nically educated  man  of  ability  is  looked  upon  with  favor  by  the 
officials  of  large  corporations,  and  his  position  is  practically  as- 
sured. The  very  fact  that  he  has  to  apply  himself  more  closely 
and  finds  his  course  of  training  more  rigorous  than  in  the  older 
courses  for  corresponding  training  in  law,  medicine  or  similar  pro- 
fessions, has  tended  to  place  the  work  of  the  engineer  upon  a  basis 
not  only  commanding  respect,  but  making  the  profession  a  learned 
profession  in  the  highest  sense,  for  to-day  no  other  department 
requires  more  work  or  a  better  quality  of  work  of  its  students  than 
is  required  of  the  student  of  engineering. 

Possibly  the  most  unfavorable  criticism  that  can  be  offered 
concerning  the  present  engineering  school  is  its  tendency  to  be- 
come too  technical,  in  some  cases  not  devoting  the  attention  neces- 
sary for  developing  the  man,  as  a  man,  in  addition  to  developing 
him  as  a  machine.  The  limited  time  at  command  and  the  extensive 
ground  that  must  be  covered  make  the  avoidance  of  this  tendency 
a  serious  question.  The  cultivation  of  those  qualities  which  make 
"the  man"  is  of  the  greatest  importance,  and  should  not  be  lost 
sight  of  in  the  endeavor  to  secure  what  appears  to  the  average 
young  man  of  immature  development  and  restless  ambition  as  the 
so-called  "bread  and  butter"  education.  Unfortunately,  there  is  a 
tendency  on  the  part  of  many  students  in  technical  institutions  to 
look  upon  general  or  culture  subjects  with  disfavor,  or  at  least 
with  the  thought  that  they  are  of  no  direct  value  in  earning  a 
living,  and  hence  would  better  be  left  out  of  the  course,  or,  if  taken, 
should  be  regarded  as  secondary. 

It  is  Pope  who  says : 
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"A  little  knowledge  is  a  dangerous  thing. 
Drink  deep  or  taste  not  the  Pierian  spring, 
There  shallow  draughts  intoxicate  the  brain, 
And  drinking  deeply  sobers  it  again." 

The  condition  above  referred  to  can  be  changed  only  by  de- 
grees. The  experience  of  former  generations  will  tend  to  correct 
this  fault  to  some  extent  in  the  future,  but  the  opportunity  for  direct 
improvement  lies  within  the  institutions  themselves.  Some  insti- 
tutions are  at  present  fairly  rigid  in  regard  to  requirements  in 
courses  of  a  purely  general  character,  but  with  many  these  require- 
ments are  too  easily  modified,  while  with  some,  if  not  all,  the  ten- 
dency to  specialize  is  so  strong  that  the  greater  portion  of  the  cul- 
ture subjects  have  been  forced  from  the  curriculum. 

The  scope  of  this  paper  and  the  limited  time  at  command  will 
not  permit  a  complete  discussion  of  the  correctness  of  courses  as 
now  arranged ;  the  lack  of  training  in  English ;  the  proper  require- 
ments for  admission  ;  the  tendency  to  specialize  in  some  institutions  ; 
the  mistake,  according  to  the  writer's  view,  of  granting  the  pro- 
fessional degree  upon  graduation,  and  other  similar  points  which 
are  deserving  of  careful  study. 

The  results  of  the  excellent  work  of  these  progressive  insti- 
tutions are  readily  seen  in  the  great  engineering  feats  of  the  past 
few  years,  in  the  growth  and  prosperity  due  to  such  achievements, 
in  the  accomplishments  due  to  engineering  training  in  our  recent 
war,  and  one  need  only  trace  these  results  to  their  sources  to  be 
convinced  that  the  engineering  school  of  to-day  is  a  powerful  factor 
in  a  nation's  civilization  and  development,  as  well  as  in  the  general 
progress  of  the  world.  For  the  men  who  are  achieving  these 
results  are  men  whose  earnestness  of  purpose  and  appreciation  and 
respect'  for  the  laws  governing  existing  conditions  have  been 
guided  and  strengthened  by  these  institutions — institutions  whose 
aim  has  been  to  develop  serious  thought,  power  to  weigh  facts, 
ability  to  probe  the  reasons  and  laws  producing  given  conditions, 
a  true  respect  for  the  opinions  and  judgment  of  others — a  compre- 
hension of  facts  and  conditions  as  they  exist  to-day,  and  the  power 
so  to  modify,  improve  or  take  advantage  of  these  facts  that  new 
and  better  conditions  and  opportunities  shall  be  open  to  him  who 
enters  the  world  to-morrow. 

Herbert  Spencer,  in  referring  to  the  schools  of  England,  might 
have  referred  with  equal  force  to  the  schools  of  the  United  States 
when  he  wrote:  ''That  which  our  school  courses  leave  almost 
entirely  out  we  thus  find  to  be  that  which  most  nearly  concerns  the 
business  of  life.     All  our  industries  would  cease  were  it  not  for  that 
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information  which  men  begin  to  acquire  as  they  best  may  after  their 
education  is  said  to  be  finished.  And  were  it  not  for  this  informa- 
tion, that  has  been  from  age  to  age  accumulated  and  spread  by 
unofficial  means,  these  industries  would  never  have  existed."  It 
is  this  very  field  that  the  engineering  schools  have  filled  and  are 
filling  so  acceptably  to-day.  Their  wonderful  growth  has  exceeded 
all  expectation,  and  the  quality  of  their  work  has  made  for  them 
a  position  surpassed  in  importance  by  no  other  educational  develop- 
ment of  the  past  century.  No  finer  tribute  to  the  work  of  the 
engineering  school  can  be  paid  than  the  following  from  an  address 
delivered  by  that  able  and  noted  educator,  Gen.  Francis  A.  Walker, 
at  ]\IcGill  University  in  1893. 

'*The  growth  of  scientific  and  technical  schools  on  this  conti- 
nent during  the  past  thirty  years  has  savored  of  the  marvelous." 

''The  notion  that  scientific  work  was  something  essentially  less 
fine  and  high  and  noble  than  the  pursuit  of  rhetoric  and  philosophy, 
Latin  and  Greek,  was  deeply  seated  in  the  minds  of  the  leading 
educators  of  America  a  generation  ago.  And  it  has  not  even  yet 
wholly  yielded  to  the  demonstration  offered  by  the  admirable  effects 
of  the  new  education  in  training  young  men  to  be  as  modest  and 
earnest,  as  sincere,  manly  and  pure,  as  broad  and  appreciative,  as 
were  the  best  products  of  the  classical  culture,  and  withal,  more 
exact  and  resolute  and  strong.  We  can  hardly  hope  to  see  that 
inveterate  prepossession  altogether  disappear  from  the  minds  of 
those  who  have  entertained  it.  Probably  these  good  men  will  have 
to  be  buried  with  more  or  less  of  their  prejudices  still  wrapped  about 
them ;  but  from  the  new  generation  scientific  and  technical  studies 
will  encounter  no  such  obstruction,  will  suffer  no  such  disparage- 
ment." 

"The  practical  uselessness,  for  any  immediate  purpose,  of  a 
given  subject  of  study  may  be  no  reason  why  it  should  not  be 
pursued;  but,  on  the  other  hand,  the  high  immediate  usefulness 
of  a  subject  of  study  furnishes  no  ground  from  which  the  educator 
of  loftiest  aims  and  purest  ideals  should  regard  it  with  contempt 
or  distrust.  In  either  case,  the  question  of  real  import  is  in  what 
spirit  the  study  is  pursued." 

'T  know  the  scientific  men  of  America  well,  and  I  entertain 
a  profound  conviction  that  in  sincerity,  simplicity,  fidelity,  and  gen- 
erosity of  character,  in  nobility  of  aims  and  earnestness  of  effort, 
in  everything  which  should  be  involved  in  the  conception  of  dis- 
interestedness, they  are  surpassed,  if  indeed  they  are  approached,  by 
no  other  body  of  men." 
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REDUCTION  OF  GRADE  O?^  RAIEROADS. 


By  C.  D.  Purdon,  Member  of  the  Engineers'  Club  of  St.  Louis. 


[Read  before  the  Club,  May  6,  I903-*] 

Since  railroads  passed  the  experimental  and  entered  the  com- 
mercial stage  there  has  been  a  constant  effort  in  all  departments  to 
devise  means  for  operating  with  greater  economy. 

While  much  has  been  done  to  this  end  outside  of  the  railroad 
proper,  such  as  the  production  of  rails,  etc.,  by  cheaper  methods, 
what  I  refer  to  particularly  is  the  actual  moving  of  freight  over  the 
tracks ;  and  one  of  the  most  important  items  of  the  cost  of  this 
service  is  the  size  of  the  train  which  can  be  hauled. 

Probably  one  of  the  first  steps  toward  cheaper  service  was  the 
improvement  of  freight  cars.  Many  of  us  can  recollect  when  a 
freight  car  carried  a  paying  load  little,  if  any,  greater  than  the 
weight  of  the  car  itself. 

To-day  we  have,  for  heavy  freight,  cars  carrying  a  load  of 
100,000  pounds,  while  the  car  itself  weighs  about  40,000  pounds. 

Our  locomotives  have  increased  from  the  ancient  style,  with 
a  weight  of  some  18,000  or  20,000  pounds  on  each  of  the  driving 
axles  (of  which  there  were  only  two),  to  what  may  be  considered 
as  the  present  average  freight  engine  of  four  driving  axles,  each 
with  a  weight  of  about  40,000  pounds. 

It  is  true  that  there  are  in  service  such  monsters  as  the  Pitts- 
burg, Bessemer  and  Lake  Erie,  with  over  56,000  pounds  on  a 
driving  axle,  but  such  are  exceptional. 

Such  engines  and  cars  have  required  the  practical  rebuilding 
of  all  our  railroads,  changing  from  52  or  56-pound  steel,  without 
ballast,  and  Howe  truss  bridge,  to  rails  of  75  pounds  or  over,  10 
or  12  inches  of  ballast  and  heavy  steel  bridges  with  massive  masonry 
substructures. 

Statistics  show  that,  with  all  the  immense  sums  of  money 
expended  in  these  improvements,  the  cost  of  carrying  freight  has 
steadily  decreased,  thus  proving  the  economy. 

While  it  would  be  rash  to  prophesy  that  the  size  of  engines 
and  cars  has  reached  a  limit,  it  is  certain  that  the  development 
has  reached  a  very  high  stage,  and  advances  upon  these  lines  in 
the  future  cannot  possibly  approach  the  developments  already  made. 

With  a  view  to  further  economy  in  train  movement,  the  most 
promising  field  at  present  appears  to  be  the  reduction  of  the  grades, 

*Manuscript   received   June  6,    1903. — Secretary,    Ass'n    of   Eng.    Socs. 
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and  as  many  of  our  principal  railroads  are  already  engaged  in  this 
work,  and  more  are  considering  it,  a  short  paper  on  the  questions 
that  arise  upon  the  subject  may  be  of  interest. 

It  would  of  course  appear,  at  first,  that  to  take  the  profile 
and  a  straight  edge  and  draw  lines  reducing  the  grades  to  those 
desired  by  cutting  ofif  the  tops  of  the  hills  and  raising  the  sags 
would  be  quite  simple ;  and  it  would ;  but  whether  it  would  be  the 
proper  method  is,  at  any  rate,  open  to  argument. 

It  has  always  been  known  that  to  "take  a  run  at  the  hill"  will 
help  a  train  to  surmount  it ;  or,  to  speak  more  scientifically,  that 
a  train  approaching  a  hill  will  ascend  more  easily  the  more  speed 
it  has  attained  before  reaching  the  up-grade.  This  is  taken  ad- 
vantage of  by  every  train,  and  trains  are  made  up  on  the  basis 
of  what  the  engine  can  get  over  the  road  with,  ascertained  by 
experience,  and  not  from  any  calculations  based  on  the  grades 
shown  by  the  profile. 

The  length  of  an  adverse  grade  and  the  character  and  rates 
of  the  grades  preceding  it  are  more  important  than  the  actual  rate 
per  cent,  of  the  grade  itself,  and  it  can  easily  be  understood  that 
a  very  long  adverse  grade,  of  a  rate  much  less  than  the  maximum, 
could  limit  the  train  load  more  than  short  grades  of  the  maximum 
rate. 

So  that,  to  reduce  grades  over  a  division  to  the  above  men- 
tioned ruling  grade,  perhaps  2-10  or  3-10  less  than  the  maximum, 
would  not  enable  an  engine  to  haul  an  additional  car. 

Bearing  this  in  mind,  and  also  the  fact  that  the  train  load 
w^ill  be  what  experience  shows  can  be  moved,  it  seems  reasonable 
in  grade  reductions  to  take  account  of  the  velocity  with  which  a 
train  reaches  an  adverse  grade,  calculate  how  far  up  that  adverse 
grade  the  stored-up  energy  and  capacity  of  the  engine  will  take 
the  train,  and  begin  reduction  at  that  point  instead  of  at  the  foot 
of  the  hill. 

It  does  not  follow  that  the  grade  showing  the  greatest  rate 
per  cent,  is  the  ruling  grade  of  a  division  or  the  grade  that  limits 
the  weight  of  a  train. 

To  get  the  best  results  for  the  least  expenditure,  therefore, 
it  is  necessary  to  make  a  study  of  each  freight  division  and  ascer- 
tain what  effect  each  particular  grade  has  upon  a  train,  and  then, 
by  reducing  the  ruling  or  limiting  grades,  establish  a  virtual  or 
equivalent  grade  for  a  division,  which  w^ll  be  the  limiting  grade 
for  trains,  even  if  many  of  the  grades  show  a  greater  rate  per  cent. 

xAn  objection  may  be  made  to  this  method  on  account  of  the 
possibility  of  a  train  having  to  stop  from  any  cause  on  a  grade 
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exceeding  the  virtual,  and  so  be  unable  to  start  again  without 
doubling  the  hill,  but  it  is  very  questionable  if  this  possibility  v^dll 
justify  the  very  much  greater  expense  of  reducing  all  the  grades, 
even  if  a  train  does  get  into  trouble  occasionally. 

Many  engineers  have  made  rules  for  using  the  momentum  of 
a  train  in  an  intelligent  manner,  and  this  paper  is  intended  as  a 
description  of  these  rules  and  the  method  of  use. 

So  far  as  the  writer  knows,  the  late  Mr.  A.  M.  Wellington 
was  the  first  engineer  to  formulate  rules  establishing  virtual  grades, 
and  he  did  establish,  from  brake  tests  and  otherwise,  the  resistance 
of  moving  trains.  His  information  has  been  greatly  extended  by 
others,  notably  by  the  engineers  of  the  Southern  Pacific,  and,  while 
many  engineers  differ  in  their  methods,  they  reach  practically  the 
same  results. 

Suppose,  for  example,  that  a  freight  division  has  grades  ex- 
ceeding I  per  cent.,  and  that  it  is  desired  to  reduce  to  an  equiva- 
lent I  per  cent.  We  must  first  study  the  profile  for  the  effect 
each  grade  has  upon  the  grade  joining  it  and  ascertain  what  mo- 
mentum a  train  has  at  the  beginning  and  end  of  each  particular 
grade,  and  whether  the  momentum  will  enable  the  train  to  pass 
over  the  hill,  or,  if  not,  to  what  point  on  the  hill  it  will  assist,  which 
point  will  be  the  place  to  begin  reduction. 

Certain  points  have  been  ascertained  by  Wellington,  the  South- 
ern Pacific  engineers  and  others.  It  is  found  that  at  each  rate  of 
speed  the  train  has  stored  up  energy  enough  to  lift  it  a  certain 
height,  or  take  it  a  certain  distance  up  an  uprising  grade  if  the 
engine  only  overcomes  friction.  This  property  is  called  the  velocity 
head.  It  is  also  found  what  acceleration  of  speed  or  increase  of 
velocity  head  is  attained  on  a  descending  grade,  the  tractive  power 
of  an  engine  at  various  speeds  and  the  resistance  of  the  train  in 
pounds  per  ton  due  to  speed  and  to  grade  are  also  established. 

Each  engineer  will  choose  his  data  for  himself,  but  for  sake  of 
example  the  following  will  be  taken : 

Virtual  ruling  grade  to  be  i  per  cent. 

A  stop  to  be  made  at  each  station. 

A  train  to  leave  the  yard  limits  at  a  speed  of  5  miles  per  hour, 
or  with  a  velocity  head  of  0.88  feet. 

Weight  of  train  to  be  such  that  the  engine  can  maintain  a 
speed  of  12  miles  per  hour  on  a  continuous  ascending  grade  of 
I  per  cent. 

Maximum  speed  of  train  to  be  30  miles  per  hour,  or  velocity 
head  31.95  feet. 
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Minimum  speed  at  top  of  hill,  10  miles  per  hour  or  velocity 
head  of  3.55  feet. 

We  then  make  a  table  similar  to  Table  i. 

The  first  column  contains  the  speed  in  miles  per  hour. 

The  second  column  contains  the  corresponding  velocity  head, 
which  will  be  used  instead  of  the  speed  for  convenience  in  calcu- 
lating. 

The  third  column  contains  the  differences  of  the  velocity  heads 
in  column  2. 

The  fourth  column  contains  the  tractive  power  of  the  engine 
in  pounds  per  ton  of  train  at  various  speeds,  on  the  basis  of  an 
assumed  power  of  25  pounds  per  ton  on  ascending  i  per  cent, 
grade  at  12  miles  per  hour,  of  which  20  pounds  is  required  for 
the  grade  and  5  for  the  speed. 

The  fifth  column  contains  the  resistance  in  pounds  per  ton 
due  to  the  speed. 

The  sixth  column  contains  the  difference  between  columns 
4  and  5,  or  the  excess  tractive  power  of  the  engine. 

The  seventh  column  gives  this  excess  tractive  power  changed 
to  grade  at  the  rate  of  20  pounds  for  i  per  cent,  grade,  grade 
being  -|-  or  — , 

We  then  take  any  rate  of  grade,  and  the  algebraic  sum  of  the 
grade  considered  and  the  equivalent  grade  in  column  7  divided 
into  the  difference  of  velocity  heads  in  column  3  will  give  the 
distance  traveled  by  the  train  in  passing  from  one  rate  of  speed  to 
the  next  higher.  These  distances  are  shown  in  column  8  for 
a  —  0.4  grade,  and  column  9  gives  the  successive  addition  of 
column  8. 

Columns  10  and  11  contain  the  same  figures  for  a  +  0.4  grade. 
These  two  grades  are  given  as  an  example.  It  is,  of  course,  neces- 
sary to  calculate  the  two  columns  for  each  particular  grade,  -|-  or  — , 
which  may  be  required,  but  it  will  be  generally  sufficient  to  use 
even  loths. 

All  descending  grades  and  all  ascending  below  the  maximum 
are  accelerating  up  to  a  certain  point.  A  train  on  an  ascending 
grade  of  i  per  cent,  will  gain  speed  till  it  reaches  12  miles  per  hour, 
but  a  train  at  any  greater  speed  wall  lose  on  an  ascending  i  per 
cent,  until  it  falls  to  12  miles  per  hour,  so  that  even  descending 
grades  may  become  retarding  above  a  certain  speed. 

Column  II  shows  the  point  at  which  a  +  0-4  grade  ceases  to 
accelerate  and  begins  to  retard. 

A  diagram  similar  to  that  attached  is  then  platted  from  the 
velocity  heads  and  sums  of  distances  for  each  grade,  giving  para- 
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bolic  curves,  the  directions  of  which  change  as  they  change  from 
accelerating  to  retarding. 

For  convenience  the  diagram  is  made  in  two  parts,  accelerat- 
ing and  retarding.  It  will  be  noted  that  many  of  the  grades  ap- 
pear on  both  parts  of  the  diagram. 

When  this  diagram  is  made  the  study  of  the  profile  is  begun. 

A  profile  of  about  7  miles  of  road  is  attached  for  an  example, 
showing  one  grade  of  1.21  and  another  of  1.04,  neither  of  which 
is  compensated  for  curvature. 

We  will  compensate  for  curvature  as  follows : 

Curves  of  2  degrees  and  under,  0.03  per  degree. 

Curves  over  2  degrees  and  under  5  degrees,  0.04  per  degree. 

Curves  of  5  d.egrees  and  over,  0.05  per  degree. 

Suppose  the  train  at  station  1848  with  a  velocity  head  of  0.88 
feet,  it  encounters  a  descending  grade  of  0.75  per  cent.  1900  feet 
long.  Entering  the  diagram  we  find,  at  the  intersection  of  0.75  and 
1900,  a  velocity  head  of  26.5  feet.  Then,  taking  200  feet  of  0.0 
grade,  with  a  velocity  head  of  26.5  feet,  we  get  27  at  the  foot  of 
the  -J-  0.77  grade ;  this  0.77  grade  is  taken  as  536  feet  of  0.77, 
1 100  feet  of  0.89  and  1364  feet  of  0.77  on  account  of  curvature, 
and  we  find  by  continuing  the  use  of  the  diagram  that  the  train  has 
a  velocity  head  of  15  feet  at  station  1879. 

The  continuation  of  these  calculations  is  given  in  Table  No. 
3,  the  first  and  second  columns  giving  profile  stations,  third  column 
the  length  of  the  grade,  fourth  column  the  rate  of  grade  compen- 
sated for  curvature  (adding  the  compensating  rate  to  ascending 
and  deducting  it  from  descending  grades),  and  the  fifth  column 
the  velocity  head  at  each  change  of  grade  for  westbound  trains. 

The  seventh  and  eighth  columns  give  the  corresponding  figures 
for  eastbound  trains. 

It  will  be  seen  that  a  train  loaded  for  12  miles  per  hour  on  a 
+  I  per  cent,  grade  will  arrive  at  the  top  of  the  1.21  grade  with  a 
velocity  head  of  9.5  feet  (over  16  miles  per  hour),  and  at  the  top  of 
the  much  longer  1.04  grade  with  a  velocity  head  of  5.2  feet  (over 
12  miles  per  hour). 

So  that  to  reduce  these  grades  to  actual  i  per  cent,  would  not 
enable  us  to  increase  the  train  load. 

Table  No.  2  gives  the  calculations  to  make  a  diagram  for  a 
train  loaded  for  a  maximum  speed  of  12  miles  per  hour  on  a  con- 
tinuous ascending  grade  of  0.7  per  cent.,  and  a  print  of  the  diagram 
is  attached. 

In  Table  No.  3  the  sixth  column  gives  the  velocity  heads  for 
a  westbound  train,  and  column  9  the  velocity  heads  for  an  eastbound 
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train,  over  the  same  profile  as  used  above,  using  a  virtual  maximum 
grade  of  0.7  per  cent. 

This  shows  that  a  train  loaded  for  a  maximum  speed  of  12 
miles  per  hour  on  an  ascending  grade  of  0.7  per  cent,  will  fall  to 
10  miles  per  hour  200  feet  short  of  the  top  of  the  1.21  per  cent, 
hill,  and  2050  feet  before  reaching  the  top  of  the  1.04  per  cent,  hill 

Thus,  to  reduce  these  grades  to  a  virtual  0.7  per  cent,  would 
only  require  changing  the  tops  of  these  two  hills  as  shown  in  red 
lines  upon  the  profile. 

Practically  the  1.21  hill  would  not  require  reduction,  but  these 
figures  are  given  for  illustration  of  the  method. 

Having  studied  the  profile  in  one  direction,  it  is  then  studied 
in  the  other,  and  possibly  changes  will  occur  which  may  modify 
the  first  set  of  figures. 

It  is  not  necessary  to  discuss  the  best  way  of  doing  the  actual 
work  of  grading,  further  than  to  suggest  that  if  a  grade  requires 
raising  any  considerable  amount,  it  is  best  to  build  a  new  line 
adjoining  to  avoid  interference  with  traffic,  building  as  close  as 
possible. 

As  many  roads  have  their  embankments  made  from  borrowed 
material,  any  considerable  raise  will  fill  the  borrow  pits,  so  that 
no  earthwork  is  saved  by  trying  to  utilize  the  old  bank. 

It  is  doubtful  whether  a  new  road  should  be  built  on  the 
momentum  principle.  On  an  old  road  water  tanks,  stations  and 
other  stopping  points  are  fairly  well  established,  while  on  a  new 
road  they  are  not.  It  might  be  well,  however,  to  try  and  make 
the  grade  at  tops  of  hills  always  less  than  maximum. 

The  cost  of  the  actual  work  of  reduction  is  a  matter  of  esti- 
mating, and  after  the  estimated  cost  of  reduction  has  been  ob- 
tained it  becomes  a  question  of  whether  it  will  pay  to  reduce. 

All  depends  on  the  volume  of  business  and  the  cost  per  mile 
of  running  a  train,  taking  only  such  items  of  cost  as  are  affected 
by  the  size  of  the  train — mainly  fuel,  wages  and  train  supplies, 
probably  about  35  cents. 

By  reducing  the  grades  we  will  increase  the  size  and  conse- 
quently decrease  the  number  of  trains  and  also  the  train  mileage; 
and  an  extreme  case  might  be  supposed  where  much  development 
of  location  was  required  for  the  reduced  grade,  in  which  the  train 
mileage  was  increased  more  by  the  length  of  line  added  than  it  was 
decreased  by  the  less  number  of  trains. 

Also  the  volume  of  business  might  be  such  that  freight  could 
not  be  held  long  enough  to  make  up  the  larger  trains. 

Taking  the  present  number  of  trains,  adding  prospective  in- 
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crease  of  business  (if  advisable)  and  the  length  of  the  division,  the 
number  of  trains  required  will  be  found  by  taking  the  inverse  ratio 
of  the  increased  train  load  to  the  present  load.     This  gives  the 

TABLE  III. 


0  Sta. 

Length. 

Westbound. 

Eastbound. 

Sta.  t 

Grade. 

V.  H. 

V.  H. 

Grade. 

V.  H. 

V.  H. 

15^. 

0.7. 

Ifc. 

0.7. 

1828 

1847 

1900 

-0.75 

26.5 

23.0 

+0.75 

23.0 

19-5 

1847 

1849 

200 

0.00 

27.0 

23.5 

0.00 

32.0 

32.0 

1849 

1854+ 

536 

+0.77 

24.0 

21.0 

—0.77 

32.0 

32.0 

1854+ 

1865-f 

IIOO 

+0.89 

18.0 

14.5 

—0.65 

32.0 

32.0 

1865-I- 

1879 

1364 

+0.77 

15-0 

lo.o 

—077 

32.0 

28.5 

1879 

1881 

200 

0.00 

16.0 

II. 0 

0.00 

23-5 

16.5 

1881 

1903 

2200 

-0.55 

32.0 

28.0 

+0.55 

23.0 

16.0 

1903 

1915  + 

1263 

-fO.27 

30.0 

25.0 

—0.27 

30.0 

230 

1915  + 

1918 

237 

-fo-33 

29.5 

24.5 

— 0.21 

19-5 

17-5 

1918 

1921  + 

363 

—0.94 

32.0 

29.0 

4-1.06 

18.5 

16.5 

1921  + 

1936 

1437 

—1 .00 

32.0 

32.0 

-j-I.OO 

20.5 

19.0 

1936 

1943 
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0.00 

32.0 

32.0 

0.00 

32.0 

32.0 

1943 

1946-f 
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-f-I.OO 

29.0 

28.5 

—1. 00 
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32.0 

1946+ 

1957 
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21.0 
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32.0 
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22.0 

19.5 
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21  0 

I961 
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32.0 

29.0 
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24.0 
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1973 
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-0.86 
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31.5 

4-0.98 

29.5 

28.5 

1973 
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4-0.06 

32.0 

31.0 

4-0.06 

32.0 

31.0 
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1980+ 
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-j-I.IO 
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27.0 
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32.0 
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II.O 
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32.0 
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2003 
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0.00 
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0.00 

29.5 

29-5 
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20II 
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—0.37 

22.5 

17.0 

-fo.37 

29-5 

295 

201 1 

2019  + 
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4-0.67 
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14.5 

— 0  67 

32.0 

32.0 
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16.5 

lO.O 

—0.61 
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32.0 
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0.00 
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0.00 
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+0.75 
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24.5 
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0.00 

31.0 
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0.00 

32.0 

32.0 

2058 

2067  + 
2086 

2089 

950 

-I-1.21 

21.5 

15.5 

—  1. 21 

32.0 

32.0 

2067+ 

1850 

300 

+  1.25 
4-0.04 

9-5 
II. 0 

16.50 

—  1. 17 

4-0.04 

32.0 
22.0 

32.0 

2086 

7.0 

20.5 

2089 

2IO4-I- 

1550 

—0.87 

30.0 

24.0 

-fO.93 

21.0 

20.0 

2104+ 

2109 

450 

+0.03 

30.5 

24.5 

4-0.03 

32.0 

32.0 

2109 

2128+ 

2148 

2159 

1923 
1977 

IIOO 

4-1.07 

4-1.05 
4-1. II 

17.0 
9.0 
6.0 

9.5 

—I.OI 

—1.04 
—0.97 

32.0 

32.0 
19.0 

32.0 

2128+ 

14.50 

32.0 

2148 

26.0 

2159 

2163 

400 

4-1.04 

5-2 

—1.04 

9.0 

8.0 

number  of  train  miles  saved  annually,  which,  taken  at  (say)  35 
cents  and  capitalized,  will  show  the  amount  on  which  the  economy 
of  operation  will  pay  interest. 

It  may  be  found,  when  the  volume  of  business  is  fairly  well 
settled,  that  a  different  virtual  grade  can  be  used  in  one  direction 
from  that  used  in  the  other. 
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EARLY   AIS^D   CURIOUS    TYPES    OF    THE    CANTIEEYER 

BRIDGE  1:%"  XEW  EXGEAXD  A:ND  KEW 

BRUNSWICK. 


By  Alfred  W.  Parker,  M.E. 


[Read  before  the  Boston  Society  of  Civil  Engineers,  March  i8,   1903.*] 

Mr.  President  and  Gentlemen: 

A  few  months  ago,  during  a  business  call  at  a  store  on  Oliver 
street,  Boston,  reference  was  made  to  the  fact  that  about  forty 
years  ago  Fort  Hill  was  standing,  Oliver  and  High  streets  then  run- 
ning over  the  top,  the  crossing  being  about  50  feet  above  the  present 
grade.  The  proprietor  then  produced  the  photograph  which  you 
;;jee  here  (Fig.  i),  showing  OUver  street  cut  through  the  hill  to 
the  present  grade,  with  High  street  at  the  old  grade  and  a  wooden 
combination  cantilever  and  bowstring  girder  bridge  spanning  the 
chasm.  On  showing  the  photograph  to  your  president  and  telling 
him  some  particulars  about  the  building  of  this  and  other  similar 
bridges,  both  wood  and  iron,  previous  to  1870,  he  seemed  to  think 
the  matter  interesting  as  a  bit  of  curious  bridge  history,  and  invited 
me  to  tell  the  story  here. 

The  bridge  shown  in  Fig.  i  was  built  in  1868  by  the  Solid 
Lever  Bridge  Company,  a  Massachusetts  corporation,  incorporated 
July  6th  of  that  year.  It  was  contracted  for  by  the  Street  Depart- 
ment of  Boston  before  the  days  of  the  present  method  of  having 
all  city  bridges  designed  in  the  city  engineer's  department ;  other- 
wise, a  veto  would  probably  have  changed  a  bit  of  this  history. 

The  corporation  name  well  describes  the  lever  portions  of  the 
structure,  which  were  solid,  being  built  of  12  x  3  inch,  spruce  deal 
laid  flat  one  upon  the  other  and  pinned  together  by  wooden  trenails. 
The  shore  ends  of  the  two  levers  were  started  simultaneously  on 
opposite  banks.  Floor  beams  were  framed  between  and  loaded 
with  stone  for  the  counterweights,  and  the  levers  were  then  built 
upward  and  outward,  each  course  of  plank,  as  laid,  being  projected 
beyond  the  previous  one  till  the  ends  of  the  completed  levers  met  in 
mid  span.  An  arch  built  up  of  the  same  material  was  then  added, 
the  top  portion  of  the  lever  acting  as  the  chord  or  bowstring  of  the 
arch. 

The  floor  line  was  at  the  top  of  the  levers,  the  banks  being  cut 
down  to  receive  the  shore  ends. 

The  originator  of  this  curious  structure  was  a  very  skillful 

*]\Ianuscript  received  July  2.  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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carpenter  and  wooden  bridg-e  builder  named  Cottrell.  He  had 
built  many  wooden  Howe-truss  and  lattice  bridges,  and  became 
possessed  with  the  idea  of  avoiding  false  work  in  swift  rivers  and 
deep  chasms  by  building  from  the  shore  outward  through  space 
to  the  opposite  abutment  or  first  pier,  and  so  on,  anchoring  the 
shore  end  during  projection  by  weighting  or  guying. 

I  am  told  that  Cottrell  convinced  a  bridge  company  at  St.  John, 
N.  B.,  that  he  could  span  the  500-foot  gap  at  the  rapids  there  in 
that  way,  and  actually  projected  his  latticed  trusses  into  space  100 
feet ;  but,  becoming  frightened  by  sure  evidences  of  coming  catas- 
trophe, he  suddenly  left  town  for  other  parts.  Later  he  succeeded 
in  erecting  a  wooden  lattice  bridge  in  this  way  in  Maryland,  with  the 
help  of  an  engineer,  who  made  provision  for  increased  strength  in 
members  where  the  strains  were  temporarily  reversed  during  the 
projection. 

Cottrell  was  clever  at  figures  without  a  deep  knowledge  of 
mathematics,  and  published  a  pamphlet  containing  some  of  his  dis- 
coveries, one  of  which  was  that  Archimedes  was  wrong  in  giving  the 
approximate  value  of  tt  as  3  1-7  times  the  diameter.  The  humble 
author  of  the  pamphlet  found  it  to  be  si  times.  One  proof  adduced 
was  that,  with  this  value,  many  problems  could  be  solved  without 
fractions,  the  circles  squared,  etc.  To  test  his  new  ratio  he  had 
encircled  an  old  millstone  with  a  thin  carpenter's  shaving,  and 
found  the  circumference  to  be  exactly  3I  times  the  diameter. 

Later  he  saw  the  advantage  of  projecting  a  half  span  from 
each  shore,  and  conceived  and  patented  the  design  shown  in  the 
photograph. 

He  came  to  Boston  about  1867  or  1868,  and  was  employed  at 
the  Chickering  pianoforte  factory,  where  he  made  the  acquaintance 
of  a  fellow-workman,  Levi  Liscom,  who  had  built  wooden  bridges 
in  New  Hampshire  and  Vermont.  He  convinced  Liscom,  and 
through  him  several  men  of  financial  influence,  that  his  patent  solid 
lever  projected  without  false  work  from  opposite  shores  was  the 
coming  bridge.  A  company  was  formed,  and  the  Oliver  street  gap 
gave  the  opportunity  for  a  conspicuous  advertisement.  The  con- 
tract price  was  $1000. 

It  will  be  noticed  that  the  arch  springs  from  a  point  far  back 
from  the  fulcrum  point  of  the  levers.  The  reason  for  this  was  a 
brilliant  discovery  of  Cottrell's,  viz.,  that  the  thrust  of  the  arch 
could  be  utilized  for  balance  power  to  help  support  the  levers.  The 
arch  was  an  afterthought,  and  ^yas  .added  to  prevent  the  sagging 
of  the  slim  center  ends  of  the  levers.  The  theory  advanced  later 
was  that  the  levers  sustained  the  dead  load  and  the  arches  the  live 
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load.  In  practice,  owing  to  debris  working  under  the  shore  ends 
of  the  levers,  they  failed  to  act,  and  the  arches  carried  both  live  and 
dead  loads. 

This  bridge  afterwards  fell  from  the  crumbling  of  the  clay 
and  gravel  banks  under  the  fulcrums. 

The  one  important  feature  of  this  bridge  worth  mentioning 
and  recording  is  the  use  of  the  cantilever  principle  to  erect  without 
false  work,  the  first  case  of  the  kind,  as  far  as  I  can  learn,  in  this 
country. 

Mr.  Theodore  Cooper,  in  an  article  on  bridges  published  in 
Vol.  21,  page  I,  of  the  "Transactions  of  the  American  Society  of 
Civil  Engineers,"  says  that  the  first  use  of  cantilevers  in  bridge 
erection  was  by  Capt.  James  B.  Eads,  in  1874,  who  used  balanced 
cantilevers  250  feet  long  in  erecting  the  500-foot  steel  arches  of  the 
St.  Louis  Bridge.  According  to  the  Scientific  American  this  oc- 
curred one  year  earlier,  in  1873.  ^^^-  Cooper  further  says  that  the 
first  cantilever  bridge  built  in  this  country  was  over  the  Kentucky 
River,  in  1876-77,  by  C.  Shaler  Smith ;  the  Niagara  cantilever  in 
1883,  the  Frazer  River  cantilever  in  1885,  both  designed  by  C.  C. 
Schneider,  and  the  St.  John,  N.  B.,  cantilever  in  1885.  Later  in- 
stances are  well  known. 

In  a  book,  published  in  181 1  by  Thomas  Pope,  entitled  "A 
Treatise  on  Bridge  Architecture,"  the  author  describes  at  length 
his  ideas  for  a  flying  pendant  lever  bridge  with  diagrams.  It  does 
not  appear  that  Mr.  Pope's  scheme  was  ever  carried  out  in  practice. 

The  agents  of  the  Solid  Lever  Bridge  Company  started  out  to 
introduce  the  new  bridge,  but  were  met  with  the  demand  from  the 
railroads  for  iron  instead  of  wood.  One  wooden  highway  bridge 
was  built  near  Worcester.  They  declared  the  principle  just  as  well 
adapted  to  iron,  and  made  contracts  for  iron  bridges  at  about  the 
price  of  wooden  ones ;  among  them  five  bridges  on  the  European 
and  North  American  Railroad  between  Bangor,  Me.,  and  St'.  John, 
N.  B.,  with  spans  varying  from  50  to  154  feet.  As  a  substitute  for 
the  laminated  deal  construction  of  the  levers,  it  was  proposed  to  use 
channel  iron  set  on  edge,  riveting  the  flanges  together,  building  up 
the  solid  lever  by  projecting  the  channels  successively,  as  before 
with  the  plank.  The  backs  of  the  channels  were  to  be  crossed  by 
vertical  tee-bar  stiffeners.  A  tin  model  of  a  25-foot  span  was  made 
and  set  up  in  the  corridor  of  the  Merchant's  Exchange  building, 
and  the  heavy  men  of  Boston  walked  across  it  and  pronounced  it 
remarkably  stiff  and  strong. 

Hundreds  of  tons  of  beams,  channels,  angles  and  tees  of  vari- 
ous sizes  were  bought  in  England  and  Europe  before  any  working 
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drawings  were  made.  Crude  drawings  for  a  50-foot  span  railroad 
bridge  over  Costigan  Brook,  near  Bangor,  Me.,  wxre  the  first 
made ;  and  negotiations  for  the  shop-work  were  under  way  when  it 
became  evident,  to  the  few  who  had  money  at  stake  in  the  enter- 
prise, that  an  engineer  was  necessary;  and  in  1868  Mr.  C.  H. 
Parker  (later  a  member  of  this  Society)  was  called  in.  His  task 
w^as  a  peculiar  and  difficult  one,  viz.,  to  make,  largely  from  the  great 
mass  of  material  already  bought,  safe  bridges  for  railroad  traffic 
with  the  strains  properly  provided  for,  w^hile  limited,  of  course,  to 
the  patented  arched  cantilever  type  which  the  company  was  formed 
to  build. 

yiv.  Parker  at  once  condemned  the  solid  lever  and  substituted 
the  skeleton  form  with  members  in  the  line  of  the  strains,  placed 
the  end  bearings  of  the  arches  directly  over  the  fulcrum  points  of 
the  levers,  provided  separate  chords  for  lever  and  arch  in  the 
longer  spans,  with  expansion  joints  in  kvers  at  the  span  center 
and  roller-end  bearings  for  the  arch.  The  channels  on  hand  made 
lever  chords  and  excellent  arches;  the  I-beams  were  used  for 
posts  and  struts,  pin-connected  flat  bars  for  the  chord  of  the 
arch  in  the  longer  spans  and  plates  and  angles  for  various  other 
members.  The  designs  embraced  some  very  unique  details.  The 
results  gave  strong  and  safe  bridges  for  the  loads  then  in  use,  at  a 
cost,  however,  greatly  in  excess  of  the  contract  price,  but  fulfilling 
in  honorable  fashion  a  number  of  very  foolish  contracts. 

These  bridges  (about  eight  in  number)  wxre  all  built  in  1868 
and  1869.  They  were,  where  necessary  or  desirable,  erected  with- 
out false  work,  and  all  did  good  service  for  many  years. 

The  Costigan  Brook  bridge,  50-foot  span,  near  Bangor,  Me., 
on  the  Maine  Central  Railroad,  was  in  use  fifteen  years,  or  until 
1883.  This  was  the  first  one  of  the  lot  erected,  and  the  only  one  of 
the  iron  bridges  having  the  solid  levers. 

The  Olamon  bridge,  in  Maine,  Fig.  2,  on  the  same  railroad 
line,  75-foot  span,  was  in  use  eighteen  years,  or  until  1886,  at 
which  time  Mr.  J.  P.  Snow  made  a  report  on  it,  suggesting  changes 
which  might  possibly  prolong  its  life,  but  it  was  decided  to  replace 
it  by  a  new  bridge. 

The  Alaguagadavic  bridge.  Fig.  3,  104-foot  span,  w^as  on  the 
connecting  railroad  line  in  New  Brunswick.  How  long  it  remained 
in  use  I  have  not  learned.  Mr.  Job  Abbott,  member  of  the  Ameri- 
can Society  of  Civil  Engineers,  during  a  trip  in  New  Brunswick, 
saw  this  strange  bridge,  took,  measurements  and  had  drawings 
made,  from  which  an  illustrated  article  was  prepared  and  published 
in  the  Engineering  'Record  of  July  27,  1901.    Mr.  Abbott  supposed 
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Fig.   5.     Bridge  over  Assabet  River,  West  Concord,  Mass. 


Fig.  6.     Shore  End.     Bridge  over  Assabet  River. 


Fig.  7.     Bridge  at  Fitchburg,  Mass. 


Fig.  8.     Bridge  at  North  Woodstock,  Vt. 
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that  this  and  the  two  following  bridges,  all  in  Xew  Brunswick,  were 
made  in  England. 

The  bridge  over  the  north  branch  of  the  Oromocto  River,  near 
Frederickton,  N.  B.,  154-foot  span,  was  the  best  sample  of  the 
lot,  having  separate  chords  for  lever  and  arch  and  provision  for 
expansion.  It  was  in  use  till  about  1895  ;  and  it  is  my  impression 
that  it  was  then  swept  away  by  a  freshet  and  log  jam. 

The  bridge  over  the  south  branch  of  the  same  river,  Fig.  4, 
100-foot  span,  was  unlike  all  the  others  in  having  both  levers  and 
arches  above  the  roadway.  It  had  separate  chords  for  arch  and 
lever  and  provision  for  expansion.  I  have  no  record  of  the  life 
of  this  bridge. 

A  highway  bridge.  Figs.  5  and  6,  was  erected  at  West  Con- 
cord, Mass.,  over  the  Assabet  River  in  1869,  and  was  in  use  as  late 
as  1899,  when  it  was  replaced  by  a  concrete  arch  designed  by  Mr. 
J.  R.  Worcester,  who  can  tell  the  condition  of  the  old  bridge  after 
thirty  years'  service. 

Mr.  Parker  was  a  firm  believer  in  the  cantilever  principle ;  and, 
at  the  time  when  John  A.  Roebling  was  urging  the  suspension 
bridge  for  railroads,  said  that  the  cantilever  bridge  would  supersede 
the  suspension  bridge  for  railroad, traffic,  except  for  the  very  longest 
spans.  He  realized  the  absurdity  of  combining  the  tw^o  systems 
(lever  and  arch)  in  one  bridge  and  of  using  the  lever  for  anything 
but  long  spans.  He  made  the  arch  strong  enough  to  carry  all  loads, 
live  and  dead,  and  placed  little  reliance  on  the  lever.  He  made 
study  plans  for  a  cantilever  bridge  across  the  chasm  at  St.  John, 
N.  B.,  over  the  rapids,  where  a  similar  bridge  has  since  been 
erected;  and,  in  1876,  when  the  cantilever  type  was  proposed  for  a 
railroad  bridge  across  the  East  River  and  low^er  end  of  Blackw^ell's 
Island,  he  was  pronounced  in  its  favor. 

The  Solid  Lever  Bridge  Company  was  succeeded,  m  1869-70, 
by  the  National  Bridge  and  Iron  Works,  with  Mr.  Parker  as  chief 
engineer,  now  free  to  choose  the  type  of  bridge  he  thought  best 
in  each  case.  Between  1869  and  1876  the  new  company  built  many 
truss  bridges  and  iron  buildings,  including  three  bridges  across  the 
Alerrimac  River,  the  Lowell  Railroad  and  Providence  Railroad 
train  sheds,  the  Boston  post-office  roof  and  many  highway  bridges 
throughout  New  England.  To  one  form  of  truss  Mr.  Parker  felt 
justified  in  giving  his  name  and  secured  a  patent,  viz.,  a  truss  with 
inclined  end  posts,  curved  top  chord  and  vertical  interior  posts, 
otherwise  a  Pratt  truss.  Examples  of  this  truss  are  shown  in 
Figs.  7,  8  and  9.  The  advantages  claimed  were  the  shorter  posts 
for   the   increasing  strains'  toward  the   ends,   more   equal   strains 
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througliout  the  chords,  retaining  the  good  points  of  both  the  bow- 
string girder  and  the  rectangular  truss. 

From  1 87 1  to  1874  Mr.  D.  H.  Andrews  was  employed  as 
assistant  engineer,  and  gave  much  thought  to  the  working  out  of 
the  train  sheds  for  the  Lowell  and  the  Providence  railroads  and  of 
other  structures. 

In  1876  the  company  failed,  and  in  the  same  year  the  Boston 
Bridge  Works  was  formed  by  Mr.  Andrews,  who  purchased  a  con- 
siderable portion  of  the  plant  of  the  old  company  and  retained 
many  of  its  employes,  a  number  of  whom  are  still  with  the  Boston 
Bridge  Works,  occupying  responsible  positions. 

From  1876  to  1884  Mr.  Parker  was  in  Pittsburg,  Pa.,  as 
general  manager  of  the  Fort  Pitt  Bridge  and  Boiler  Works.  In 
1877  this  company  built,  for  Jas,  B.  Fads,  the  iron  dredge  boat 
G.  IV.  R.  Bailey  for  use  at  the  Jetties  below  New  Orleans. 

From  1884  to  his  decease  in  1898  Mr.  Parker  was  in  Boston, 
engaged  in  the  manufacture  of  portable  hoisting  engines  and  min- 
ing machinery,  ten  years  with  Edward  Kendall  &  Sons  and  four 
years  in  business  for  himself.  His  record  in  the  bridge  line  was 
creditable.  His  bridges  were  all  made  for  specified  loads,  and 
careful  strain  sheets  were  made  in  each  case.  Many  of  his  bridges 
are  still  in  use  as  originally  built;  some  have  been  outgrown  and 
replaced,  some  have  been  strengthened  for  heavier  loads  and  are 
still  in  use,  but  none  ever  failed,  and  this  is  more  than  can  be  said 
of  a  number  of  bridges  built  during  the  same  period  by  others. 

DISCUSSION. 

Mr.  Joseph  R.  Worcester. — I  am  very  glad  of  this  oppor- 
tunity to  testify  to  the  remarkable  work  in  the  bridge  line  which 
was  done  by  Mr.  Chas.  H.  Parker,  with  the  assistance  of  his  brother, 
the  speaker  of  the  evening,  during  the  early  seventies  and  even 
earlier. 

Sufficient  credit  has  never  been  given  Mr.  Parker  for  the 
advance  in  the  science  of  iron  bridge  building  which  was  due  to  his 
persistent  study  and  the  painstaking  care  with  which  he  worked 
tip  his  designs. 

It  has  been  my  fortune  to  examine  a  number  of  bridges  built  by 
Mr.  Parker,  among  which  are  those  across  the  Merrimac  at  Haver- 
hill and  at  Lowell,  at  Taunton,  at  Pawtucket,  R.  I.,  at  Northamp- 
ton, at  Lawrence,  as  well  as  the  cantilever  arch  at  Westvale  Village, 
Concord,  Mass.,  and  in  each  case  I  have  been  greatly  impressed  by 
the  skill  and  faithfulness  with  which  the  work  was  executed. 

A  few  points  of  weakness  appear  in  each,  according  to  modern 
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methods  of  figuring,  but  so  well  was  the  work  done,  that  the  weak- 
ness rarely  shows  itself  after  many  years  of  use.  For  instance, 
we  find  in  many  cases  floor  beams  in  the  form  of  an  open  Pratt 
truss,  the  posts  and  chords  composed  of  two  angles,  and  the  diago- 
nals of  a  single  flat  bar,  with  the  connection  at  the  intersection  often 
made  by  means  of  a  single  J-inch  rivet.  This  rivet,  under  the  heavy 
concentrated  loads  of  to-day,  will  sometimes  have  a  phenomenally 
high  strain  per  square  inch  in  bearing,  but  I  have  never  found  one 
seriously  weakened  and  rarely  one  loose.  This  is  apparently  a  case 
where  Mr.  Parker  knew  more  about  what  a  rivet  was  good  for  than 
we  do  to-day. 

Another  point  in  these  bridges  which  figures  high  but,  so  far 
as  I  am  aware,  never  gives  out,  is  the  bottom  chord  pin.  The  joints 
in  the  chords  are  usually  outside  the  panel  points,  the  flat  bars 
meeting  end  to  end  and  having  splice  plates  on  each  side  of  each  bar 
connected  by  single  pins  or,  rather,  bolts,  which  seem  wonderfully 
small,  according  to  our  methods  of  figuring,  but  they  are  all  right 
so  far  as  any  evidence  of  distress  is  an  indication. 

The  principal  trouble  with  the  old  bridge  at  Westvale  was  that 
the  arches  were  insufliciently  braced  transversely.  The  floor  beams 
in  this  case  were  wooden,  and,  of  course,  it  was  impossible  to  attach 
the  trusses  to  a  wooden  floor  in  a  manner  wholly  permanent  and 
satisfactory.  The  consequence  was  that  the  arches  became  badly 
bent  laterally.  No  restriction  was  ever  placed  upon  travel  over  the 
bridge,  and  nobody  ever  suspected  its  weakness,  apparently,  until 
it  was  examined  with  a  view  to  the  possibility  of  carrying  an  electric 
road  over  it. 

In  general,  it  may  be  said  that  Mr.  Parker's  trusses  were  of 
ample  strength,  and  in  appearance  much  more  artistic  and  graceful 
than  anything  built  up  to  their  time  and  than  much  which  has  been 
built  since.  The  weak  spots,  if  any,  can  generally  be  found  in  his 
floor  system.s,  which  were  built  for  far  lighter  concentrations  than 
are  now  used  in  the  streets. 

The  most  remarkable  work  will  be  found  in  the  details  which, 
while  wholly  new  and  original  at  the  time,  have  now  come  into 
general  use  in  many  cases,  and  where  they  have  been  superseded  it 
has  often  been  on  account  of  inventions,  such  as  the  manufacture  of 
upset  eyebar  heads,  which  allow  different  types  of  construction  from 
what  was  then  possible.  In  this  particular  part  of  the  work  the 
speaker  of  the  evening  found  his  field,  and  he  is  entitled  to  his  full 
share  of  the  credit. 

]\Ir.  J.  Parker  Snow  (by  letter). — I  wish  to  indorse  and  sup- 
plement what  Mr.  Worcester  has  said  as  to  the  credit  due  to  the 
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author  of  the  paper  for  his  part  in  the  development  of  iron  bridge 
building  in  its  early  stages  in  New  England.  His  rare  grasp  of 
structural  detail  has,  in  my  opinion,  left  a  mark  on  our  practice  of 
bridge  building  that  will  be  carried  far  into  the  future. 

The  paper  is  a  valuable  bit  of  history,  and  an  interesting  addi- 
tion to  it  would  be  a  description  of  the  progress  of  the  author's 
personal  practice  in  planning  the  shop-work  for  building  bridges 
when  nothing  but  the  strain  sheet  was  furnished  him  from  which 
to  work.  That  is,  in  clothing  a  skeleton  diagram  with  sufficient 
metal  to  carry  the  prescribed  strains  and  in  arranging  proper  con- 
nections to  secure  the  members  together.  This  was  the  author's 
peculiar  field.  It  was  really  engineering,  but  it  went  by  the  name 
of  pattern  making.  A  full  history  of  this  "pattern  making"  would, 
I  feel  sure,  show  the  origin  of  some  of  our  best  practice  to-day. 

The  instances  of  startlingly  high  strains  in  rivets  and  pins 
mentioned  by  Mr.  Worcester  is,  as  he  intimates,  rather  a  reflection 
on  our  modern  practice  than  on  the  old  designs.  Our  experience 
shows  us  that  some  of  our  theories  of  modern  designing  are  wrong, 
but  we  do  not  know  enough  yet  to  correct  our  theories,  and  it  will 
not  do  now,  as  it  would  thirty-five  years  ago,  to  design  by  guess. 

The  author  is  in  error  as  to  my  connection  with  the  Olamon 
bridge.  It  was  the  bridge  over  the  south  branch  of  the  Oromocto 
River  in  New  Brunswick  that  I  investigated.  This,  as  the  paper 
states,  had  the  arch  and  levers  above  the  floor.  Mr.  D.  H.  Andrews, 
proprietor  of  the  Boston  Bridge  Works,  examined  this  bridge  in  the 
winter  of  1882-83,  and  from  drawings  which  he  procured  I  made 
calculations  from  which  to  investigate  its  strength.  I  think  the  arch 
and  lever  were  originally  so  connected  that  sufficient  horizontal  play 
was  allowed  for  expansion,  but,  as  these  connections  gave  trouble, 
for  the  reason  explained  farther  on,  they  were  in  course  of  time 
riveted  up  solidly,  and  then  the  structure  was  firmly  fixed  at  the 
ends  by  the  lever  counterweights  and  made  continuous  at  the  center 
by  the  arch,  hence  there  was  no  chance  for  contraction  or  expansion 
except  by  tearing  these  connections  apart. 

According  to  my  investigation  the  inherent  defect  of  the  struc- 
ture was  the  connection  of  the  two  systems  at  every  panel  point. 
The  deflection  curve  of  an  arch  is  approximately  a  parabola,  every- 
where convex  downward.  The  deflection  curve  of  a  pair  of  levers 
has  a  cusp  at  the  center  and  is  everywhere  concave  downward.  If 
these  two  systems  are  constrained  to  deflect  to  the  same  curve  by 
being  riveted  at  each  panel  point,  the  connections  will  be  severely 
tried  at  certain  points. 

The  arch  of  the  bridge  in -question  was  a  -very  much  more 
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rugged  member  than  the  levers,  and  hence  the  latter  suffered.  The 
rupture  of  members  near  the  extremities  of  the  levers,  and  the 
constant  tearing  apart  of  the  connections  between  the  arch  and 
levers,  caused  anxiety  as  to  the  strength  of  the  bridge,  and  led  to 
the  call  for  its  examination  by  Mr.  Andrews.  My  computations  led 
me  to  think  that,  if  the  levers  were  cut  free  from  the  arches  except 
at  the  center,  the  bridge  would  be  amply  sufficient  under  the  loads  in 
use  at  that  time. 

Mr.  David  A.  Hartwell. — I  am  not  certain  that  it  is  quite  the 
thing  for  a  new  member  to  make  remarks,  but  I  have  been  much 
interested  in  Mr.  Parker's  paper.  Being  from  Fitchburg,  I  was  espe- 
cially interested  in  the  Parker  patent  bridge  and  the  historical 
matter  which  led  up  to  its  inception,  as  we  have  three  of  those 
bridges  in  use  at  the  present  time.  The  Rollstone  street  bridge  has 
a  span  of  108  feet,  and  was  erected  in  1870;  the  Kimball  street 
bridge  has  a  span  of  90  feet,  and  was  erected  in  1870;  and  the 
Circle  street  bridge  has  a  span  of  73  feet,  and  was  erected  in  1871. 
The  Circle  street  bridge  has  no  sidewalk,  but  the  other  two  have 
walks  on  each  side  outside  the  trusses.  These  bridges  are  all  within 
the  built-up  portion  of  the  city,  and  are  subjected  to  a  constant  and 
at  times  a  heavy  traffic  of  the  teams  from  the  granite  quarries.  All 
three  bridges  are  in  good  condition,  and  I  see  no  reason  why,  after 
over  thirty  years  of  continuous  service,  they  are  not  good  for  years 
to  come.  We  have  a  20-ton  road  roller,  but  I  have  never  allowed 
the  street  department  to  drive  the  roller  over  any  of  these  bridges, 
as  I  have  doubts  as  to  the  ability  of  the  structures  to  sustain  such  a 
concentrated  load. 
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THE  BURNIIS^G  OF  PUIjYERIZED  COAI.. 


By  C.  O.  Bartlett. 


[Read  before  the  Civil  Engineers'  Club  of  Cleveland,  May  12,  1903.*] 

To  burn  coal  in  a  powdered  form  successfully,  three  things 
are  necessary,  (i)  uniformity  of  moisture,  (2)  uniformity  in  size 
of  grain,  and  (3)  the  amount  of  air  required  for  perfect  combus- 
tion. In  my  judgment,  it  is  impossible  to  get  perfect  combustion 
by  feeding  coal  in  different  states  of  moisture. 

First.  Coal  varies  in  moisture  from  4  per  cent,  to  15  per  cent. 
During  the  summer  season,  especially,  ordinary  bituminous  coal 
frequently  has  not  more  than  4  per  cent,  moisture,  while  during 
the  winter  and  spring  or  during  the  rainy  season,  and  especially 
when  the  coal  is  saturated  with  water  and  then  frozen,  the  same 
kind  of  coal  will  contain  as  high  as  15  per  cent,  moisture,  and  much 
of  this  moisture  in  the  form  of  ice.  We  cannot  expect  to  get  the 
same  results  by  burning  coal  with  this  amount  of  moisture  as  can 
be  had  by  burning  the  same  kind  of  coal  wath  4  per  cent,  moisture. 
Therefore,  it  is  absolutely  necessary  to  have  the  coal  uniform  as 
to  moisture. 

Second.  It  is  impossible  to  get  the  best  results  by  burning 
large  pieces  of  coal  together  with  the  dust  of  the  coal.  The  coal 
must  be  reduced  to  grains  of  equal  size.  In  other  words,  it  must 
be  powdered  or  pulverized.     It  should  be  80  mesh  fine. 

Third.  The  right  amount  of  air  or  oxygen  is  necessary  for 
the  perfect  combustion  of  any  kind  of  coal.  I  believe  it  is  generally 
conceded  that  about  140  cubic  feet  of  air  are  required  to  burn  a 
pound  of  coal.  The  admission  of  air  cannot  be  successfully  con- 
trolled by  natural  draught.  Forced  draught,  either  of  compressed 
air  or  by  a  fan  or  blower,  must  be  used.  The  blower  is  by  far  the 
cheaper. 

If  the  three  requisites  named  are  secured,  perfect  combustion 
can  be  had,  and  perfect  combustion  means : 

(a)  No  black  smoke. 

(b)  No  cinders,  and  very  little  ashes. 

(c)  A  saving  of  practically  40  per  cent',  in  the  amount  of  coal 
used. 

A  test  was  made  on  a  60  x  18-inch  horizontal  tubular  boiler, 
of  about  125  horse  power,  and  the  tests  were  made  as  follows: 
First  we  would  run  a  day  on  powdered  coal,  the  next  day  on  slack 
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coal  and  the  next  day  on  run-of-mine.  We  afterwards  made  a 
test  of  longer  duration,  running  88  hours  on  powdered  coal  and  48 
hours,  on  the  same  kind  of  coal  without  drying  and  pulverizing 
and  by  hand  firing,  and  the  gross  saving  w^as  found  to  be  about 
40  per  cent,  in  the  amount  of  coal  used.  Six  per  cent,  of  moisture 
was  taken  out  of  the  coal.  When  burning  the  powdered  coal,  the 
amount  of  ash  did  not  exceed  3  per  cent.,  while  in  the  ordinary 
way  of  firing  it  was  a  little  over  19  per  cent. 

In  making  this  test  there  was  a  slight  variation  in  the  power 
used,  but  not  enough  to  make  any  difference  in  the  result.  Every 
pound  of  coal  was  carefully  weighed,  so  that  no  mistake  could 
occur. 

It  is  readily  understood  that  from  this  40  per  cent,  in  saving 
must  be  taken  the  cost  of  crushing  (when  lump  coal  is  used), 
drying,  pulverizing  and  feeding;  and  these  different  items  we  will 
now  consider : 

I  will  take  if  for  granted  that  slack  coal  is  used,  that  it  is  just 
as  cheap  as  run-of-mine  coal,  if  not  cheaper,  although,  if  this 
system  should  come  into  general  use,  there  would  of  course  be  no 
difference  in  the  price,  for  the  reason  that  the  coal  miners  w^ould 
simply  sell  their  coal  in  the  form  of  slack ;  that  is,  they  would  crush 
it  af  the  mines. 

The  first  matter  to  consider  is  the  cost  of  drying.  Our  firm 
has  built  dryers  for  many  years,  and  I  am  quite  familiar  with  this 
part  of  the  business.  We  are  always  willing  to  guarantee  to 
evaporate  8  pounds  of  water  or  moisture  by  the  use  of  i  pound 
of  fuel.  For  the  drying  of  coal  we  recommend  the  use  of  the  rotary 
cjdinder  dryer,  using  direct  heat,  and  the  products  of  combustion 
passing  on  the  outside  of  the  cylinder  only.  In  some  few  cases  the 
products  of  combustion  are  first  allowed  to  pass  on  the  outside 
of  the  dryer,  then  to  pass  through  the  coal,  and  when  this  is  done 
it  is  safe  to  estimate  on  a  basis  of  10  pounds  of  moisture  evaporated 
by  I  pound  of  fuel. 

But  the  passing  of  the  products  of  combustion  through  the 
dried  coal  is,  to  say  the  least,  a  little  risky,  and  no  risk  under  any 
circumstances  should  be  taken  in  the  handling  of  coal  dust,  although 
we  are  doing  this  in  some  cases.  I  had  the  pleasure  of  talking  with 
Mr.  Wilson,  of  the  Schwart'skopf  Coal  Dust  Firing  Syndicate,  of 
'Haydock,  England,  who  was  sent  here  by  his  company  to  investi- 
gate the  merits  of  our  dryer,  and  he  said  that  in  England  they 
would  not,  under  any  circumstances,  think  of  passing  the  products 
of  combustion  through  the  coal  while  if  was  being  dried.  This 
company  has  experimented  very  largely  in  the  burning  of  pow- 
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dered  coal ;  in  fact,  they  claim  to  have  spent  sixty  thousand  dollars 
in  experimenting  and  in  putting  their  system  on  the  market.  They 
are  now  introducing  it  in  the  United  States.  The  lUinois.  Central 
Railroad  passenger  depot,  Chicago,  has  been  using  one  of  that 
company's  dryers.  Therefore,  taking  everything  into  considera- 
tion, I  think  it  is  safe  to  estimate  the  cost  of  drying  the  coal  on 
a  basis  of  8  pounds  of  evaporation  to  i  pound  of  fuel.  Estimating 
on  a  basis  of  $2  per  ton  for  coal  and  taking  the  loss  in  moisture 
at  5  per  cent.,  the  cost  of  drying  and  the  loss  in  moisture  will  be 
less  than  12  cents  per  ton.  This  estimate  is  based  on  drying  not 
less  than  40  tons  a  day.  If  the  amount  to  be  dried  is  less,  the 
price  will  be  correspondingly  higher,  and  if  the  amount  be  100  tons 
a  day,  the  price  will  be  a  little,  but  not  very  much,  lower. 

Second.  The  cost  of  pulverizing,  with  one  good  mill,  using 
25  horse  power,  4  tons  of  coal  can  be  pulverized  in  an  hour.  The 
cost  will  be  somewhat  reduced  by  improved  machines  which  are 
fast  coming  into  use.     At  the  present  time  there  are  three  systems : 

The  French  Buhr  or  Emery  Wheel  system. 

The  Fluntington  or  Centrifugal  type. 

The  ball  or  tube  mill  system. 

To  these  I  might  add  the  Kent  mill,  which  is  now  being  put  on 
the  market,  and  in  which  the  pressure  of  the  rolls  against  the  casing 
is  obtained  by  means  of  screw  pressure,  which  adds  to  the  capacity 
and  at  the  same  time  admits  of  great  reduction  in  speed,  adding 
greatly  to  the  life  of  the  mill.  There  is  also  at  present  on  the 
market  a  new  invention  by  a  Cleveland  man,  and,  I  think,  a  member 
of  this  Club,  Mr.  Fleming,  wdiich,  in  my  judgment,  will  still  further 
reduce  the  cost  of  pulverizing  the  coal.  At  present  it  is  safe  to 
estimate  on  a  cost  of  ten  cents  per  ton  for  pulverizing. 

Third.  The  cost  of  elevators,  conveyors,  bins,  cost  of  running 
blower  or  feeder,  interest  on  investment  and  wear  and  tear  should 
not  amount  to  more  than  10  cents  per  ton,  and  probably  not  more 
than  5  cents  per  ton,  making  the  total  cost  of  drying,  shrinkage, 
pulverizing,  feeding  and  cost  of  driving  the  machinery,  interest 
on  investment,  etc.,  in  quantities  of  40  tons  a  day,  about  32  cents 
per  ton. 

This  shows,  on  40  tons  of  coal  a  day,  coal  costing  $2  a  ton, 
a  net  saving  of  a  little  less  than  $20  a  day,  or  50  cents  per  ton. 

Another  important  factor,  which  I  have  not  considered,  is  the 
doing  away  with  the  fireman,  as  in  the  use  of  this  system  no  fireman 
is  required.  The  fireman's  wages  are  therefore  saved.  Also,  there 
is  not  more  than  one-third  as  many  ashes,  and  there  are  no  cinders 
at  all. 
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I  have  shown  the  credit  side  of  this  matter,  and  I  will  now 
consider  the  other  side,  or  the  obstacles  to  be  overcome  in  success- 
fully burning  pulverized  coal. 

To  burn  pulverized  coal  economically  it  must  be  burned  in  fairly 
large  quantities ;  in  other  words,  I  do  not  think  it  would  pay  to  put 
in  a  drying  and  pulverizing  outfit  unless  the  amount  of  coal  used 
is  at  least  lo  tons  per  day.  In  large  cities  this  difficulty  can  be 
obviated  by  having  a  central  drying  and  grinding  plant  and  selling 
the  pulverized  coal  to  small  consumers.  In  this  case  it  would  be 
necessary  simply  to  put  in  a  feeder,  for  feeding  the  coal  in  a 
powdered  form,  and  a  tank  for  holding  it. 

The  next  obstacle,  and  one  which  I  consider  of  very  great 
importance,  is  the  danger  arising  from  storing  large  quantities  of 
powdered  coal.     That  there  is  danger  in  doing  this  I  have  no  doubt. 

From  the  best  information  that  I  have  been  able  to  obtain 
I  do  not  think  it  is  practical  to  store  large  quantities  of  pulverized 
coal  for  any  length  of  time,  and  this  means  that  it  would  not  be 
practical  to  dry  and  pulverize  the  coal  at  the  mines  and  ship  it 
in  this  form.  Neither  would  it  be  practical,  in  my  judgment,  for 
a  boat,  say  the  Northland  or  the  Northzvest,  which  now  use  about 
500  tons  at  one  trip,  to  put  in  that  amount  of  powdered  coal  at 
Buffalo  or  Cleveland,  with  the  intention  of  storing  it  for  the  round 
trip.  The  only  way  would  be  to  store  the  dried  coal  and  to  pul- 
verize and  feed  it  on  board  the  boat  as  they  need  it.  In  any  case, 
the  dust  should  be  stored  in  iron  receptacles. 

The  next  question,  and  quite  a  serious  one,  is  the  construction 
of  the  arch.  In  our  experiment  we  used  the  Rowe  system,  which 
consists  in  blowing  the  pulverized  coal,  by  means  of  an  ordinary 
fan  or  blower,  up  against  an  arch  over  the  fire.  In  other  words, 
burning  it  in  suspension.  The  arch  wall  becomes  very  hot  and 
immediately  ignites  the  coal,  and  when  the  proper  amount  of  air 
is  used  the  combustion  is  perfect.  We  find  that  a  2-ounce  pressure 
is  best  for  this  purpose.  It  will  be  readily  understood  that,  in 
order  to  withstand  this  excessive  heat,  the  best  kind  of  arch  wall 
is  necessary,  and  that  specially  constructed  brick  should  be  used. 
While  this  is  really  quite  a  serious  question,  I  do  not  doubt  that 
it  will  be  satisfactorily  answered.  Air.  Fred.  Siegheim,  of  Ger- 
many, has  an  invention  for  covering  the  arch  wall,  by  which  it  can 
be  made  to  withstand  a  tremendous  heat,  up  to  3000  degrees  or 
more,  without  injury,  and  to  last  for  a  long  time;  in  fact,  until 
the  draught  of  air  has  worn  away  this  material.  As  near  as  I 
can  ascertain,  this  mixture  is  composed  largely  of  the  dust  of 
carborundum,  which  is  now  being  manufactured  in  large  quantities 
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at  Niagara  Falls.  In  taking  the  matter  up  with  this  company,  I 
find  that  Mr.  Siegheim  has  contracted  for  the  exclusive  output 
of  this  dust  for  five  years.  I  consider  this  a  very  important  inven- 
tion and  well  worthy  the  most  careful  consideration  of  the  engineers 
of  the  United  States.  It  seems  a  little  humiliating  that  the  Ger- 
mans should  get  ahead  of  us,  but  such  seems  to  be  the  case. 

As  near  as  can  be  estimated,  the  cost  of  an  outfit  for,  say,  40 
tons  per  day  of  10  hours,  will  be  as  follows,  using  slack  coal : 

Dryer,  estimated  cost $1,500.00 

Puh-erizer,  estimated  cost 2,500.00 

Feeders,  estimated  cost 1,000.00 

Conveyors,  elevators,  bins,  etc.,  necessary  handling  of  machinery...     2,000.00 

Total   $7,000.00 

Of  course,  this  cost  will  vary  considerably  according  to  cir- 
cumstances. 

Among  other  important  advantages  of  the  use  of  pulverized 
fuel  is  the  absolute  elimination  of  smoke,  and  this  is  one  that  ought 
to  be  considered  by  every  manufacturer,  especially  in  the  cities. 
When  our  health  officer  says,  as  he  has  said  on  several  occasions, 
that  the  death  rate  is  considerably  higher  in  the  smoky  sections  of 
the  city  than  elsewhere,  and  especially  in  pulmonary  troubles,  it 
ought  to  be  sufficient  to  induce  us  all  to  do  our  best  to  do  away 
with  the  smoke  nuisance.  Most  of  us  have  to  get  our  bread  and 
butter  in  the  central  part  of  this  city.  To  live  in  a  cloud  of  smoke 
must  necessarily  weaken  us  physically  and  shorten  our  lives. 
Therefore,  every  manufacturer  should  do  his  utmost  in  every  way 
to  eliminate  this  smoke  nuisance. 
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ACTION   OF   SEA  WORMS   OX  FOUNDATIONS   IN 
BOSTON  HARBOR. 


By  F.  W.  Hodgdon,   Member  Boston  Society  of  Civil  Engineers. 


[Remarks  at  meeting  of  that  Society,  February  18,  1903.*] 

The  trouble  from  worms  in  Boston  harbor  is  due  principally 
to  the  lininoria  terebrans,  a  small  worm  which  eats  timber  from 
the  outside.  In  attacking  piles  it  eats  on  all  sides  of  it,  the  princi- 
pal activity  being  a  foot  or  two  below  low  water  maik,  and  it  eats  in 
very  much  as  a  beaver  cuts  off  a  tree,  eating  away  the  wood  until 
only  a  small  section  not  rfiuch  larger  than  a  pencil  remains  at  the 
center,  which  is  generally  broken  off  by  the  waves  or  other  forces. 
The  way  in  which  it  eats  into  plank  is  shown  by  the  sample  marked 
''a"  (Fig.  i)  which  I  have  here.  This  was  taken  from  a  bulkhead 
built  through  the  center  of  a  wharf  on  the  Commonwealth  Flats  at 
South  Boston,  built  for  the  Metropolitan  Coal  Company,  and  shows 
the  results  of  the  work  of  the  worms  for  two  seasons.  This  other 
sample  marked  "b"  is  from  a  plank  taken  from  the  same  bulkhead 
at  about  the  same  elevation,  but  this  second  one  was  treated  by 
painting  it  over  with  carbolineum  avenarius,  a  patented  wood- 
preserving  preparation.  At  the  time  the  bulkhead  was  built  it  was 
desired  to  get  some  information  as  to  the  value  of  the  preservative, 
and  a  portion  of  the  spruce  planking  and  timbering  was  coated 
with  it,  being  applied  hot  with  a  brush  after  the  planks  had  been 
dried  to  a  certain  extent.  As  you  can  see,  the  coating  has  practi- 
cally preserved  the  plank  from  the  attack  of  the  worms,  only  a  few 
holes  having  been  bored  into  it,  and  these  in  spots  evidently  where 
the  coating  had  been  worn  off  in  the  handling  of  the  timber. 

^Manuscript  received  August  13,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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These  worms  are  very  active  in  the  clear  salt  water  in  the  outer 
harbor,  and  I  am  told  that  where  the  water  is  clear,  as  it  is  in  the 
outer  harbor,  they  will  eat  off  a  spruce  pile  in  about  five  years. 
Around  the  city  wharves,  where  the  water  gets  foul  from  sewage 
and  other  refuse  thrown  into  it,  the  worm  cannot  live,  and  further 
up  in  the  rivers,  where  the  inflow  of  fresh  water  is  so  great  as  to 
materially  reduce  the  proportion  of  salt  in  the  water,  the  worm  is 
not  found. 

Another  worm,  known  as  the  teredo  ucrc'alis,  or  ship  worm,  has 
given  us  very  little  trouble  in  Boston,  although  it  is  found  all  along 
the  Atlantic  coast.  South  of  Cape  Cod  it  is  very  active,  and  at 
Norfolk  I  am  told  that  it  w^ill  eat  off  an  oak  pile  in  one  year.  This 
worm  acts  in  an  entirely  different  manner  from  the  Uiiuwria,  as  is 
shown  by  samples  "c"  and  "d"  (Fig.  i).  It  enters  the  timber 
throusrh  a  verv  small  hole,  and  after  it  is  inside,  grows  and  bores 
out  a  chamber  about  one-quarter  of  an  inch  in  diameter,  winding 
through  the  timber  in  an  irregular  manner,  but  never  boring  out 
through  the  face,  but  coming  so  close  to  the  face  of  the  timber 
that  holes  are  very  easily  forced  through  it. 

The  only  real  case  of  this  worm  in  Boston  harbor  that  I  know 
of  occurred  a  few  years  ago  in  some  new  scows  owned  by  one  of 
the  dredging  companies.  These  scows  were  built  during  the  winter 
at  Bath,  Me.,  of  timber  brought  from  Georgia.  In  the  spring  they 
were  put  in  service  first  in  the  upper  harbor  of  Boston,  and  after 
being  in  use  a  short  time  there  were  sent  down  to  the  mouth  of 
the  harbor  where  the  main  channel  was  being  dredged.  After 
being  in  use  for  a  few  months  they  began  to  leak  very  badly, 
and  upon  examination  it  was  found  that  their  bottoms  were  honey- 
combed by  the  teredo.  Upon  an  examination  of  some  old  scows 
built  of  spruce  timber,  which  had  been  lying  alongside  of  the  new 
ones,  it  was  found  that  they  were  also  eaten  to  a  considerable 
extent.  The  scows  were  withdrawn  from  service  and  replanked, 
and  after  being  caulked,  sheathing  paper  was  placed  over  the 
bottom,  and  outside  of  this  i-inch  boards  were  spiked  to  the  sides 
and  bottom  of  the  scows  up  to  the  light  water  mark.  After  this 
no  further  trouble  was  had  with  them  and  no  other  scows  appear 
to  have  been  affected.  One  peculiarity  of  this  worm  is  that  it  will 
not  bore  from  one  plank  into  another,  no  matter  how  tight  the 
joint  may  be,  but  will  always  stay  in  the  timber  which  it  has  first 
entered.  Relying  on  this  fact,  timber  has  often  been  protected  by 
nailing  inch  boards  on  the  outside  of  it,  the  worms  entering  the 
inch  boards,  but  not  crossing  the  joint  into  the  main  timber. 


Fig.  I. 


« 
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I  have  heard  some  statements  that  the  worms  had  been  found 
in  and  around  Boston  at  other  points,  but  it  has  always  been  re- 
ported that  they  were  dead.  The  teredo  attacks  hard  woods,  such 
as  oak  and  the  hke,  often  more  readily  than  the  soft  woods.  Very 
soft  w^ood  hke  the  pahiietto  it  wih  not  attack  at  all,  while  the 
limuoria  is  much  more  destructive  to  the  soft  woods  than  to  the 
hard.  While  it  will  readily  eat  the  spruce  piles,  I  have  never  seen 
an  oak  pile  which  was  eaten  sufficiently  to  injure  the  pile,  and  I 
have  examined  some  piles  which  have  been  in  place  over  fifty  years. 

To  protect  our  sea-wall  foundations  from  these  w^orms  we  have 
to  be  very  sure  that  the  piles  are  completely  covered  by  the  riprap 
or  filling  around  them  so  that  the  worms  cannot  get  at  them.  At 
the  pier  built  by  the  New  England  Railroad  Company  at  South 
Boston,  the  material  surrounding  the  heads  of  the  foundation  piles 
at  about  low  water  mark  was  washed  away  at  a  few  places  and  I 
had  the  heads  of  the  piles  examined  and  found  that  the  worms  had 
got  in  and  eaten  the  heads  of  the  piles  to  a  considerable  extent. 
The  railroad  company  had  the  filling  replaced,  and  that  undoubt- 
edly stopped  the  further  action  of  the  worms. 

In  a  wall  which  I  designed  and  built  about  two  years  ago,  in 
order  to  be  sure  that  the  heads  of  the  piles  were  fully  protected,  the 
piles,  for  a  distance  of  about  3  feet  below  low  water  mark,  were 
surrounded  by  concrete,  which  came  up  over  the  heads  of  the  piles 
and  was  leveled  off  to  receive  the  stone  sea-wall.  In  front  of  this 
the  riprap  was  placed.  The  ordinary  method  of  capping  the  piles 
in  these  sea-wall  foundations  is  to  cover  them  with  a  grillage  of 
timber  or  plank  on  which  to  start  the  stone  masonry.  In  order  to 
get  the  foundations  as  low  as  possible  the  work  has  to  be  done  at 
times  of  extreme  low  water,  and  as  these  occur  only  for  a  short 
time  each  month,  the  w^ork  is  often  very  much  delayed.  By  using 
concrete  it  can  be  placed  when  the  tide  is  not  so  low  and  the  work 
is  facilitated  very  much,  and  also  it  protects  the  heads  of  the  piles 
much  more  thoroughly.  Another  advantage  is  that  it  is  very  diffi- 
cult to  be  sure  that  the  riprap  around  the  piles  is  filled  in  solid 
under  the  timber  grillage.  In  the  case  of  the  concrete  it  has  to  be 
supported  on  this  riprap  until  it  sets,  and  therefore  it  makes  a  solid 
connection  with  the  riprap. 

DISCUSSION. 

Q.     Do  these  worms  work  in  summer  or  in  winter? 

]\Ir.  Hodgdon. — Practically  only  in  summer  and  in  warm 
weather.  The  teredo  is  very  active  on  the  south  shore  of  ]\Iassa- 
chusetts;  it  acts  only  in  the  summer  months.     The  work  of  the 
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teredo  is  all  done  below  the  level  of  low  tides.  At  about  i  foot 
below  low  water  you  begin  to  find  them. 

]\Ir.  Fernald. — How  far  North,  Air.  Hodgdon,  does  the 
teredo  work? 

AIr.  Hodgdon. — It  apparently  does  not  come  into  Massachu- 
setts Bay.  They  have  them  at  Halifax  and  Nova  Scotia.  It  is  a 
smaller  worm  than  in  the  South ;  it  may  be  that  cold  weather  keeps 
them  from  growing  as  large  here  as  in  the  South. 

Those  in  the  dredging  scows  were  quite  large.  .1  have  seen 
some  about  the  same  size  that  came  from  Southern  ports. 

Q.  Will  the  teredo  attack  lumber  that  has  been  treated  by 
kyanizing  or  other  process  ? 

Mr.  Hodgdon. — I  don't  know  about  the  kyanizing,  but  at  the 
Norfolk  navy  yard  they  have  a  timber  dry  dock  and  the  outer 
platform  and  gate  was  built  of  creosoted  timber  and  held  the  worms 
off  for  a  long  time.  The  worm  in  that  vicinity  will  destroy  an  oak 
pile  in  one  season,  but  this  creosoted  work  held,  I  think,  ten  or 
twelve  years,  then  they  found  the  worms  had  got  into  it  and  they 
had  to  renew  it.  Creosote  cannot  be  forced  into  long-leaf  pine,  as 
it  is  too  solid.  They  have  to  use  the  softer,  spongy  short-leaf  pine, 
in  order  to  get  sufficient  oil  into  it  to  preserve  it. 

O.  I  would  like  to  ask  Mr.  Hodgdon  in  that  case  of  the  old 
Boston  Electric  Light  Company's  station  on  Summer  street,  if  the 
appearance  of  the  pile  heads  was  exactly  identical  with  that  sample 
of  the  worm  of  the  limrwriaf    I  think  that  was  at  grade  7^. 

Mr.  Hodgdon. — The  planks  that  are  in  the  wharf  that  this 
sample  was  taken  from  were  in  a  spruce  bulkhead  that  was  built 
through  the  middle  of  the  wharf  to  prevent  the  waves  from  driving 
through.  The  upper  portion  of  the  plank  was  not  attacked  at  all, 
and  almost  invariably  I  found  the  worms  eating  just  above  the  mud 
and  up  to  just  below  low  water.  That  is  where  they  gti  in  their 
work ;  it  is  where  they  are  covered  up  by  the  water  all  the  time. 

Mr.  Henry  Manley. — In  the  year  1888  a  careful  examination 
of  the  pile  bridges  in  the  city  of  Boston  was  made  with  special 
reference  to  the  danger  from  marine  worms  or  timber  destroyers. 
It  came  about  through  an  accident  on  the  bridge  of  the  Fitchburg 
Railroad  over  the  Charles  River,  caused  by  the  giving  way  of  over- 
loaded oak  piles.  One  of  the  broken  piles  showed  a  single  hole 
about  as  large  as  a  pipesfem,  which  may  or  may  not  have  been 
bored  by  the  teredo.  The  fact  that  this  hole  was  found  was  ex- 
ploited in  the  papers,  and  an  examination  of  the  bridges  belonging 
to  the  city  was  ordered  by  the  city  government.  A  special  report 
was  made  in  October,  1888,  and  in  the  regular  annual  report  of  the 
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city  engineer  for  the  same  year  some  of  the  results  of  the  examina- 
tion were  given  in  more  detail.  The  report  quotes  from  "The  Fish- 
eries and  Fishery  Industries  of  the  United  States,"  by  George 
Brown  Goode,  1884,  a  publication  of  the  United  States  Fish  Com- 
mission, and  as  it  is  the  best  concise  description  of  the  limnoria 
with  which  I  am  acquainted,  it  is  here  reproduced. 

THE  GRiBBLE  OR  BORING  LIMNORIA — Liuinoria  Lignorum,   White. 

''The  little  crustacean  pest,  which  measures  less  than  one-fifth 
of  an  inch  in  length,  is  a  very  common  inhabitant  of  our  Atlantic 
coast  from  the  Gulf  of  St.  Lawrence  to  Florida,  and  also  occurs 
abundantly  on  the  coast  of  Great  Britain  and  of  other  parts  of 
Europe.  In  spite  of  its  small  size,  it  is  very  destructive  to  all  kinds 
of  submarine  woodwork,  which  it  rapidly  eats  away.     Its  body, 


Chelura  Terebrans;  Male;  Lateral  View.     Enlarged  about  Twelve 

Diameters. 

which  is  subcylindrical  in  shape,  consists  of  fourteen  segments, 
the  anterior  one  being  the  head ;  the  two  ends  are  rounded  and  the 
sides  are  nearly  straight  and  parallel  to  one  another.  The  first 
seven  segments,  not  including  the  head,  bear  each  a  pair  of  short 
legs.  It  makes  its  burrow  by  means  of  stout  mandibles  or  jaws.  In 
color  it  is  grayish,  the  upper  surface  of  the  body  being  covered 
with  minute  hairs,  to  which  more  or  less  dirt  usually  adheres. 

''The  gribble  generally  lives  above  and  just  below  low  water 
mark,  but  has  been  found  at  times,  though  very  rarely,  as  low 
down  as  7  to  10  fathoms.  It  gnaws  burrows  info  all  sorts  of  sunken 
or  floating  wood  near  the  shore,  and  lumber  or  driftwood  left  for 
some  time  on  muddy  shores  is  pretty  certain  to  be  attacked  by  it. 
The  burrows  are  made  to  the  depth  of  about  half  an  inch,  and  when 
they  become  numerous  enough  to  reduce  the  superficial  layer  of 
wood  to  a  mere  honeycomb,  it  scales  off,  leaving  a  fresh  surface, 
which  is  at  once  attacked.  Much  damage  is  done  by  this  little 
creature  to  the  piles  of  wharves  and  other  submarine  woodwork 
all  along  our  Atlantic  coast,  and  numerous  methods  of  stopping  its 
ravages  have  been  devised.     It  has  been  observed  attacking  the 
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gutta-percha  of  submarine  telegraph  cables.  Professor  Verrill  de- 
scribes its  habits  and  the  damage  done  on  the  American  coast  as 
follows  :  'It  has  the  habit  of  eating  burrows  for  itself  into  solid 
wood  to  the  depth  of  about  half  an  inch.  These  burrows  are 
I'nearly  round,  and  of  all  sizes  up  to  about  a  sixteenth  of  an  inch 
in  diameter,  and  they  go  into  the  wood  at  all  angles,  and  are  usually 
more  or  less  crooked.  They  are  often  so  numerous  as  to  reduce  the 
wood  to  mere  series  of  thin  partitions  between  the  holes.  In  this 
state  the  wood  rapidly  decays,  or  is  washed  away  by  the  waves, 
and  every  new  surface  exposed  is  immediately  attacked,  so  that 
layer  after  layer  is  rapidly  removed,  and  the.  timber  thus  wastes 
away  and  is  entirely  destroyed  in  a  few  years.  It  destroys  soft 
w^oods  faster  than  hard  ones,  but  all  kinds  are  attacked  except  teak. 
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It  works  chiefly  in  the  softer  parts  of  the  wood,  between  the  hard 
annual  layers,  and  avoids  the  knots  and  lines  of  hard  fiber  connected 
with  them,  as  well  as  rusted  portions  around  nails  that  have  been 
driven  in,  and  consequently,  as  the  timber  wastes  away  under  its 
attacks,  these  harder  portions  stand  out  in  bold  relief. 

'"Where  abundant,  it  will  destroy  soft  timber  at  the  rate  of  half 
an  inch  or  more  every  year,  thus  diminishing  the  effective  diameter 
of  piles  about  an  inch  annually.  Generally,  however,  the  amount 
is  probably  not  more  than  half  this ;  but  even  at  that  rate  the  largest 
timbers  will  soon  be  destroyed  especially  when,  as  often  happens, 
the  teredos  are  aiding  in  this  work  of  destruction.  It  lives  in  a 
pretty  narrow  zone,  extending  a  short  distance  above  and  below 
low  water  mark.  It  occurs  all  along  our  coasts,  from  Long  Island 
Sound  to  Nova  Scotia.  In  the  Bay  of  Fundy  it  often  does  great 
damage  t*o  the  timbers  and  other  woodwork  used  in  constructing 
the  brush  fish  weirs,  as  well  as  to  the  wharves,  etc.  At  Wood's 
HoU  it  was  found  to  be  very  destructive  to  the  piles  of  the  wharves. 


ACTION  OF  SEA  WORMS  ON  FOUNDATIONS.  55 

The  piles  of  the  new  government  wharves  have  been  protected  by 
broad  bands  of  tin  plate  covering  the  zone  which  it  chiefly  affects. 
North  of  Cape  Cod,  where  the  tides  are  much  greater,  this  zone  is 
broader  and  this  remedy  is  not  so  easily  applied.  It  does  great 
damage  also  to  ship  timber  floating  in  the  docks,  and  greater  losses 
are  sometimes  caused  in  this  way.  Complaints  of  such  ravages  in 
the  navy  vard  at  Portsmouth,  X.  H.,  have  been  made,  and  they 
also  occur  at  the  Charlestown  navy  yard  and  in  the  piles  of  the 
wharves  at  Boston.  Probably  the  wharves  and  other  submerged 
woodwork  in  all  our  seaports,  from  Xew  York  northward,  are 
more  or  less  injured  by  this  creature,  and,  if  it  could  be  accurately 
estimated,  the  damage  would  be  found  surprisingly  great. 

"  'Unlike  the  teredo,  this  creature  is  a  vegetarian,  and  eats  the 
wood  which  it  excavates,  so  that  its  boring  operations  provide  it 
with  both  food  and  shelter.  The  burrows  are  made  by  means  of 
its  stout  mandibles  or  jaws.  It  is  capable  of  swimming  quite 
rapidly,  and  can  leap  backward  suddenly  by  means  of  its  tail.  It 
can  creep  both  forward  and  backward.  Its  legs  are  short  and  better 
adapted  for  moving  up  and  down  in  its  burrow  than  elsewhere,  and 
its  body  is  rounded,  with  parallel  sides,  and  well  adapted  to  its 
mode  of  life.  When  disturbed  it  will  roll  itself  into  a  ball.  The 
female  carries  seven  to  nine  eggs  cr  young  in  the  incubatory  pouch 
at  one  time. 

"  'The  destructive  habits  of  this  species  were  first  brought 
prominently  into  notice  in  1811,  by  the  celebrated  Robert  Stephen- 
son, who  found  it  rapidly  destroying  the  woodwork  .at  the  Bell 
Rock  Lighthouse,  erected  by  him  on  the  coast  of  Scotland.  Since 
that  time  it  has  been  investigated,  and  its  ravages  have  been  de- 
scribed by  numerous  European  writers.  It  is  very  destructive  on 
the  coast  of  Great  Britain,  where  it  is  known  as  the  ''gribble."  The 
remedies  used  to  check  its  ravages  are  chiefly  copper  or  other 
metallic  sheathing ;  driving  broad-headed  iron  nails,  close  together, 
into  the  part  of  the  piles  subject  to  their  attacks,  and  applying  coal- 
tar,  creosote  or  verdigris  paint  once  a  year  or  oftener/  " 

The  city  engineer's  report  further  says :  ''The  two  remaining 
animals  referred  to  are  the  teredo  navalis,  or  ship  worm,  and  the 
cheliira  terebrans.  The  teredo  is  found  in  warm  climates  in  nearly 
all  parts  of  the  world.  In  appearance  it  is  a  large  soft  worm,  and 
mav  grow  to  the  length  of  18  inches  and  to  a  diameter  of  f  inch;  it 
burrows  in  the  interior  of  the  timber,  and  when  it  is  numerous  the 
timber  is  soon  reduced  to  a  mere  shell.  It  is  abundant  on  the 
southern  coast  of  Massachusetts,  but  is  not  found  north  of  Cape 
Cod." 
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Of  the  chclura,  the  authority  already  quoted  says : 

''Tliis  very  destructive  Httle  crustacean,  which  is  of  common 
occurrence  on  the  European  coast,  from  Southern  Norway  to  the 
Adriatic  Sea,  has  so  far  been  noticed  on  the  Atlantic  coast  of  the 
United  States  at  only  two  places,  Wood's  HoU  and  Provincetown, 
Mass. 

*'At  both  of  these  localities  it  was  found  associated  with  the 
^gribble'  (limnoria  Ugnorum),  in  the  submerged  piles  of  old 
wharves.  It  is  more  than  possible,  however,  that  it  is  a  common 
inhabitant  of  our  coast,  doing  a  certain  amount  of  the  damage 
hitherto  ascribed  to  other  boring  animals.  Without  a  careful  exami- 
nation, it  is  quite  easy  for  an  unskilled  eye  to  confound  chelura  with 
limnoria^  although  they  belong  to  very  distinct  divisions  of  the 
crnstaccaf' 

"Specimens  of  the  timber  secured  by  the  diver  from  two  locali- 
ties infested  by  the  limnoria  were  submitted  to  Prof.  S.  I.  Smith, 
of  New  Haven  (who  first  identified  the  chelura  in  this  country), 
and  to  Professor  Hyatt,  of  the  Boston  Society  of  Natural  History, 
and  were  carefully  examined  by  them,  but  no  specimens  of  the 
chelura  were  found.  The  sample  of  spruce  timber  examined  was 
taken  from  Broadway  Bridge,  Boston,  at  a  depth  of  about  14  feet 
below  low  water,  and  the  oak  timber  came  from  Chelsea  Street 
Bridge  in  East  Boston,  at  a  depth  of  about  20  feet  at  low  water. 
The  limnoria  was  abundant  in  each  case." 

The  steamboat  wharf  at  Deer  Island,  which  was  rebuilt  in  1879 
because  of  the  ravages  of  the  limnoria,  had  been  built  for  twenty- 
four  years.  In  rebuilding  in  1879  larger  oak  piles  were  used,  but 
a  recent  examination  has  shown  that  many  of  the  piles  have  been 
practically  destroyed.  The  wharf  at  Gallops  Island,  built  in  1872, 
is  also  badly  damaged,  and  many  piles  will  be  replaced  this  season. 
Wharves  at  Rainsfords  and  Long  Islands  also  show  serious  injuries 
from  the  limnoria.  On  the  other  hand,  oak  piles  in  the  upper 
harbor,  where  the  water  is  more  foul,  resist  much  longer,  and  there 
are  probably  many  piles  in  Cragie's  Bridge  which  have  been  in  ser- 
vice for  more  than  a  hundred  years. 

A  reference  to  the  inroad  of  the  teredo  in  Boston  harbor, 
alluded  to  by  Mr.  Hodgdon,  was  made  in  the  Journal  of  the 
Association  of  Engineering  Societies,  in  the  May  number  of 
the  year  1894. 

A  paper  by  Charles  H.  Snow  {Transactions  Am.  Soc.  C.  E., 
vol.  xl,  1898),  on  ''Marine  Wood  Borers,"  gives  a  very  complete 
account  of  the  teredo  and  a  less  full  account  of  the  limnoria  and 
other  borers. 


No. 


No.  2. 


No.  I.     Spruce  Pile  Attacked  by  the  Limnoria  Terebrans.     The  Lower 
Part  Shows  the  Pile  Uninjured,  where  It  was  under  the  Mud. 

No.  2.     Hard  Pine  Timber  Attacked  by  the  Limnoria. 


H 


Spruce  Piles  Destroyed  by  the  Limnoria  Terebrans. 


Surface  of  Spruce  Pile  Attacked  by  the  Limnoria  Terebrans.     Full  Size. 
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GOLDSCHMIDT  METHOD  OF  METALI.URG  Y  AXD  HIGH 

TEMPERATURE  PRODUCTION  BY  MEAIN^S  OF 

THERMITE. 


By  B.   Palmer  Caldwell,   Assistant  Professor  of   Chemistry,  Tulane 

University. 


[Read  before  the  Louisiana   Engineering   Society,   May   11,    1903.*] 

The  notice  which  has  been  sent  you  of  this  meeting  of  the 
Louisiana  Engineering  Society  has  stated  that  I  would  talk  to 
you  about  the  Goldschmidt  method  of  metallurgy  and  high  tem- 
perature production  by  means  of  thermite.  I  am  afraid  that 
I  may  be  opening  up  a  subject  that  is  more  or  less  old  to  some  of 
you,  as  the  daily  papers  have,  within  the  last  year,  contained  more 
than  one  account  of  the  glowing  possibilities  awaiting  the  employ- 
ment of  this  wonderful  substance,  thermite. 

No  sooner  are  discoveries  made  in  any  branch  of  science  than 
the  semi-scientific,  semi-popular  papers  and,  in  a  remarkably  short 
time,  the  daily  journals  also  light  upon  them  and  they  form 
the  subject  of  articles  in  which  properties  are  ascribed  to  them  far 
more  wonderful  than  their  discoverers  had  known,  and  brilliant 
futures  predicted  for  them  far  rosier  than  their  nearest  friend  had 
ever  dared  to  dream.  In  proof  of  this,  recall  the  reception  given  to 
Koch's  lymph,  to  the  Roentgen  rays  and  very  recently  to  radium 
and  the  whole  family  of  radiferous  substances. 

Do  not  understand  that  I  altogether  condemn  these  journalistic 
efforts,  for  I  do  not.  They  are  generally  founded  on  a  germ  of 
truth,  even  though  they  appear  to  be  wholly  the  product  of  a  fertile 
imagination.  Now,  imagination  is  a  good  attribute  for  a  scientist 
to  cultivate ;  one  thing  is  necessary,  however,  that  the  scientist  draw 
a  sharp  line  of  separation  between  his  facts  and  his  fantasies. 

And  so  thermite  has  recently  had  its  turn. 

The  subject,  as  given,  would  naturally  divide  my  talk  into  two 
parts ;  the  first  dealing  with  metallurgy,  or  the  gaining  of  metals, 
by  means  of  thermite ;  the  second,  the  production  of  high  tempera- 
tures by  means  of  thermite.  But,  as  the  latter  is  merely  the  result 
of  the  heat  liberated  in  the  chemical  reaction  that  causes  the  former, 
both  parts  must  necessarily  be  considered  together. 

Now,  what  is  thermite,  and  what  is  the  nature  of  the  chemical 
reaction  which  causes  so  much  heat?  Thermite  is  the  name  given 
to  a  mixture  of  iron  oxide  and  the  metal  aluminium  in  a  finelv 
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divided  condition.  The  reaction  is  the  reduction  of  the  oxide  of 
iron  to  metalHc  iron  by  the  aluminium  which  is  oxidized  to  alumin- 
ium oxide.     As  represented  by  a  chemical  equation  the  reaction  is : 

.      2AI  +  Fe,03  =  AUO3  +  2Fe, 

or  if  the  ferroso-ferric  oxide  is  taken  : 

8A1  +  4Fe,03  =  4ALO3  +  8Fe. 

We  have,  then,  the  formation  of  metallic  iron  which  is  in  the 
molten  state  beneath  a  layer  of  molten  slag — the  aluminium  oxide 
or  corundum. 

Why  does  this  reaction  take  place?  Berthelot,  whose  work  in 
the  subject  of  thermo-chemistry  is  classical,  expressed  in  his  ''Essai 
dc  Mcchaniquc  Chiinique'  (1.  xxix)  what  he  called  the'lavv'  of 
"maximum  work" :  "Every  chemical  change  accomplished  without 
the  addition  of  energy  from  without  tends  to  the  formation  of  that 
body,  or  system  of  bodies,  the  production  of  which  is  accompanied 
by  the  evolution  of  the  maximum  quantity  of  heat."  This  law  he 
elsewhere  states  in  other  words  as  the  "theorem  of  the  necessity 
of  reactions"  thus :  "Every  chemical  change,  which  can  be  accom- 
plished without  the  aid  of  a  preliminary  action,  or  the  addition  of 
energy  from  without  the  system,  necessarily  occurs  if  it  be  accom- 
panied by  disengagement  of  heat."  Thomsen,  also,  more  than  forty 
years  ago,  stated  the  law  of  "maximum  work." 

When  viewed  rigidly  the  law  of  maximum  work  is  found  want- 
ing in  some  respects ;  nevertheless,  the  fact  remains  that  when  the 
physical  conditions  of  comparable  chemical  processes  are  kept  as 
nearly  as  possible  constant,  the  process  which  involves  the  maxi- 
mum production  of  heat  very  frequently  occurs  in  preference  to 
other  processes,  or  occurs  to  a  considerably  greater  extent  than  any 
of  these  other  processes. 

In  the  reaction  before  us,  then,  we  may  compare  the  heats  of 
formation  of,  say,  aluminium  oxide  and  iron  oxide  from  their  respec- 
tive elements.  If  the  former  is  greater  we  may  expect  the  decomposi- 
tion of  iron  oxide  by  aluminium ;  if  the  latter  is  greater,  the  reverse 
reaction  will  take  place.  But  first  let  me  explain  a  term  which  is 
perhaps  a  technical  one.  What  is  meant  by  the  heat  of  oxidation? 
The  heat  of  oxidation  of  a  substance  is  the  quantity  of  heat  pro- 
duced by  the  complete  oxidation  of  that  substance  to  form  those 
masses  of  the  products  of  oxidation  which  are  represented  by  the 
chemical  formulae  of  these  products — in  other  words,  the  quantity 
of  heat  liberated  in  the  combustion  of  chemically  comparable  quan- 
tities of  combustible  substances  to  the  formation  of  chemically  com- 
parable quantities  of  the  products  of  oxidation. 
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Let  us  therefore  compare  the  heats  of  formation  of  iron  oxide 
(FeoOg)  and  aluminium  oxide  (AUOg). 

Oxide.  Heat  in  Calories. 

ALO33H.O    594-0 

Fe.033H.O    396.4 

The  difference  is  nearly  200  calories.  By  the  law  of  maximum 
work  we  should  expect  the  reaction  to  go  as  has  been  indicated. 
Experiment  shows  that  it  does,  and  that  iron  oxide  is  reduced  by 
metallic  aluminium  to  metallic  iron ;  and  a  large  q-uantity  of  heat 
is  evolved  in  the  reaction. 

So  much  then  for  the  reaction  between  iron  oxide  and  metallic 
aluminium. 

If  this  reaction  takes  place  between  these  two  substances  (metal 
and  oxide),  does  it  also  take  place  between  others?  One  answer 
to  this  question  is  the  trial  of  the  experiment.  But  a  study  of  the 
heats  of  formation  of  other  oxides  and  the  comparison  of  them 
with  that  of  aluminium  oxide  will  also  serve  the  same  purpose. 

I  will  give  the  heats  of  formation  of  some  oxides  of  metals 
and  of  a  few  oxides  of  non-metals.  A  comparison  shows  that  the 
heat  liberated  in  the  formation  of  aluminium  oxide  (AUOg)  is 
far  greater  than  in  these  cases,  and  hence,  according  to  the  law  of 
maximum  work,  the  tendency  for  that  compound  to  be  formed  is 
very  great.  And  experiment  shows  that  the  reaction  does  take 
place. 

TABLE  OF  HEATS  OF  FORMATION  OF  CERTAIN 
OXIDES    OF   METALS    AND    NON-METALS. 

Oxide.                                                                                            Heat  in  Calories. 
AI2O33H2O     5940 

H3O    (soHd)    69.8 

N2O5    (solid)    I3-I 

SO2    (gaseous)    7i-0 

CO-    (gaseous)    94-3 

Fe2033H20 396.4 

MnOH.O     94-8 

CaO    131-0 

CaOH.O    214.9 

SrO     128.0 

SrOILO   214.5 

ZnO     85.3 

ZnOH.O    82.7 

NiOH.O    60.8 

C0OH2O    63.4 

CuO    37.2 

This  then  covers  the  metallurgical  side  of  my  subject.  Of 
course,  you  engineers  will  immediately  ask  about  the  costs,  and  no 
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thought  is  necessary  to  make  you  see  that  this  method  of  production 
of,  e.g.,  iron  would  so  far  exceed  in  cost  the  ordinary  method  of 
reduction  of  the  ore  with  coke,  that  its  employment  for  the  com- 
mercial production  of  iron  is  an  impossibility,  and  doubtless  always 
will  be.  But  there  is  one  point  to  be  considered ;  iron  made  by  the 
ordinary  smelting  process  is  never  pure,  but  contains  varying 
quantities  of  carbon,  some  combined  in  the  shape  of  carbides,  the 
rest  graphitic.  This  iron  is  pure  enough  for  all  the  ordinary  pur- 
poses for  which  it  is  intended,  but  often  pure  iron  is  desired,  and 
this  thermite  method  gives  it.  In  the  obtaining  of  other  metals  like 
chromium,  manganese,  cobalt,  nickel,  which  command  higher 
prices,  especially  those  which  are  used  to  impart  certain  properties 
to  iron,  this  method  may  be  of  some  commercial  value. 

It  is  the  other  side  of  the  subject  that  promises  more  to  the 
engineer,  viz.,  the  production  of  high  temperatures,  and  to  that  I 
now  turn. 

We  have  seen  that  in  the  reaction  between  metallic  aluminium 
and  iron  oxide  a  large  quantity  of  heat  is  liberated.  Now,  if  this 
heat  can  be  confined  within  a  small  space,  and  is  liberated  all  in  a 
short  time,  then  the  intensity  increases  and  we  have  high  tempera- 
ture. These  two  points :  ( i )  The  production  of  the  heat  through 
a  confined  space,  and  (2)  the  instantaneous  production  of  it  are 
fully  met,  so  that  we  have  in  thermite  a  notable  producer  of  high 
temperatures. 

Goldschmidt  claims  that  in  a  suitably  constructed  and  yet  sim-^ 
pie  apparatus  a  temperature  of  3000°  Centigrade  or  7200°  Fahren- 
heit can  be  obtained.  The  temperature  of  the  electric  arc  has  been 
variously  estimated ;  it  is  probably  between  3000°  and  3500°  C. 
The  temperature  reached  in  an  electric  furnace  probably  does  not 
exceed  1500° -2000°  C.  But  the  most  important  point  is  that  this 
temperature  of  3000°  can  be  obtained  by  means  of  thermite  in  an 
instant  of  time,  and  can  be  applied  conveniently  over  as  small  space 
as  desired. 

It  is  to  this  feature  that  I  would  especially  call  your  attention. 
I  am  aware  that  most  of  you  are  not  mechanical  but  civil  engineers. 
But  you  may  at  any  time  be  called  upon  to  exercise  the  function, 
of  a  mechanical,  electrical,  chemical,  architectural  or  any  other  kind] 
of  an  engineer ;  and  I  believe  it  can  be  truly  said  of  the  civil  engi- 
neer that,  chameleon-like,  he  changes  his  color  quickly  and  natu- 
rally, and  appears  to  advantage  in  all. 

The  application  of  thermite  as  a  heat  producer  has  so  far  been 
made  to  problems  of  iron  welding,  especially  the  w- elding  of  street] 
car  rails  in  situ,  bridge  beams  and  structural  iron  of  all  sorts,  pipes,j 
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etc.  The  temperature  of  fusion  of  iron  is  around  1600°  C,  which 
is  far  below  the  3000°  claimed  for  this  reaction.  Other  processes 
which  require  heat  will  readily  suggest  themselves  to  you,  in 
which  the  application  of  thermite  may  prove  advantageous. 

A  word  should  be  said  about  the  manipulation  of  the  sub- 
stances. In  the  production  of  metals  the  ore  [oxide]  is  mixed  with 
finely  divided  metallic  aluminium  and  the  mixture  placed  in  some 
receptacle  as  a  Hessian  crucible.  On  the  surface  of  the  mixture  is 
placed  a  little  ''kindling  mixture,"  which  is  itself  a  mixture  of 
barium  peroxide  and  aluminium.  On  this  is  placed  a  ''cartridge," 
which  is  a  little  pellet  of  the  "kindling  mixture"  with  an  inch 
strip  of  magnesium  ribbon  sticking  out  from  its  center.  The 
magnesium  ribbon  is  lighted  with  a  match,  and  burns  with  the 
evolution  of  some  heat.  This  heat  serves  to  start  the  reaction 
between  the  barium  peroxide  and  the  metallic  aluminium  which 
evolves  a  larger  quantity  of  heat.  This  heat  suffices  to  start  the 
main  reaction — between  the  metallic  aluminium  and  the  oxide — ■ 
which  proceeds  throughout  the  whole  mass  of  the  mixture  with  the 
evolution  of  a  large  quantity  of  heat.  The  crucible  may  now  be 
turned  upside  down,  and  the  molten  metal  will  pour  out  together 
witli  the  molten  slag — aluminium  oxide  or  corundum.  Or  the  cruci- 
ble may  be  allowed  to  cool  when  it  may  be  broken  off  with  the  solidi- 
fied slag,  leaving  an  ingot  or  button  of  the  metal.  In  the  use  of 
thermite  as  a  heat  producer  the  manipulation  is  practically  the  same, 
varying  with  the  nature  and  size  of  the  pieces  welded.  Usually 
the  parts  are  surrounded  at  the  point  of  junction  with  sand,  fire- 
bricks, etc.,  to  confine  the  heat  and  the  thermite  is  placed  within 
this  improvised  furnace. 

The  production  of  thermite  is  controlled  by  patents  in  all  civi- 
lized countries ;  the  substances  can  be  obtained  from  the  Chemische 
Thermo-Industrie  G.  m.  b.  H.,  Essen-Ruhr,  Germany.  In  Ger- 
many the  prices  are :  Thermite,  3.75  mk.  per  kilo. :  kindling  mix- 
ture, 6  mk.  per  kilo. ;  cartridges,  5.50  mk.  per  hundred. 

The  following  demonstrations  were  made  before  the  society : 

1.  The  making  of  carbon-free  iron. 

2.  The  making  of  carbon-free  manganese. 

3.  The  making  of  carbon-free  cobalt. 

4.  The  making  of  carbon-free  nickel. 

5.  The  making  of  carbon-free  chromium. 

6.  The  heating  of  an  iron  plate. 

An  iron  plate  f  inch  thick  was  placed  upon  supports  so  that 
its  underside  could  be  seen.  The  thermite  mixture  was  placed 
upon  it  in  the  space  between  three  bricks  and  fired  in  the  usual 
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v/ay.  Immediately  the  underside  of  the  plate  became  red,  then 
white  hot  below  where  the  reaction  was  takings  place,  while  2  inches 
away  or  less  the  plate  was  perfectly  cold. 

7.  The  melting  of  iron. 

Some  of  the  thermite  mixture  was  placed  in  the  bottom  of  a 
small  Hessian  crucible,  and  into  this  was  pressed  a  rod  of  iron 
I  inch  in  diameter.  The  mixture  was  then  fired.  The  rod  melted 
down  like  wax. 


See  Marine  Engineering,  June,  1903,  p.  329,  for  accounts  of 
application  of  thermite  to  ship  repair. 

The  American  agent  of  the  Thermite  Company  is  Mr.  C.  B. 
Schultz,  149  Broadway,  New  York. 
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THE  HEYLAIN^D  IISTDUCTION  MOTOR. 


By  a.  S.  Langsdorf. 

[Read  before  the  Engineers'   Club  of  St.  Louis,  June  3,   1903.*] 

During  the  last  few  years  the  technical  journals  have  contained 
frequent  accounts  of  the  invention  by  Mr.  Heyland  of  a  form  of 
induction  motor  which  operates  at  unity  power  factor.  The  pub- 
lished articles,  however,  have  been  so  scattered  that  it  has  appeared 
desirable  to  the  writer  to  present  the  subject  to  the  members  of  this 
Club  in  connected  form.f  The  theory  of  operation  of  the  Heyland 
motor  is,  however,  so  intimately  connected  with  that  of  the  ordi- 
nary type  that  a  brief  review  of  the  principles  of  the  latter  is  in- 
cluded as  a  part  of  the  description  of  the  former. 

From  the  standpoint  of  mechanical  operation,  the  polyphase 
induction  motor  closely  resembles  the  ordinary  continuous  current 
shunt  motor;  for  example,  in  their  common  tendency  towards  con- 
stant speed  with  constant  impressed  e.m.f. ;  in  the  improvement  of 
speed  regulation  effected  by  reducing  armature  resistance,  and  in 
the  feature  of  a  practically  constant  field  at  all  loads. 

In  fact,  the  induction  motor  may  be  regarded  from  one  point 
of  view  as  an  evolution  of  the  shunt  motor.  For  it  is  well  known 
that  a  D.  C.  shunt  motor  preserves  the  same  direction  of  rotation, 
irrespective  of  the  direction  of  the  current  in  the  supply  circuit; 
theoretically,  therefore,  the  shunt  motor  would  continue  to  rotate  in 

*Manuscript  received  September  25,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 

tThis  paper  had  been  prepared  before  the  writer  received  a  copy  of  an 
article  on  the  same  subject  by  Professor  C.   A.  Adams,  published  in  the 
Transactions  of  the  American  Institute  of  Electrical  Engineers,  Vol.  XX, 
p.  761. 
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the  same  direction  whether  the  impressed  e.m.f.  remains  uni-direc- 
tional  or  whether  it  continually  reverses ;  thus,  in  the  limit,  if  the 
reversals  are  rapid  and  periodic,  the  motor  would  be  operating  on  an 
alternating  current  supply.  Practically,  however,  this  would  intro- 
duce great  complications,  and  the  motor  would  either  spark  vi- 
ciously or  refuse  to  operate  at  all.  For,  in  the  above  discussion,  it  is 
assumed  that  currents  in  the  armature  and  the  field  circuit  reverse 
simultaneously,  which  cannot  be  the  case  when  the  impressed  e.m.f. 
is  rapidly  alternating ;  here  the  effect  of  self-induction,  or  magneto- 
electric  inertia,  disturbs  the  otherwise  simple  action.  The  armature 
consists  of  relatively  few  turns  of  wire,  while  the  field  has  very 
many  ;  the  choking  action  of  the  armature  upon  the  current  is,  there- 
fore, very  much  less  than  that  of  the  field  circuit,  so  that  the  current 
through  the  armature  will  alternate  nearly  in  unison  with  the  alter- 
nations of  the  impressed  e.m.f.,  while  that  through  the  field  will  not. 
As  a  matter  of  fact,  the  field  current  would  lag  in  phase  behind  the 
e.m.f.  by  nearly  a  quarter  of  a  period,  only  Teaching  a  maximum 
after  the  armature  current  has  passed  its  largest  value  and  has 
fallen  to  nearly  zero.  The  result  is  that  when  the  magnetic  field, 
fluctuating  in  unison  with  the  field  current,  is  a  maximum,  and. 
therefore,  best  suited  to  produce  a  torque,  there  is  little  or  no  arma- 
ture current  to  react  on  that  field,  and  hence  there  is  little  or  no 
torque.  Torque,  or  turning  moment,  is  proportional  to  the  product 
of  corresponding  values  of  field  strength  and  armature  current :  in 


Armature  Current 


Torque 


FIG.  1 


Fig.  I,  curve  A  represents  the  variations  in  this  product  through 
one  complete  cycle  of  changes,  which  shows  that  upon  the  whole  the 
torque  is  as  much  negative  as  positive. 

However,  a  consideration  of  this  figure  shows  that  this  trouble 
may  be  cured  by  supplying  the  field  and  armature  from  independ- 
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ent  circuits,  whose  alternations  are  out  of  phase  with  respect  to 
each  other  by  a  quarter  of  a  period.     In  Fig.  2,  for  instance,  if 


FIG,  2 


the  alternating-  e.m.f.  impressed  upon  the  field  circuit  is  a  quarter  of 
a  period  ahead  of  the  corresponding  armature  e.m.f.,  the  resultant 
field  magnetism  and  armature  current  will  be  in  phase,  or  nearly 
so,  thus  yielding  a  torque  which  is  mainly  positive  in  value.  This 
method  is,  therefore,  equivalent  to  the  use  of  a  two-phase  supply 
circuit. 

Although  the  above-outlined  plan  effects  an  increased  torque 
and,  therefore,  a  greater  output,  it  still  fails  to  obviate  the  serious 
evil  of  sparking  at  the  commutator.  To  get  around  this  difficulty 
it  is  necessary  to  take  the  bull  by  the  horns  and  do  away  with  the 


FIG.  3 


commutator  altogether  When  this  is  done,  the  necessary  flow  of 
current  in  the  armature  conductors  is  effected  by  utilizing  the 
phenomenon  of  magneto-electric  induction  familiarly  exempUfied 
in  the  ordinary  static  transformer.  To  accomplish  this  the  armature 
is  wound  with  a  closed  coil  winding,  or  even  with  the  ordinary 
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squirrel-cage  arrangement  of  conductors,  and  is  surrounded  by  a 
coil,  or  group  of  coils,  connected  to  one  of  the  two  supply  phases. 
Thus,  as  in  Fig.  3,  the  armature  is  surrounded  by  two  windings, 
one  of  which,  connected  to  phase  A,  furnishes  the  field  magnetism ; 
the  other,  connected  to  phase  B,  carries  the  energy  current,  which, 
after  the  ordinary  transformer  action,  reappears  in  the  armature. 

This  arrangement  is  still  defective  in  that  it  loads  the  two 
phases,  A  and  B,  unequally,  for  A  carries  merely  the  small  mag- 
netizing current,  while  B  carries  the  much  larger  current  to  be  trans- 
formed into  mechanical  energy. 

The  next  step  in  the  improvement  of  the  operation  must,  there- 
fore, be  directed  towards  an  equalization  of  the  current  consumption 
in  the  two  phases.    This  might  be  done  in  the  following  manner: 


FIG.  4: 


Wind  the  armature  as  before,  but  surround  it  with  four  coils, 
connected  to  phases  A  and  B,  as  indicated  in  Fig.  4.  The  pair  of 
windings  M-^  and  E2  now  act  together  as  in  the  previous  case,  while 
M2  and  El  act  similarly  in  all  respects,  thus  dividing  the  total  action 
between  the  two  pair.  Each  phase  is  now  equally  loaded,  since  each 
provides  half  of  the  magnetizing  and  energy  currents. 
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The  resultant  effect,  however,  would  be  precisely  the  same 
if  the  original  two  coils  only  were  used.  For  since  M^  and  Ej,  and 
similarly  M,  and  Eg,  are  in  parallel,  they  are  equivalent  to  a  single 
coil;  if  we  think  of  them,  therefore,  as  thus  combined,  each  of  the 
two  resultant  coils  would  carry  a  current  whose  components  are  the 
magnetizing-  current  of  one  phase  and  the  energy  current  of  the 
other. 

We  have  now  arrived  at  a  point  where  the  ordinary  shunt 
motor  has  been  evolved  into  the  well-known  two-phase  induction 
motor;  in  the  process  the  mechanical  characteristics  of  the  former 
have  been  retained,  while  there  have  been  introduced  many  of  the 
electrical  features  of  the  ordinary  static  transformer.  This  treat- 
ment of  the  two-phase  motor  may  be  as  readily  extended  to  include 
the  three-phase  type ;  the  difference  is  only  one  of  degree  and  not 
of  kind. 

It  now  remains  to  examine  more  in  detail  the  various  currents 
and  e.m.f.'s  encountered  in  the  operation  of  the  polyphase  induction 
motor.  The  starting  point  in  the  investigation  is  the  field  magnet- 
ism, which  is  somewhat  more  complex  than  the  simple,  to-and-fro, 
alternating  flux  which  would  exist,  for  example,  in  the  case  illus- 
trated by  Figs.  I  and  2.  For,  instead  of  a  single  magnetizing  coil, 
we  now  have  two  or  more,  each  of  which  tends  to  produce  its  own 
independent  alternating  field ;  these  hypothetical  independent  fields 
combine  to  form  the  actual  field,  which  is  not  alternating  in  space, 
but  rotating  at  a  uniform  speed,  as  can  be  proved  both  experimentally 
and  mathematically.  The  case  of  the  two-phase  motor,  for  instance, 
is  strictly  analogous  to  that  of  a  pendulum  subjected  to  two  periodic 
impulses  acting  at  right  angles  to  one  another  in  space  and  having 
a  phase  difference  in  time  of  a  quarter  period.  This  resultant  rota- 
ting field  in  sweeping  around  the  air-gap  cuts  across  the  armature 
conductors,  and  thereby  induces  in  them  the  currents  which  react 
upon  the  field  to  produce  the  torque.  The  armature  in  its  rotation 
tends  to  keep  pace  with  the  revolving  field,  i.  e.,  to  run  in  synchro- 
nism ;  truly  synchronous  speed  can  never  be  attained,  however,  for, 
if  such  were  the  case,  a  given  armature  conductor  would  always  be 
in  a  field  of  the  same  strength,  no  current  could,  therefore,  be  in- 
duced, and  hence  no  torque  would  result.  The  conductors  slip  back 
in  consequence  by  an  amount  just  sufiicient  to  develop  the  current 
necessary  to  carry  the  load,  this  slip  being  nearly  proportional  to 
the  load,  and  rarely  greater,  at  least  for  ordinary  service,  than  4  or 
5  per  cent. 

This  revolving  flux  is,  of  course,  not  of  uniform  intensity  all 
around  the  air-gap,  but  shades  off  from  point  to  point,  forming  a 
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succession  of  alternate  north  and  south  poles  whose  number  depends 
upon  the  arrangement  of  the  field  coil  windings.  Any  given  fixed 
area  in  the  air-gap  is,  therefore,  threaded  by  magnetic  lines  of  force 
passing  through  it  first  in  one  direction,  then  in  the  other,  just  as  if 
the  flux  at  that  point  was  a  simple  alternating  one.  A  conductor 
placed  there  will  then  have  induced  in  it  an  alternating  e.m.f.,  which, 
by  the  usual  law,  lags  90°,  or  a  quarter  period,  behind  the  inducing 
flux.    ~~ 


FIG,  5 


The  inducing  flux,  or  field,  is  due  to  the  resultant  magnetizing 
actions  of  the  currents  in  the  field  coils  and  in  the  armature  wind- 
ings. In  Fig.  5,  O^  is  this  resultant  field,  while  OM  is  the  resultant 
magnetizing  force  of  the  field  and  armature  currents,  OM  being 
slightly  ahead  of  O^  in  phase  due  to  hysteresis.  This  flux,  as  out- 
lined above,  induces  e.m.f.'s  in  the  field  and  in  the  armature,  which 
lag  go°  behind  it  and  which  are  represented  by  the  vectors  Oe^  and 
Oe^.  respectively.  The  armature  induced  e.m.f.,  Oe..,  produces  the 
armature  current,  Oio,  which  lags  somewhat  in  phase  behind  Oe. 
due  to  self-induction,  or  magnetic  leakage.  The  primary  current, 
Oij,  is  then  found  by  the  use  of  the  parallelogram  law  of  vector 
combination,  since  ( )M  must  be  the  resultant  of  Oi^  and  Oio. 

The  primary  impressed  e.m.f.  must  be  of  such  magnitude  and 
phase  position  that  it  will  overcome  (i)  the  e.m.f.,  Oe^,  induced  by 
the  revolving  field,  (2)  the  drop  in  voltage  due  to  resistance  of 
primary  winding,  Or^,  and  (3)  the  e.m.f.  induced  by  leakage  flux, 
Oxj.  It  is,  therefore,  equal  to  OE^,  in  the  figure,  and  has  the  phase 
position  there  shown,  the  construction  being  obvious. 

In  this  figure,  (-\  is  the  angle  by  which  the  primary  current 
lags  behind  the  impressed  e.m.f.,  and  the  cosine  of  this  angle  is  the 
so-called  power  factor. 

In  order  to  have  a  high-power  factor,  therefore,  ^1  must  be 
small.  To  keep  0^  as  small  as  possible  means  a  reduction  of  ^o  ^^^ 
Xj  to  a  minimum,  or,  in  other  words,  a  reduction  of  magnetic  leak- 
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age,  the  latter  being-  effected  by  making  the  air-gap  as  small  as 
mechanical  considerations  will  permit. 

If  we  confine  our  attention  to  a  motor  in  which  magnetic  leak- 
age and  ohmic  resistance  of  primary  are  negligibly  small,  the 
diagram  becomes  much  simplified,  as  in  Fig.  6. 


Here,  Oio  coincides  with  Oco  in  phase,  and  Or^  and  Ox^  vanish. 
The  assumption  is  also  made  that  OM  is  in  phase  with  04>,  which  is 
very  closely  approximated  in  reality. 

The  useful  power  delivered  by  the  motor  is,  in  watts,  the  prod- 
uct of  OEo  by  Oi'i,  the  latter  being  the  component  of  Oij  in  phase 
with  OEp ;  the  other  component  of  current  i^i'i,  or  wattless  current, 
represents  no  power,  but  it  requires  just  as  much  copper  section 
per  ampere  as  the  useful  current ;  and,  in  addition,  it  has  a  bad  effect 
upon  the  voltage  regulation  of  the  system  supplying  the  current. 
It  is  obvious  that  if  i^i'^  can  be  eliminated,  the  angle  0^  will  become 
zero,  its  cosine,  and,  therefore,  the  power  factor  will  become  unity, 
and  the  characteristics  of  the  system  will  be  improved.  This  is  the 
principal  object  of  the  invention  of  Mr.  Heyland,  now  to  be  ex- 
plained. 

The  heavy  lines  of  Fig.  7  are  a  reproduction  of  part  of  Fig.  6. 
If   ^1  is  to  become  zero,  /.  c,  Oi^  shifted  to  Oi\,  it  is  clear  that  Oio 
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FIG,  7 

must  be  at  the  same  time  shifted  to  Oi'o,  since  their  resultant  must 
still  be  OM.  This  latter  change  may  be  eff'ected  by  introducing  into 
the  armature  conductors  from  some  external  source  an  auxiliary  alter- 
nating current  whose  magnetizing  force  is  represented  in  magnitude 
and  phase  by  the  line  i^i'o.  This  result  is  accomplished  by  winding 
the  armature  with  an  ordinary  closed  coil  wave  winding,  such  as  is 
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commonly  used  in  D.  C.  machines,  and  adding  a  commutator  at  one 
end.  At  the  other  end  the  winding  is  tapped  to  collector  rings,  four 
of  these  being  provided  for  two-phase,  three  for  three-phase  ma- 
chines ;  these  rings  are  then  connected  to  variable  resistances.  It 
can  thus  be  seen  that  the  winding  is  a  combination  of  the  ordinary 
direct  current  winding  and  the  short  circuited  or  squirrel-cage 
arrangement  so  common  in  induction  motors. 

The  auxiliary  compensating  current  is  introduced  through  the 
commutator  by  means  of  brushes ;  this  current  is  obtained  from  the 
main  line  supply,  and  is  accordingly  an  alternating  current  of  the 
same  frequency  as  that  used  in  the  primary  or  field  winding.  But 
the  voltage  of  the  supply  circuit  is  in  general  much  too  high  for 
driving  the  relatively  small  corrective  current  required,  so  an  addi- 
tional step-down  transformer  is  required.  Moreover,  it  can  be  seen 
that  the  auxiliary  current  should  be  90°  in  phase  away  from  that  of 
the  voltage  of  the  line,  so  that,  if  it  were  introduced  without  other 
precaution,  it  would  be  in  phase  with  the  e.m.f.  This,  however,  can 
be  corrected  by  swinging  the  brushes  through  which  it  is  introduced 
through  a  definite  angle,  the  effect  being  to  shift  the  phase  of  the 
magnetic  field  due  to  this  current  forward  by  an  angle  equal  to  that 
through  which  the  brushes  are  swung  backward,  and  vice  versa.  It 
need  scarcely  be  added  that  the  field  due  to  this  compensating  cur- 
rent is  a  rotative  one  of  the  same  frequency  as  that  of  the  main 
field. 


The  completed  machine  is  shown  diagrammatically  in  Fig.  8, 
for  the  case  of  a  three-phase  supply  circuit. 
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There  is  another  feature,  however,  which  deserves  attention. 
The  brushes  must,  of  course,  be  wide  enough  to  span  at  least  two 
commutator  segments,  so  that  when  this  happens  an  element  of  the 
winding  is  short-circuited  through  the  low  resistance  of  the  brush. 
Since  this  element  or  coil  of  the  winding  carries  an  alternating 
current,  vicious  sparking  results,  just  as  in  the  case  of  any  series 
wound  alternating  current  motor.  To  partially  overcome  this,  the 
gaps  between  adjacent  segments  are  bridged  by  resistances  of  Ger- 
man silver  wire,  which  act  as  shunts  and  absorb  the  energy  of  the 
inductive  ''kick,"  which  would  otherwise  appear  as  an  arc. 

The  Heyland  motor  is,  therefore,  like  an  ordinary  induction 
motor,  with  the  addition  of  a  commutator,  brushes  and  a  short- 
circuiting  band  of  relatively  high  resistance  around  the  commutator. 
By  proper  regulation  of  the  position  of  the  brushes  and  of  the  vol- 
tage applied  to  them  through  the  small  step-down  transformer, 
there  may  be  obtained  the  advantage  of  a  unity  power  factor,  with 
Its  attendant  features  of  greater  economy  of  transmission  and  im- 
proved regulation  of  the  system.  By  shifting  the  brushes  still 
farther,  a  leading  current  may  even  be  drawn,,  so  that  one  of  the 
advantageous  features  of  the  synchronous  motor  is  added. 

On  the  other  hand,  some  serious  disadvantages  are  introduced, 
notably  the  entire  removal  of  the  simplicity,  which  is  such  a  valuable 
feature  of  the  ordinary  induction  type.  The  addition  of  a  com- 
mutator does  away  with  the  at  least  strong  "talking  point"  so  well 
known  to  prospective  purchasers  of'  electrical  machinery,  and  pre- 
vents the  use  of  this  type  in  the  neighborhood  of  explosive  or  highly 
inflammable  materials.  Again,  an  adjustment  of  power  factor, 
which  is  correct  for  one  load,  is  not  necessarily  so  for  others ;  conse- 
quently, a  variable  load  requires  more  or  less  manipulation  of  the 
auxiliary  brushes  and  of  the  rheostat  which  controls  the  e.m.f.  of 
the  compensating  current.  However,  improvement  of  the  operation 
of  the  motor  will  undoubtedly  be  effected  as  the  results  of  experience 
bring  to  light  the  defects  of  design. 
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THE    COST    OF    OPEN-HEARTH    STEEIi    AS    AFFECTED 

BY     USING     BliAST     FURNACE     GAS    IN    GAS 

ENGINES,    AND    REMARKS    ON    THE 

LATEST     IMPROVEMENTS. 


By  Peter  Eyermann. 


[Read  before  the  Civil  Engineers'  Club  of  Cleveland,  September  22.  1903-*] 

With  the  enormous  development  of  the  industries  of  the 
United  States  was  combined  the  development  of  all  the  necessary 
appliances  for  the  production  and  transportation  of  large  quantities 
of  iron  ore,  coal,  coke,  lime,  slag,  pig  iron  and  Bessemer  and  open- 
hearth  steel  in  all  forms  and  sizes.  At  the  same  time  all  the  mar- 
velous installations  of  the  new  railway  equipments  and  the  fleets 
of  ocean  and  lake  steamers  have  been  growing,  and  new  inventions 
for  the  handling  of  material  have  astonished  the  world.  The 
Brown  ore-handling  plants  and  gigantic  loading  cranes,  together 
with  the  famous  system  of  the  three-motor  traveling  cranes  and 
the  scientific  Wellman  charging  machine  are  wonderful  results  of 
a  new  mechanical  science  specially  founded  on  electricity. 

But,  in  spite  of  all  these  installations,  whose  original  object 
was  labor  saving,  the  price  of  the  open-hearth  steel  was  not  cheap- 
ened enough  to  enable  it  to  compete  with  Bessemer  or  Thomas 
blown  steel.  And  with  this  rapid  progress  the  question  of  one 
special  kind  of  steel  was  growing  more  important  each  day ;  this 
product,  as  it  is  well  known  to-day,  is  used  more  than  an}'  otiier 
metallurgical  product  in  the  world's  consumption,  and  this  is  the 
open-hearth  steel. 

The  writer  has  had  the  opportunity  to  study  American  and 
European  practice,  and  has  always  been  met  by  the  question  how 
open-liearth  steel  could  be  produced  at  a  less  cost  and  in  larger 
quantities.  Whenever  he  has  seen  the  long  rows  of  open-hearth  fur- 
naces, especially  in  the  Pittsburg  district,  his  first  thought  has  been  : 
"What  would  be  done  in  case  scrap  should  he  scarce  or  the  price 
of  it  should  be  too  high  ?" 

A  new  style  of  engineering  has  within  the  last  few  years  come 
into  the  technical  world.  This  is  the  important  invention,  from  the 
other  side  of  the  ocean,  of  operating  gas  engines  directly  by  blast- 
furnace gas  ;  but  of  this  scientific  and  practical  question  so  much 
has  been  published  within  the  last  few  years  that  it  would  be  a 
waste  of  time  to  dwell  long  on  its  advantages. 

^Manuscript  received  October  5.   1903. — Secretary,   Ass'n  of  Eng.   Socs. 
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The  following-  are  some  important  points  in  reference  to  gas 
engines : 

There  are  to-day  four  types  of  gas  engines  especially  preferred 
for  the  use  of  blast-furnace  gas.  The  well-known  four-cycle  single- 
acting  gas  engine  ( Seraing  &  Dcutz)  has,  as  a  rule,  the  following 
dimensions  :* 

First.  Stroke  in  inches  per  indicated  horse  power,  |  for  100 
horse  power  down  to  5-64  for  800  horse  power. 

Second.  Circumference  of  cylinder  in  inches  per  indicated 
horse  power,  11-16  for  100  horse  power  down  to  3-16  for  800  horse 
power. 

Third.  I?iston  area  in  square  inches  per  indicated  horse  power, 
4  for  100  horse  power  down  to  2.65  for  80  horse  power. 

Fourth.  Cylinder  area  equal  to  cylindrical  surface  and  added 
to  two  piston  areas,  in  square  inches  per  indicated  horse  power, 
25  for  100  horse  powtr  down  to  15.5  ior  800  horse  power. 

Fifth.  Cylinder  volume  { stroke  X  piston  area)  in  cubic 
inches  per  indicated  horse  power,  140  to  150  for  100  horse  power 
down  to  120  for  800  horse  power. 

Of  double-acting  four-cvcle  engines  too  few  have  thus  far  been 
put  in  use  to  enable  us  to  make  a  definite  statement  of  relative 
proportions  as  in  the  above  case. 

In  the  Oechelhauser  type  of  double-cycle  gas  engine  the  joint 
travel  of  the  two  pistons  is  equal  to  two  diameters  of  the  crank. 
As  a  rule,  the  Oechelhauser  has  the  following  dimensions : 

First.  Stroke  in  inches  per  indicated  horse  power,  7-32  for 
200  horse  power  down  to  3-32  for  1000  horse  powder. 

Second.  Circumference  of  cylinder  in  inches  per  indicated 
horse  power,  j  for  200  horse  power  down  to  -J  for  1000  horse  power. 

Third.  Piston  area  in  square  inches  per  indicated  horse  power, 
I  for  200  horse  power  to  1000  horse  power. 

Fourth.  Cylinder  area  equal  to  cylindrical  surface  and  added 
to  two  piston  areas,  in  square  inches  per  indicated  horse  power,  14 
for  200  to  1000  horse  power. 

Fifth.  Cylinder  volume  (stroke  X  piston  area)  in  cubic 
inches  per  indicated  horse  power,  36  for  200  to  1000  horse  power. 

This  system  shows  some  advantages  afe  compared  with  the  first 
system. 

The  proportions  of  the  Korting  system,  as  given  below,  show- 
some  advantage  in  comparison  with  similar  systems : 

*These  figures  are  calculated  from  a  large  number  of  gas  engines. 
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First.  Stroke  in  inches  per  indicated  horse  power,  5-64  for 
500  horse  power  down  to  1-16  for  700  horse  power. 

Second.  Circumference  of  cyHnder  in  inches  per  indicated 
horse  power,  9-64  average  for  600  horse  power. 

Third.  Piston  area  in  square  inches  per  indicated  horse  power, 
0.92  average  for  600  horse  power. 

Fourth.  Cyhnder  area  equal  to  cyHndrical  surface  and  added 
to  two  piston  areas,  in  square  inches  per  indicated  horse  power,  y.j 
average  for  600  horse  power. 

Fifth.  CyHnder  volume  (stroke  X  piston  area)  in  cubic 
inches  per  indicated  horse  power,  44  average  for  600  horse  power. 

The  writer  is  working  on  a  new  gas  engine,  and  he  expects  to 
reduce  considerably  the  dimensions  above  given,  especially  the  cyl- 
inder area,  which  he  expects  to  reduce  to  about  6  square  inches, 
and  the  cylinder  volume  to  about  25  cubic  inches  per  horse  power. 

It  is  to  be  hoped  that  the  most  dangerous  installation  in  all 
power  plants,  namely,  the  steam  boiler,  will  disappear  entirely, 
not  alone  in  the  blast  furnace,  but  also,  with  the  improvements  in 
gas  producing,  in  other  industrial  and  manufacturing  plants.  There 
remains  to  be  solved  only  the  problem  of  the  right  type  of  gas 
producer  suitable  for  each  quality  of  coal  and  producing  a  power 
gas  free  from  tar  and  dust. 

On  May  7th  of  last  year  the  wdter  had  the  opportunity  of 
reading  a  paper  on  this  subject  before  the  Iron  and  Steel  Institute 
in  London.  Since  that  time  a  patent,  No.  723,594,  has  been  granted 
in  the  United  States  for  this  invention,  concerning  a  new  process 
for  producing  steel. 

I  will  not  take  up  your  time  to-night  by  going  fully  into  this 
subject,  but  will  only  state  that  the  most  important  claim  is  the 
use  of  blast-furnace  gas  in  the  open-hearth  furnace,  either  directly 
or  enriched  in  a  special  regenerating  gas  producer.  The  writer 
shall  feel  satisfied  if  these  lines  result'  in  discussions  or  in  finding 
a  blast-furnace  plant  for  remodeling. 

The  writer  recently  received  from  one  of  the  most  important 
steel  works  in  the  United  States  a  very  interesting  letter,  and  which 
will  show  how  different  are  the  opinions  entertained  on  this  subject. 

The  letter  is  as  follows : 

"In  looking  over  your  patent  I  find  that  it  relates  principally 
to  the  process  of  producing  open-hearth  steel,  which  consists  in 
charging  liquid  pig  iron  directly  from  a  blast  furnace  into  an  open- 
hearth  furnace  and  heating  this  metal  first  by  the  combustion  of 
poor  blast-furnace  gases  and  finally  by  the  combustion  of  blast- 
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furnace  gases  which  have  been  enriched  by  passing-  them  through 
incandescent  coke  or  similar  material. 

''This  process  seems  to  me  to  be  impracticable  for  various 
•reasons,  but  it  will  be  sufficient  to  call  your  attention  to  the  fact 
that  to  produce  one  ton  of  open-hearth  steel  requires  the  consump- 
tion of  at  least  700  or  800  pounds  of  good  gas  coal.  Our  blast 
furnace  having  no  gas  to  spare  beyond  that  made  for  the  heating 
of  the  blast  and  of  the  production  of  steam,  which  later  is  to  be 
helped  out  by  the  use  of  considerable  quantity  of  steam  coal. 
Besides  this,  the  character  of  the  blast-furnace  gases  is  not  such 
as  to  produce  good  effects  in  an  open-hearth  furnace.  As  oui 
blast  furnaces  have  no  gas  to  spare  to  operate  an  open-hearth  fur- 
nace, this  alone  is  sufficient,  to  dismiss  the  matter  from  further 
consideration." 

The  circumstances  as  described  in  this  letter  are  the  same  in 
many  steel  works. 

Why  not  save  this  wasted  gas  ? 

If  there  are  needed  800  pounds  or  more  coal  for  each  ton  of 
open-hearth  steel,  and  if  there  are  necessary,  besides,  large  quantities 
of  steam  coal  for  driving  the  old-fashioned  steam  blowing  engines ; 
if  this  is  no  reason  to  look  for  improvements,  what  other  reason 
could  there  be? 

Influenced  by  all  these  considerations,  the  writer  devoted  much 
attention  to  the  study  of  modern  blast-furnace  construction — not 
the  metallurgical  part,  but  the  structural  and  mechanical  appliances. 

In  the  writer's  opinion,  the  blast  furnace  of  the  future  will  be 
more  important  as  a  producer  of  gas  than  as  a  producer  of  pig- 
iron,  and  therefore  certain  modifications  may  be  introduced  in  order 
the  better  to  fulfill  the  new  requirements. 

Without  entering  too  closely  into  details,  it  may  be  of  interest 
to  refer  here  to  a  new  form  of  charging  appliance,  consisting  of  a 
continuously  working  bucket  elevator,  which  conveys  the  mixed 
charge  and  coke  in  smaller  quantities  than  is  usually  the  case,  and 
tips  it  on  to  the  bell.  In  this  manner  the  distribution  of  the  mate- 
rial in  the  furnace  is  the  most  uniform  possible,  and  consequently 
great  regularity  in  the  evolution  of  the  gases  is  assured.  As  a 
precaution  against  the  unnecessary  waste  of  gas,  the  throat  of  the 
furnace  is  provided  with  a  bell  of  the  ordinary  form,  below  which 
is  suspended  a  vertical  revolving  tube.  Within  the  latter  is  a  screw, 
which  is  also  capable  of  independent  rotation,  down  which  the 
charge  gradually  slides  into  the  furnace,  and  is  thus  distributed  with 
perfect  evenness.  The  surface  of  the  screw  might  be  made  ad- 
justable in  an  axial  direction,  and  the  revolving  motion  so  arranged 
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as  partially  to  compress  the  charge,  thus  forming  a  further  pre- 
ventive against  the  escape  of  gas.  Outside,  on  the  top,  are  fixed 
two  cylinders  in  tandem  fashion,  filled  with  oil  and  fitted  with 
plungers,  which  are  suitably  connected  to  the  bell  by  means  of 
levers.  By  this  means  the  lowering  and  raising  of  the  bell  are 
effected  automatically  at  certain  intervals,  the  operation  being  aided 
only  by  the  weight  of  the  charge  accumulated  on  the  bell.  This 
arrangement  is  an  absolutely  sure  preventive  of  the  escape  of  gas 
through  the  hopper.  The  drawing  off  of  the  gases  takes  place  chiefly 
at  the  center  of  the  furnace  through  a  ring-shaped  pipe  which 
entirely  encircles  the  vertical  charging  tube,  and,  as  a  precautionary 
measure  against  explosion,  safety  valves,  opening  outwards,  are 
fitted  on  the  sloping  surface  of  the  conical  shell  forming  the  cover. 
Further,  it  will  be  seen  from  the  drawing  of  this  "pig  iron  gas 
producer  "  that  the  main  supporting  frame  of  the  furnace  combines 
certain  features  of  both  German  and  American  practice.  In  the 
author's  opinion,  the  American  plan  of  the  loose  shell  is  a  very 
excellent  one,  also  the  system  of  water-cooling  which  extends  right 
through  the  brickwork  to  the  bosh  walls.  As  regards  the  tuyeres, 
the  elliptical  form  of  opening  for  the  nozzle  (which  has  proved  so 
efficient  in  the  case  of  large  cupolas)  is  perhaps  the  most  suitable. 
It  has  often  come  under  the  author's  notice  that  the  rings  encircling 
the  furnace  bosh,  a  special  feature  of  American  construction,  are 
liable  to  burst  from  the  strain  caused  by  excessive  heating,  and 
it  might  therefore  be  an  improvement  to  shape  them  so  as  to  form 
reservoirs  for  cooling  water.  The  whole  of  the  lower  framework 
stands  free,  and  is  not  walled  in  by  masonry,  a  plan  which  is  greatly 
to  be  preferred,  since  it  prevents  the  chilling  of  the  furnace  hearth 
by  the  formation  of  "bears."  The  great  waste  of  water  in  cooling 
the  lower  portions  of  the  brickwork,  which  so  frequently  occurs 
in  closed  masonry  and  cannot  be  controlled,  is  at  any  rate  avoided 
by  this  means. 

In  the  following  calculation  an  effort  will  be  made  to  show 
how  it  would  be  possible  to  reduce  the  coal  consumption  per  ton 
of  open-hearth  steel,  perhaps  to  200  pounds  or  less;  and  not  alone 
to  reduce  the  coal  consumption  in  the  blast-furnace  plant  for  the 
boilers,  but  to  throw  out  these  coal  eaters  completely,  and  to  win, 
besides,  enough  power  to  sell  it  in  the  form  of  electricity  or  in  the 
form  of  heating  furnaces. 

It  would  be  very  advantageous  to  have  a  central  gas-improving 
station,  combined  with  a  central  gas-cleaning  station,  but  the  dis- 
cussion of  this  matter  in  detail  would  require  too  much  space  here. 

The  new  furnace  should  be  called  the  "Compound  Furnace," 
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because  it  combines  the  experiences  of  the  Bessemer  blowing  pro- 
cess and  those  of  the  open-hearth  process.  The  product  may,  there- 
fore, be  called  ''Compound  Steel." 

The  following  calculation  is  based  on  practically  known  num- 
bers. It  is  a  continuation  of  the  theoretical  calculation  of  Mr. 
Toldt,  read  before  the  Iron  and  Steel  Institute. 

It  will  only  be  a  rough  outline  sketch,  showing  what  an  im- 
portant plant  a  blast  furnace  is : 

Calculated  self  cost  for  one  ton  ''Compound  Steel''  produced 
with  the  patent  process  No.  723,594: 

First.  This  combined  blast  furnace  and  steel  plant  uses  only 
modern  gas  engines.  The  boiler-house  does  not  exist,  and  the 
necessary  gas  producers,  including  the  blast  furnace,  are  supplied 
with  not  only  good  coke,  but  all  kinds  of  coke,  and,  if  possible, 
some  kinds  of  coal.  The  mixer,  the  long  rows  of  open  hearths, 
and  the  separate  blowing-engine  house  are  entirely  dispensed  with. 
Instead  of  high-priced  scrap,  more  and  cheaper  high-grade  iron 
ores  and  metal  directly  poured  from  the  blast  furnace  will  be  used. 

If  there  is  a  blast  furnace  of  500  tons  daily  capacity,  or  rather 
two  furnaces  of  250  tons  each,  if  there  is  no  other  furnace  in  the 
neighborhood,  an  average  of  500  tons  of  coke  is  used  for  the  pro- 
duction of  these  500  tons  of  pig  iron. 

~ — =  nearly  21  tons  of  pig  iron  per  hour.  (i) 

Second.  One  ton  of  coke  charged  into  the  blast  furnace  is 
equal  to  4600  cubic  meters  of  gas.  This  was  carefully  measured 
and  calculated  for  the  European  coke,  but  for  the  better  American 
coke  a  little  more  gas  will  be  produced,  because  it  is  intended  to 
charge  more  coal  and  coke  into  the  blast  furnace  than  would  be 
necessary  to  produce  pig  iron  alone. 

In  this  case  the  pig-iron  producer  must  also  be  a  gas  producer 
at  the  same  time.  ' 

While  writing  this  calculation  the  winter  received  from  Mr. 
Uehling  a  paper,  wherein  he  calculates  the  quantity  of  gas  for 
each  ton  of  pig  iron  at  about  10,600  pounds.  It  can  therefore  be 
seen  that  it  will  not  be  very  far  from  a  large  average  to  base  the 
following  calculation  on  5000  cubic  meters  of  blast-furnace  gas 
produced  from  each  ton  of  coke  charged.  This  is  equal  to  175,000 
cubic  feet  of  gas  per  hour. 

500  tons   X   5000  cubic  meters  =  2,500,000  cubic  meters  of  gas 

per  day. 

2,500,000  1  •  .  r  1  r 

—^ — =   105,000  cubic  meters  of  gas  per  hour,  or  3,675,000 

24 

cubic  feet  of  gas. 
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The  same  result  is  obtained  by  multiplying  21  tons  by  5000 
cubic  meters  =  105,000  cubic  meters  of  gas  per  hour.  (2) 

This  quantity  of  gas  is  free  for  use  on  any  kind  of  work  or 
for  selling,  but  the  most  important  use  will  be : 

Third.  For  burning  the  coke  in  the  blast'  furnace  there  is 
blown  in,  by  the  blowing  engines,  for  each  kilogram  of  coke,  six 
cubic  meters  of  air  per  hour;  therefore  for  21  kilograms  of  coke 
there  are  necessary  21,000  X  6  =  126,000  cubic  meters  of  air  per 
hour,  or  2100  cubic  meters  of  air  per  minute. 

Experience  shows  that  nearly  1.3  horse  power  per  cubic  meter 
of  pressed  air  is  necessary.  This  number  may  be  increased  to  1.5 
horse  power  for  modern  plants. 

2100  X  1-5  =  3150  horse  power  per  hour. 

For  I  horse  power  per  hour,  in  a  new  gas  furnace,  there  are 
required  only  3  cubic  meters  of  gas ;  or,  q\  =  0.05  cubic  meter 
of  gas  per  minute  =  105  cubic  feet  of  gas  per  hour.  3150  horse 
power  X  0.05  cubic  meter  =  157.5  cubic  meters  of  gas  per  minute. 
157.5  X  60  =  9450  cubic  meters  of  gas  per  hour  =  330,750  cubic 
feet  of  gas  per  hour. 

The  gas  above  mentioned  will  be  named  "Blowing-engine 
Gas."         ^  (3) 

Fourth.  Careful  measurement  shows  that  in  existing  plants 
nearly  10  per  cent,  loss  of  blast-furnace  gas  may  occur.  The  loss 
will  be  in  the  pipes  at  the  top,  in  the  dust  catcher,  by  charging  ore 
and  coke  during  the  lifting  of  the  bell,  etc. ;  therefore,  the  next 
important  point  will  be  10,500  cubic  meters  of  gas  per  hour  = 
367,500  cubic  feet  of  gas  per  hour. 

This  will  be  called  "Furnace-loss  Gas."  (4) 

Fifth.  It  would  be  advisable,  not  only  in  the  new  blast-fur- 
nace plants,  but  also  in  old  plants,  to  clean  all  the  gas  in  one  central 
cleaning  station.  It  is  known  that  for  each  cubic  meter  of  gas  to 
be  cleaned  there  are  necessary  o.oi  to  0.025  horse  power  per  hour, 
or  for  each  1000  cubic  feet  of  gas,  0.3  to  0.75  horse  power  per 
hour.  One  horse  power  requires  3  cubic  meters  or  105  cubic  feet 
of  gas  per  hour ;  therefore,  105,000  X  0.02  =  2100  horse  power  per 
hour,  or  2100  X  6300  cubic  meters  of  gas  per  hour,  or  220,500 
cubic  feet. 

This  will  be  called  "Cleaning-engine  Gas."  (5) 

Sixth.  It  is  certainly  to  be  expected  that  not  more  than  25 
per  cent,  of  the  gas  will  be  used  for  heating  the  air  in  the  stoves, 
if  all  is  cleaned.     In  earlier  years  this  percentage  was  much  greater, 
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but  with  the  cleaned  gas  there  can  surely  be  obtained  105,000  X 
0.25  =:  26,250  cubic    meters  of  gas  per  hour,  or  818,750  cubic  feet. 

This  will  be  called  the  "Blast-heating  Gas."  (6) 

Seventh.  It  is  important  to  observe  that  under  modern  con- 
ditions this  combined  steel  and  blast-furnace  plant  needs  from  100 
to  120  horse  power  for  each  100  tons  daily  capacity  for  the  electric 
generating  plant. 

This  electricity  will  be  used  for  all  electric-handling  machinery 
and  for  electric  illumination.  For  500  tons  per  day  there  are 
needed  120  X  5  =  600  horse  power. 

Each  horse  power  consumes  3  cubic  meters  of  gas  per  hour, 
or  105  cubic  feet;  therefore  600  X  3  =  1800  cubic  meters  of  gas 
per  hour,  or  63,000  cubic  feet. 

This  will  be  called  "Electric-generating  Gas."  (7) 

Eighth.  Directly  in  combination  with  the  blast-furnace  plant 
should  be  the  compound  steel  furnace.  In  an  open-hearth  furnace 
of  the  general  style  the  average  for  each  ton  of  steel  is  300  kilo- 
grams of  good  coal,  or  nearly  675  pounds  per  ton.  These  675 
pounds  are  specially  needed  where  many  steel  ingots  are  poured. 
This  quantity  of  coal  is  equal  to  1500  cubic  meters  of  producer  gas. 

There  are  21  tons  of  pig  iron  to  be  converted  into  steel  each 
hour.  For  this  there  are  used  21  X  1500  ==  31,500  cubic  meters 
of  producer  gas. 

The  difference  of  units  between  the  producer  gas  and  the  gas 
from  the  blast  furnace  is  only  from  100  to  200  calories  per  cubic 
meter,  or  10  to  20  B.  T.  U.  per  cubic  foot. 

It  will,  therefore,  be  sufficient  for  this  rough  calculation  to 
accept  this  number  also  for  the  compound  furnace,  as  it  is  intended 
to  work  only  three-fourths  or  two-thirds  of  the  whole  heating  time 
with  blast-furnace  gas  directly.  During  other  parts  of  the  heating 
time  there  will  be  used  coke  gas  from  the  attached  producer,  mixed 
with  improved  blast-furnace  gas.  The  latter  is  better  than  any 
producer  gas,  because  it  has  up  to  1500  calories  per  cubic  meter, 
or  170  B.  T.  U.  per  cubic  foot;  therefore,  31,500  X  I  =  21,000 
cubic  meters,  or  735,000  cubic  feet  of  gas  are  used  in  the  compound 
furnace. 

This  may  be  called  "Compeund-steel  Gas."  (8) 

Ninth.  One  of  the  most  important  ideas  in  this  patent  is  the 
use  of  the  blast  of  the  blast  furnace  directly  in  the  open-hearth 
furnace. 

With  this  air  the  first  rough  fining  of  the  metal  should  be  done  : 
therefore,  a  certain  horse  power  is  more  necessary  for  driving 
blowing  engines  than  is  necessary  for  the  blast-furnace  plant  alone. 
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This  refining  blast  can  be  taken  directly  from  the  main  pipe,  hot 
or  cold. 

Finishing,  for  example,  20  tons  of  steel  in  a  general  Bessemer 
or  Thomas  plant,  there  are  needed  nearly  1000  to  1200  cubic  meters 
of  air. 

If,  as  in  this  patent,  only  a  rough  fining  is  necessary,  it  will 
probably  not  be  wrong  to  say  300  to  500  cubic  meters  for  these  20 
tons,  or  15  to  25  cubic  meters  per  ton  of  steel. 

Taking  25  cubic  meters,  and  remembering  that  there  are  21 
tons  per  hour  to  the  fining,  this  will  be : 

21  X  25  =  525  cubic  meters  of  blast. 

For  each  cubic  meter  there  are  necessary  from  i  to  i-|  horse 
power  per  hour,  if  the  pressure  above  stated  is  sufficient.  Each  horse 
powder  needs  again  3  cubic  meters  of  gas  in  the  gas  engine;  there- 
fore, 525  X  3  X  1.5  =  1575  X  1.5  =  2362  cubic  meters,  or  82,690 
cubic  feet  of  gas. 

This  will  be  called  "Fining-blast  Gas.''  (9) 

Tenth.  Under  "eighth"  we  obtained  31,500  cubic  meters  of 
gas.  Of  this  only  21,000  have  been  used  directly  in  the  furnace, 
there  remaining  10,500  cubic  meters  for  improving  purposes;  but 
it  is  possible  that  only  6000  cubic  meters  are  needed  for  regenerating 
in  the  coke  stoves. 

Some  blast-furnace  gas  can  also  be  used  for  heating  the  ladles 
for  burning  fireproof  materials,  besides  some  loss  in  the  valves, 
dampers  and  pipes,  which  will  occur. 

Together  with  the  6000  cubic  meters,  we  may  calculate  here 
10,500  cubic  meters,  or  367,500  cubic  feet,  of  gas  per  hour. 

This  will  be  called  "Steel-loss  Gas."  (10) 

Eleventh.  To  complete  this  outline  of  the  modern  steel  plant, 
it  is  important  to  state  that  there  are  in  use  other  methods  of  con- 
verting by-product  into  money : 

(a)  The  use  of  coke-oven  gas,  in  the  common  way  or  in  the 
compound-steel  plant. 

(b)  The  manufacture  of  bricks  from  the  blast-furnace  slag. 

(c)  The  installation  of  a  burning  and  milling  factory  for 
Portland  cement. 

To  calculate  these  economies  here  would  require  too  much 
space,  but  we  may  estimate  them  at  an  average  of  $1  to  $2  per  ton 
of  pig  iron,  according  to  circumstances.  (11) 

Twelfth.  The  future  of  such  a  steel  plant  does  not  depend 
upon  the  quality  of  the  iron  ore  as  do  the  Bessemer  plants  of  to-day. 
If  no  high-grade  silicon  pig  iron  is  to  be  obtained,  then  high-phos- 
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phorus  iron  is  also  convenient.  All  grades  of  pig  iron  and  ore  can 
be  used  directly  in  this  ''Compound-furnace  Plant/'  and  scrap  only 
when  it  is  very  cheap. 

If  the  local  conditions  are  favorable,  it  may  also  be  possible  to 
produce  basic  slag.  This  by-product  can  be  sold  as  a  fertilizer, 
saving  from  50  cents  to  $1  per  ton  of  steel.  (12) 

Thirteenth.  The  following  table  gives  a  clear  idea  of  the 
different  uses  of  gas  per  hour. 

Paragraphs  11  and  12  may  be  neglected,  as  they  give  only  prac- 
tical results,  which  have  no  influence  in  the  following  gas  calcu- 
lation : 


(3)  Blowing-engine  gas,  9450  cubic  meters,  or  330,750  cubic 

(4)  Furnace-loss  gas,  10,500  cubic  meters,  or  367,500  cubic 

(5)  Cleaning-engine  gas,  6300  cubic  meters,  or  220,500  cubic 

(6)  Blast-heating  gas,  26,250  cubic  meters,  or  918,750  cubic 


feet, 
feet, 
feet. 

feet. 

(7)  Electric-generating  gas,  1800  cubic  meters,  or  63,000 
cubic  feet. 

(8)  Compound-steel  gas,  21,000  cubic  meters,  or  735,000 
cubic  feet. 

(9)  Fining-blast  gas,  2362  cubic  meters,  or  82,610  cubic  feet. 

(10)  Steel-loss  gas,  10,500  cubic  meters,  or  367,500  cubic 
feet. 

Per  hour,  88,162  cubic  meters,  or  3,085,690  cubic  feet.         (13) 
Fourteenth.     The  blast  furnace  has  105,000  cubic  meters,  or 
3,673,000  cubic  feet  of  gas  free  to  sell  per  hour,  which,  after  de- 
ducting 88,162  cubic  meters,  or  3,085,690  cubic  feet,  of  gas,  leaves 
16,838  cubic  meters,  or  589,310  cubic  feet,  per  hour.  (14) 

Fifteenth.  The  best  way  to  sell  power  to-day  is  in  the  form  of 
electric  current.  It  can  be  obtained  directly  from  gas  engines. 
Each  horse  power  requires  3  cubic  meters  or  105  cubic  feet,  of  gas 
per  hour. 

16,838  .       , 

^^—  =  5600  horse  power. 

In  proportion  to  this  electricity  which  is  produced  from  coal 
in  steam  engines  it  certainly  will  not  be  too  high  to  sell  this  furnace 
electricity  for  lighting  purposes  at  2  cents  per  kilowatt,  or  5600  X 
0.746  =  4170  kilowatts. 
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Now,  assuming  that  in  practical  use  only  one-half  of  this  power 
could  be  obtained, 

A  J  '7Q    \/    ^y 

^^ —      "    —  4170  cents,  or  $41.70  per  hour. 

In  each  hour  21  tons  of  steel  are  produced;  therefore  there  is 
a  profit  on  r  ton  of  steel  of  nearly  $2  by  selling  electricity.  (15) 

Sixteenth.  The  superintendent  of  the  blast-furnace  plant 
would  not  give  his  gas  to  the  steel  plant  for  nothing.  As  seen 
above,  each  cubic  meter  of  gas  is  worth  0.25  cent  if  sold  in  the  form 
of  electricity. 

The  steel  plant  needs  the  above  three  numbers,  21,000  -^ 
10,500  -^  2362  =::  33,862  cubic  meters  of  gas  per  hour. 

It  would  probably  only  be  possible  under  extraordinary  cir- 
cumstances to  sell  this  gas  at  the  same  price  as  electric  light ;  there- 
fore, it  would  sometimes  be  better  to  sell  it  in  large  quantities  in 
the  form  of  electric  power  directly.  In  this  case  only  0.5  to  i  cent 
per  kilowatt  can  be  obtained. 

This  would  be  another  theoretical  profit  of  ^^ =   11,200 

3 
horse  powxr,  or  8400  kilowatts.     8400   X    i    ^   8400  cents ;   or, 
divided  by  21  tons,  =:  $4  per  ton  of  pig  iron;  or,  again,  taking  only 
half  of  this   result,  there   will  be  a  profit  of  $2   per  ton   of  pig 
iron.  (16) 

Seventeenth.  The  blast-furnace  plant  can  sell  this  gas  cheaper 
if  no  electric  generating  engines  are  necessary ;  if  sold  as  gas,  it  is 
to  be  noted  that  the  heat  efficiency  of  the  blast-furnace  gas  is  lower 
than  that  of  the  producer  gas. 

It  is  stated  above  that  i  cubic  meter  of  gas,  sold  in  the  form 
of  power,  is  w^orth  0.25  cent ;  but,  when  sold  as  gas  directly,  the 
writer  will  say  only  o.i  cent  up  to  0.125  cent  per  cubic  meter. 

33,862  cubic  meters,  or  1,185,190  cubic  feet,  give,  therefore, 
$33,862,  or  $42.50  profit  per  hour  for  the  blast  furnace. 

In  each  hour  21  tons  are  produced;  therefore,  there  is  a  profit 
of  from  $1.60  to  $2  per  ton  of  pig-iron.  (17) 

Eighteenth.  Before  closing  this  calculation  it  will  be  interest- 
ing to  compare  the  cost  of  operating  a  European  15-ton  open- 
hearth  furnace,  using  good  German  coal : 

(aj  Coal  for  gas  in  the  producers,  including  small  quantities 
of  steam  coal — 480  pfennige,  or  120  cents,  per  ton. 

(b)  Loss  of  combustion  of  the  hearth — 500  pfennige,  or  125 
cents,  per  ton. 

(c)  Firebrick,  limestone,  dolomite — 200  pfennige,  or  50  cents, 
per  ton. 
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(d)  Repairing  cranes,  etc. — 80  pfennige,  or  20  cents,  per  ton. 

(e)  Molds,  bottom  plates — 180  pfennige,  or  45  cents,  per  ton. 

(f)  Fluxes  and  special  iron — 40  pfennige,  or  10  cents,  per  ton. 

(g)  Wear  of  the  installation — 300  pfennige,  or  75  cents,  per 


ton. 


(h)      Salaries — 440  pfennige,  or  no  cents,  per  ton. 

Total— 2220  pfennige,  or  555  cents,  per  ton. 

The  cost  of  converting  i  ton  of  charges  in  open-hearth  steel  is, 
therefore,  $5.55.  (18) 

Nineteenth.  In  a  furnace  of  200  tons  capacity,  and  working 
continuously,  the  approximate  cost  of  i  ton  of  steel  ingots  will  be 
only  1300  pfennige  or  less.  (See  paper  read  before  the  Iron  and 
Steel  Institute,  London,  I\Iay  7,  1902.)  It  will  be  interesting  to 
compare  these  points  with  the  following  calculation. 

Here  it  must  be  said  that  it  was  proposed  to  use  the  200-ton 
furnace  some  years  before,  without  the  knowledge  that  Jones  & 
Laughlins,  of  Pittsburg,  have  been  erecting,  in  the  meantime,  a 
furnace  of  this  capacity. 

It  is  clear  that  in  the  English  patent  the  proposition  was  made 
to  combine  the  new  Talbot  process  with  this  blast-furnace  gas 
process.  It  is  to  be  hoped  that  such  a  combination  may  have  good 
results. 

(a)  Coke  and  coal  for  improving  blast-furnace  gas  and  pro- 
ducing coke  gas — 160  pfennige,  or  40  cents,  per  ton. 

(b)  Loss  of  the  hearth — 320  pfennige,  or  80  cents,  per  ton. 

(c)  Firebrick,  lime,  dolomite,  magnesite — 140  pfennige,  or  35 
cents,  per  ton. 

(d)  Repairs — 60  pfennige,  or  15  cents,  per  ton. 

(e)  Molds,  bottom  plates — 160  pfennige,  or  40  cents,  per  ton. 

(f )  Fluxes  and  special  iron — 80  pfennige,  or  20  cents,  per 


ton. 


ton. 


(g)     Wear  of  the  installation-^— 200  pfennige,  or  50  cents,  per 


(h)      Salaries — 100  pfennige,  or  25  cents,  per  ton. 

Total — 1220  pfennige,  or  305  cents,  per  ton. 

The  difference  is  1000  pfennige,  or  $2.50  per  ton  of  converted 
steel. 

The  iron  ore  is  here  calculated  with  the  charge,  and  not  in  the 
way  adopted  by  Mr.  Talbot. 

Referring  to  "b"  and  "e,"  both  can  be  reduced  under  certain 
circumstances. 

The  cost  of  producing  i  ton  of  steel  would  be  still  lower  if  a 
basic  fertilizer  slag  could  be  obtained.  (19) 
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Twentieth.  The  cost  for  one  ton  of  pig  iron,  produced  from  a 
modern  blast-furnace  plant,  situated  in  the  neighborhood  of  a  large 
city,  able  to  sell  all  its  power  in  electricity  and  equipped  only  with 
gas  engines,  would  be  very  low.  By  adding  together  the  figures 
given  in  paragraphs  15  and  16,  we  find  that  there  would  be  a  profit 
of  $4  on  each  ton  of  pig  iron;  but  under  certain  conditions  only 
$2  profit.  This  profit  can  be  nearly  guaranteed  to-day  wherever 
an  old-fashioned  blast-furnace  and  steel  plant  is  remodeled  for  this 
purpose.  (20) 

Twenty-first.  The  cost  of  producing  i  ton  of  ''Compound 
Steel"  would  be: 

(a)  Gas  of  the  blast  furnace $1.60 

(b)  Converting  cost 3.05 

Total    $4.65 

To  the  above  is  to  be  added  the  cost  of  i  ton  of  the  charge 
(including  the  pig  iron),  and,  as  already  shown,  this  is  very  low. 

Excluding  case  20,  but  referring  to  paragraphs  11,  12  and  15, 
it  is  certainly  possible  to  make  pig  iron  for  $2  to  $4  less  per  ton 
than  it  costs  to-day.  (21) 

This  calculation  shows  that  open-hearth  or  compound  steel 
can  be  produced,  under  good  conditions,  just  as  cheaply  as  pig 
iron  to-day,  or  still  cheaper  in  connection  with  the  modern  gas 
engfine. 
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OBITUAKY. 


August  H.  SctLiertiolz. 


Member  of  the  Technical  Society  of  the  Pacific  Coast. 


August  H.  Schierholz,  a  member  of  the  Technical  Society  of 
the  Pacific  Coast,  came  to  an  untimely  end  through  a  street-car 
accident  in  San  Francisco  on  September  2,  1902. 

In  this  able  engineer  and  thorough  gentleman  the  Society  has 
lost  one  of  its  most  valued  members,  one  who,  in  his  extreme 
modesty,  preferred  to  listen  and  absorb  rather  than  to  come  forward 
and  speak  of  himself  and  of  his  valuable  experiences  in  lines  that 
should  have  made  him  prominent.  He  was  justly  entitled  to  promi- 
nence. 

Born  on  July  7,  1839,  in  Enger,  Westphalia,  Prussia,  he  re- 
ceived in  his  youth  that  thorough  education  and  technical  training 
which  enabled  him  to  follow  successfully  the  practical  career  in  store 
for  him.  After  serving  his  one  year  in  the  Prussian  army  and  par- 
ticipating as  a  volunteer  in  the  war  between  Prussia  and  Denmark, 
a  war  that  resulted  in  the  final  incorporation  of  Schleswig-Holstein 
into  the  kingdom  of  Prussia,  he  came  to  the  United  States,  like 
many  of  the  young  and  energetic  men  Qf  his  time,  and  made  his  first 
stay  in  Chicago. 

It  was  in  1872  that  he  came  to  California,  and  soon  after  his 
arrival  he  was  engaged  by  the  Risdon  Iron  Works,  and  with  that 
firm  he  remained  almost  constantly  up  to  the  time  of  the  unfortu- 
nate accident  that  removed  him  from  a  sphere  of  usefulness  to  which 
he  had  devoted  all  these  years  and  the  best  part  of  his  manhood. 

Some  of  the  prominent  works  with  which  he  has  been  connected 
may  be  named  here  to  show  the  versatility  of  the  man's  genius : 

The  erection  of  a  sawmill  and  plant  on  the  Uintah  Indian 
Reservation  in  Utah,  200  miles  from  Salt  Lake  City. 

The  reconstruction  of  the  machinery  for  the  Tiger  and  the 
Poor  man  mines  in  Idaho. 

The  various  machinery  and  mechanical  devices  for  the  exploita- 
tion of  the  Comstock  Lode  are  in  great  part  the  result  of  his  untir- 
ing activity. 

Many  of  the  enterprises  connected  directly  with  the  welfare 
and  prosperity  of  the  State,  such  as  the  water  supply  of  the  city  of 
San  Francisco,  the  agencies  for  navigating  the  coast  and  harbors 
of  the  Pacific,  the  development  of  the  large  resources  in  water  power 
made  available  through  electric  transmission,  have  had,  at  some  time 
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or  other,  the  benefit  of  his  practical  sense,  particularly  in  adapting 
them  to  existing  conditions  and  circumstances,  which  has  always 
called  for  men  of  superior  ability  and  energy  in  this  remote  part  of 
the  world. 

The  Cane-Sugar  Mill  of  the  Honolulu  Plantation,  Oahu, 
Hawaiian  Islands,  and  the  Beet-Sugar  Factory  at  Salinas,  Cal.,  the 
largest  and  best  equipped  anywhere,  were  built  under  his  mechani- 
cal supervision. 

Unobtrusive  manners  and  exceeding  modesty  were  the  princi- 
pal characteristics  of  this  remarkable  man.  These  qualities  alone 
prevented  him  from  acquiring  a  very  marked  prominence  in  this 
community  and  in  our  Society.  Many  a  younger  member  of  our 
calling  has  had  the  benefit  of  his  instruction  while  he  was  chief 
draughtsman  for  the  Risdon  Iron  Works,  and  will  remember  with 
gratitude  his  readiness  to  impart  whatever  was  required  of  his  large 
store  of  experience. 

His  friendship  was  undemonstrative,  but  lasting.  His  prefer- 
ence, after  the  toil  of  the  day,  was  for  quiet  enjoyment  of  nature 
and  home ;  the  latter  tendency  was  manifest  in  the  fact  that  he  sel- 
dom went  to  any  of  his  distant  fields  of  labor  without  the  thoughtful 
companion  of  his  life — the  wife  who  survives  him. 

One  well  qualified  to  judge  this  man,  one  who  has  been  in 
professional  contact  with  him  for  many  years,  who  well  knows 
the  true  value  of  the  character  and  ability  of  the  late  August  H. 
Schierholz,  our  Past  President  George  W.  Dickie,  writes  of  him 
as  follows : 

"Mr.  Schierholz  was  one  of  those  rare  characters  who  had  the 
ability  to  keep  self  in  the  background  and  devote  all  his  power  of 
mind  to  reaching  the  best  solution  of  the  problem  he  had  in  hand 
at  the  time.  Only  those  who  had  a  close,  working  acquaintance 
with  this  modest  draughtsman  could  form  any  estimate  of  his  work 
as  a  man  and  his  great  ability  as  a  designer  of  mechanical  struc- 
tures. He  had  a  rare  faculty  of  seeing  beneath  the  surface  of  the 
paper  he  was  working  on,  and  a  simple  elevation  prepared  by  this 
talented  man  would  convey  all  the  information  usually  given  by 
plans,  elevations  and  numerous  sections.  He  could  give  in  a  few 
hours  one  view  of  a  complicated  machine,  showing  all  the  parts  in 
their  relative  positions  for  estimating  purposes,  which,  when  de- 
tailed out,  would  show  that  every  part  had  its  proper  clearance, 
enabling  the  original  design  to  be  carried  out  as  shown  by  his  first 
picture  of  it.  This  faculty,  so  rare  even  in  accomplished  draughts- 
men, gave  to  Mr.  Schierholz's  work  a  peculiar  value,  which  enabled 
those  fortunate  enough  to  secure  his  services  to  present  plans  and 
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specifications  of  the  most  complicated  work  in  a  miraculously  short 
time.  And  yet,  with  this  faculty  so  valuable  to  an  engineering  busi- 
ness, his  extreme  modesty  prevented  him  from  making  atiy  true 
estimate  of  his  own  work. 

''The  writer  had  an  intimate  association  with  Mr.  Schierholz  for 
about  twelve  years,  which  was  severed  twenty  years  ago.  He  has, 
however,  during  these  twenty  years  held  Mr.  Schierholz  up,  both 
to  himself  and  to  others,  as  a  model  draughtsman,  wnse  in  his  pro- 
fession and  admirable  in  his  character." 

The  Technical  Society  mourns  the  loss  of  this  member  and 
adds  this  as  a  fitting  memorial  to  a  man  who,  fully  identified  with 
the  Pacific  Coast,  will  not  be  forgotten,  for  his  impression  has  been 
made  and  will  be  found  far  and  wide  wherever  Mr.  Schierholz  has 
been  and  where  his  genius  has  found  expression. 

A.  d'Erlach, 

Committee. 
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GAS. 
By  Thomas  D.  Miller,  Member  Louisiana  Engineering  Society. 


[Read  before  the  Society,  April  3,  1903.*] 

The  Century  Dictionary  contains  the  following  biographical 
note: 

''^lurdock,  William.  Born  at  Auchinleck,  Ayrshire,  August 
21,  1754.  Died  at  Birmingham,  November  15,  1839.  ^  Scotch 
inventor.  He  entered  the  works  of  Boulton  &  Watts,  Birmingham, 
in  1777,  and  in  1795  made  the  first  practical  use  of  illuminating  gas. 
He  also  invented  the  oscillating  steam  engine." 

From  the  day  that  Murdock  discovered  coal  gas  and  applied 
it  to  illuminating  purposes,  over  a  century  ago  to  the  present  time, 
there  has  been  a  steady  improvement  in  the  methods  and  appliances 
for  the  manufacture,  distribution,  sale  and  use  of  illuminating  gas. 
After  Murdock's  discovery,  inventors  were  at  work  perfecting  the 
furnaces  to  supply  the  heat  to  distil  the  gas  from  the  coal;  means 
for  the  extraction  of  the  coal  tar  and  other  impurities  had  to  be 
devised ;  and  the  storage  and  distribution  of  the  gas  through  pipes 
required  great  ingenuity  at  that  time.  The  measurement  of  the 
gas  was  a  perplexing  problem,  and  the  burners  for  its  consumption 
absorbed  considerable  attention  then  and  have  done  so  to  this  day. 

The  first  complete  gas  works  built  was  fundamentally  the  same 
as  the  coal-gas  works  of  to-day.  The  coal  was  placed  in  retorts  and 
the  gas  was  taken  off  through  hydraulic  mains,  passing  through  a 
scrubber,  a  condenser  and  a  purifier  of  some  character  or  other. 

*Manuscript  received  October  13,  1903. — Secretary,  Ass'n  of  Eng,  Socs. 
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The  storage  holder  caused  considerable  uneasiness  when  first 
erected,  and  the  Common  Council  passed  ordinances  requiring  that 
the  "gasometer"  should  be  inclosed  in  a  substantial  brick  build- 
ing, so  that  in  case  of  an  explosion  the  coninuuiity  would  be  pro- 
tected from  injury  by  the  building.  The  honorable  members  of  the 
Council  were  surprised  and  incredulous  when  informed  that  the 
contents  of  the  gasometer  could  not  explode  until  mixed  with  air, 
and  they  were  dumbfounded  when  a  pick  point  was  driven  through 
the  side  of  the  holder  and  a  torch  applied  to  the  hole  resulted  in 
nothing  more  than  the  emission  of  a  flame  from  the  opening.  Even 
to-day  thousands  of  our  citizens  hold  much  these  same  beliefs. 

COAL    GAS. 

The  apparatus  for  the  manufacture  of  coal  gas  consists  of  one 
or  more  benches,  consisting  of  an  arch  or  oven,  constructed  of  fire- 
brick, at  the  bottom  of  which  is  a  furnace,  the  upper  part  of  the  arch 
being  filled  with  retorts  made  of  clay  with  cast-iron  mouthpieces. 
These  mouthpieces  extend  beyond  the  brick  wall  which  closes  the 
end  of  the  arch,  and  have  lids  which  are  readily  removed.  Attached 
to  each  mouthpiece  is  a  cast-iron  pipe  for  conducting  the  gas  away 
from  the  retort.  These  riser  pipes  pass  up  to  the  top  of  the  bench 
and  down  into  what  is  known  as  the  hydraulic  main.  This  hydraulic 
main  is  in  effect  a  water  seal  or  valve,  and  gets  its  name  from  the 
fact  that  it  is  partially  filled  with  water,  which  water  rises  up  above 
the  bottom  of  the  gas  or  dip  pipes  passing  down  into  the  main. 
When  the  gas  is  being  generated  in  the  retort  it  forces  its  way  up 
through  the  water.  In  doing  so  the  water  condenses  a  portion  of  the 
tar  that  is  in  the  gas  and  the  tar  is  drained  off  from  the  bottom  of  the 
hydraulic  main.  This  water  also  absorbs  a  portion  of  the  ammonia 
that  is  present  in  the  gas  as  an  impurity.  The  special  purpose  of 
this  hydraulic  main,  however,  is  to  automatically  prevent  the  gas 
from  going  back  from  the  holder  into  the  retort,  when  the  mouth- 
piece is  open  for  the  purpose  of  drawing  the  coke  or  charging  the 
retorts  with  coal,  acting  much  after  the  fashion  of  a  check  valve. 

The  pressure  in  the  retorts  necessary  to  force  the  gas  through 
the  water  in  the  hydraulic  main  and  the  several  pieces  of  purifying 
apparatus  into  the  holder  is  so  great  that  there  is  a  considerable  loss 
in  the  yield  of  gas,  unless  relieved  by  the  introduction  of  a  suction 
pump,  known  as  an  exhauster.  This  exhauster  is  usually  connected 
up  in  the  line  of  the  main  gas  off-take  pipe  immediately  beyond  the 
retorts.  The  exhauster  is  so  constructed  and  the  supply  so  regu- 
lated that  any  desired  pressure  can  be  kept  in  the  hydraulic  mains 
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at  all  times.  After  the  gas  has  been  drawn  out  by  and  has  passed 
the  exhauster  it  is  put  through  a  condenser  for  cooling,  in  which  a 
great  deal  of  the  tarry  globules  or  vapor  is  thrown  down  and  drains 
off  to  the  tar  well.  Then  it  usually  passes  through  some  further 
form  of  tar  extractor  or  washer,  where  the  remaining  particles  of 
tar  should  be  removed.  Thence  it  passes  through  the  scrubber, 
where  it  is  brought  in  contact  with  water,  which  absorbs  the 
remaining  portion  of  ammonia  in  the  gas.  After  the  gas  has 
left  the  scrubber  it  should  need  but  one  more  purification,  and  that 
is  the  removal  of  the  sulphur  compounds  which  usually  appear  in 
the  form  of  sulphuretted  hydrogen  and  bisulphide  of  carbon.  These 
sulphur  compounds  were  formerly  removed  by  quicklime  mois- 
tened and  placed  upon  trays  in  large  cast-iron  boxes,  the  gas  being 
forced  through  this  lime.  In  later  years  the  lime  has  been  practi- 
cally abandoned  and  replaced  by  what  is  known  as  ''iron  sponge," 
a  preparation  of  some  form  of  oxide  of  iron.  This  oxide  of  iron 
takes  up  the  sulphuretted  hydrogen,  forming  sulphide  of  iron.  This 
sulphide  of  iron  reoxidizes  on  being  exposed  to  the  air,  depositing 
fine  crystals  of  sulphur  and  reforming  as  oxide  of  iron,  and  can 
therefore  be  used  over  and  over  until  it  becomes  excessively  charged 
with  sulphur. 

A  small  percentage  of  free  sulphur  is  very  desirable  for  remov- 
ing traces  of  bisulphide  of  carbon  in  gas,  as  the  sulphur  has  a  very 
decided  affinity  for  bisulphide  of  carbon,  and  mechanically  holds  it 
behind. 

These  purifying  materials  were  formerly  regarded  as  excellent 
remedies  for  whooping  cough,  and  many  an  old  gas  man  will  recall 
incidents  of  the  hundreds  of  children  he  has  treated  for  this  com- 
plaint. 

When  the  gas  leaves  the  lime  or  oxide  boxes,  it  is  entirely  puri- 
fied and  ready  for  use,  if  the  work  has  been  properly  done.  It  is  then 
passed  through  the  station  meter  or  mechanical  accountant,  which 
shows  the  amount  of  gas  made,  and  is  then  stored  in  the  holder, 
whence  it  is  distributed  through  the  mains,  services  and  house- 
pipes  of  the  community  to  the  burners  where  it  is  consumed. 

In  passing  from  the  mains  to  the  housepipes  the  gas  once  more 
is  measured  by  a  mechanical  accountant ;  that  is,  by  the  usual  house 
or  consumer's  meter. 

The  coal  best  adapted  to  the  manufacture  of  coal  gas  is  a 
bituminous  coal,  containing  from  20  to  40  per  cent,  of  volatile 
matter,  rich  in  hydrocarbons,  and  is  typified  by  the  following  analy- 
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sis  of  one  of  the  best  grades  of  Pittsburg  gas  coal,  which  shows  as 
follows  : 

Moisture   1.26 

Volatile  matter   36. 14 

Fixed  carbon   ; v 59- /O 

Ash   2.90 

Sulphur 99 

In  this  analysis  the  sulphur  was  separately  determined. 

WATER    GAS. 

Professor  T.  S.  C.  Lowe  was  employed  by  the  Federal  Govern- 
ment, during  the  Civil  War,  in  the  balloon  service  of  the  army,  and 
in  his  experiments  to  produce  large  quantities  of  hydrogen  for  use 
in  balloons  he  invented,  as  the  result  of  his  experiments,  what  is 
commonly  known  as  the  "water-gas"  process.  This  process  is  sub- 
stantially the  disintegration  of  steam  by  a  bed  of  superheated  car- 
bon, producing  carbonic  oxide  and  hydrogen.  The  blue  or  non- 
illuminating  gas  thus  produced  possesses  very  inferior  heating 
qualities,  being  only  about  300  B.  T.  U.  to  the  cubic  foot,  while 
illuminating  gas  possesses  from  650  to  750  B.  T.  U.  to  the  cubic 
foot ;  but  when  the  vapors  of  oil  are  introduced,  there  is  produced 
the  commercial  carburetted  water  gas  of  to-day. 

The  process  of  the  manufacture  of  the  water  gas  differs  from 
that  of  the  coal  gas  only  in  the  method  of  generating.  The  water- 
gas  apparatus  consists  of  a  generator,  carburettor  and  superheater. 
The  generator  is  a  large  vessel  made  of  sheet  steel,  lined  with  fire 
brick  with  grate  bars  at  the  bottom.  The  carburettor  is  a  similar 
shell  lined  with  fire  brick  and  filled  with  fire  brick  set  loosely  to  form 
checker  work.  The  superheater  is  also  a  steel  shell,  precisely  similar 
to  the  carburettor,  but  longer,  and  is  lined  with  fire  brick  and  filled 
with  checker  brick,  the  same  as  the  carburettor.  These  shells  stand 
on  end,  each  one  close  to  the  other.  The  generator  is  connected  to 
the  carburettor  at  the  top  by  a  pipe  lined  with  fire  brick.  The  car- 
burettor is  connected  to  the  superheater  at  the  bottom  by  a  similar 
pipe  lined  with  fire  brick.  On  the  top  of  the  superheater  is  a  large 
valve,  known  as  the  ''stack  yalve,"  and  leading  out  from  the  side  of 
this  stack  valve  is  the  ofif-take  pipe,  which  passes  down  to  a  washer 
or  seal,  corresponding  precisely  to  the  hydraulic  main  or  water 
valve  in  the  coal-gas  process.  xAfter  the  gas  has  passed  this  wash- 
box  or  seal,  the  purification  process  is  precisely  the  same  as  in  the 
case  of  coal  gas.  The  method  of  manufacturing  water  gas  is  as 
follows :  the  generator  is  filled  with  coke  or  hard  coal  and  ignited 
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at  the  bottom.     A  fan  or  blower  of  proper  size,  operated  by  an 
engine,  furnishes  a  blast  which  is  controlled  by  a  valve  at  the  bottom 
of  the  generator.     The  blast  being  admitted  under  the  grate  bars, 
passes  up  through  the  fuel  bed  and  brings  up  the  heat  of  the  coke 
or  coal,  at  tlie  same  time  making  a  producer  gas  wdiich  passes  into 
the  top  of  the  carburettor,  where  another  blast  is  admitted,  igniting 
this  producer  gas,  causing  a  secondary  combustion  that  results  in 
bringing  up  the  temperature  of  the  checker  brick  in  the  carburettor. 
Some  of  the  producer  gas  passes  down  through  the  carburettor  into 
the  bottom  of  the  superheater,   where  another  blast  is  admitted, 
igniting  this  producer  gas,  causing  further  combustion  and  bringing 
up  the  temperature  of  the  checker  brick  in  the  superheater.     The 
"blow"  is  conducted  for  a  time  sufficient  to  bring  up  the  temperature 
in  the  generator  to  from  1900  to  2000  degrees,  and  the  checker  brick 
of  carburettor  and  superheater  to  a  degree  varying  according  to  the 
quality  and  kind  of  oil  to  be  used ;  at  any  rate,  to  a  red  heat.     When 
this  proper  temperature  has  been  obtained  throughout  the  apparatus, 
the  air  blast  is  shut  off,  the  stack  or  outlet  valve  on  the  superheater 
is  closed   and  steam  is  admitted  under  the  grate  bars  of  the  genera- 
tor and  passed  up  through  the  bed  of  superheated  carbon  and  is 
thereby  dissociated,  the  reaction  in  the  incandescent  coal  or  carbon 
producing  hydrogen  and  carbonic  oxide,  that  is,  "water  gas"  com- 
monly known  as  "blue  gas."     This  water  gas  passes  through  the 
pipe  connection  into  the  carburettor,  where  it  comes  in  contact  with 
an  oil  spray  from  an  injecting  nozzle,  which  distributes  oil  at  the 
top  on  the  red-hot  checker  brick,  and  thus  generates  oil  vapor,  and 
this  oil  vapor,  mingling  with  the  water  gas,  passes  down  through 
the  checker  brick  of  the  carburettor  into  the  bottom  of  the  super- 
heater and  up  through  the  superheater,  during  which  passage  the  oil 
vapor  is  changed  to  a  fixed  gas.     The  resulting  oil-water  gas  is 
then  passed  out  of  the  off-take  pipe  down  through  the  washbox 
and  out  through  the  purifying  apparatus  to  the  holder.  In  the  pro- 
duction of  carburetted  water  gas  no  ammonia  is  made.    In  practice, 
the  air  blast  is  kept  on  from  five  to  seven  minutes,  and  this  process 
is  continued  throughout  the  day,  or  week,  or  month,  or  year,  the 
only  interruptions  being  for  coaling  up,  clinkering  and  repairing. 

In  the  manufacture  of  water  gas  the  fuel  used  is  either  coke  or 
anthracite  coal.  No  water-gas  process  has  yet  been  successfully 
devised  by  which  soft  or  bituminous  coal  can  be  used.  Several  of 
these  processes  have  been  attempted,  and  in  a  number  of  cases 
plants  have  been  installed,  but  after  being  operated  for  a  few  years, 
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in  most  cases  they  have  been  converted  into  some  standard  form  of 
water-gas  apparatus. 

In  former  days  the  demand  for  high  candle  power  was  the  cause 
of  the  marketing  of  large  quantities  of'  cannel  coal  for  gas  mak- 
ing, and  the  gas  was  made  by  mixing  a  certain  percentage  of  cannel 
coal  in  with  the  gas  coal.  After  the  introduction  of  the  carburetted 
water  gas,  a  great  many  plants  abandoned  the  use  of  the  cannel  coal 
and  installed  auxiliary  water-gas  plants,  making  a  rich  water  gas, 
to  be  mixed  with  coal  gas,  and  thereby  bringing  up  the  candle  power 
of  the  mixed  gas  to  the  desired  standard. 


Wet  Meter,  Showing  Drum  from  Outlet  End. 


METERS. 

One  of  the  first  gas  meters  invented  was  made  of  bladders, 
which  were  so  arranged  that  one  bladder  would  be  filled  with  gas 
from  the  holder,  and  in  expanding  would  force  the  gas  out  from 
another  one  already  filled,  and  a  valve  system  would  shift  the  re- 
sponsibility from  one  to  the  other,  and  thereby  furnish  a  steady 
supply.  This  shifting  of  the  valves  by  suitable  clockwork  registered 
the  number  of  times  each  bladder  had  filled  and  emptied.  In  this 
way  the  amount  of  gas  passed  could  be  obtained.  These  bladders, 
owing  to  the  properties  of  gas,  soon  became  dried  and  cracked,  and 
were  finally  abandoned  for  improved  devices.  The  wet  and  dry 
meters  were  the  final  results  of  experiments  on  these  lines. 

The  wet  meter  consists  of  a  miniature  overshot  water  wheel 
partially  submerged  in  water  and  revolving  on  a  shaft.    This  wheel 
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Dry  ;Meter,  Showing  Diaphragms  and  Leathers. 
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or  drum  is  divided  by  partitions  into  buckets  or  chambers  in  such 
a  way  as  to  admit  the  gas  into  one  of  the  partitions  above  the  water. 
The  pressure  of  the  gas  acting  against  the  partition  on  one  side 
and  the  water  on  the  other  causes  it  to  revolve,  and  just  before  this 
section  begins  to  shut  off  from  the  supply  another  section  comes  in 
and  begins  to  take  gas.  Immediately  after  this,  the  first  section 
shuts  off  the  intake,  and,  being  already  filled  with  gas,  begins  to 
discharge  the  gas  into  the  case  which  surrounds  the  drum.  Given 
the  exact  cubical  contents  of  these  various  chambers,  the  quantity 
of  gas  passed  with  one  revolution  of  the  drum  can  be  ascertained, 
and  properly  constructed  gear  w^heels,  operated  by  a  pinion  on  the 
main  shaft,  register  the  amount  of  gas  that  passes. 

The  dry  meter  operates  through  two  side  valves,  and  the  work- 
ing parts  of  the  meter  are  two  or  more  diaphragms  attached  to  the 
valves  by  means  of  rocking  shafts  and  link  motion.  The  diaphragms 
are  giyen  freedom  of  movement  by  means  of  leathers  attached  to 
the  diaphragms  and  to  the  partition  between  them,  and  the  whole 
is  inclosed  in  a  case.  As  gas  is  admitted  on  both  sides  of  the  dia- 
phragms, it  is  evident  that  movement  of  either  diaphragm  causes  a 
flow  of  gas  to  the  outlet  of  the  meter.  When  one  diaphragm  is  on 
the  dead  center,  the  other  one  is  in  full  action,  thereby  producing  a 
steady  flow  of  gas.  The  links  operate  a  crank  shaft,  and  this  crank 
shaft  operates  the  valves  and  the  registering  gear.  The  area  of  the 
moving  diaphragm,  multiplied  by  its  lineal  travel,  will  give  the 
cubical  displacement,  and  the  consequent  flow  of  gas  can  be  known 
for  a  given  number  of  movements  of  the  diaphragms.  The  dia- 
phragm leathers  are  soaked  in  oil,  and  so  long  as  they  remain  sound 
the  registration  of  the  meter  will  continue  correct.  The  chief  diffi- 
culty, however,  is  that  these  leathers  in  time  become  hard,  and  the 
constant  movement  of  the  diaphragm  cracks  them  and  a  portion  of 
the  gas  begins  to  pass  through  without  registering. 

Fully  90  per  cent,  of  the  dry  meters  that  are  wrong  are  found 
to  be  slow.  One  can  readily  see  from  the  construction  of  the  meter 
that  in  order  to  make  the  meter  run  fast  the  travel  of  the  diaphragm 
must  be  reduced,  but  the  limitations  of  the  crank  shaft  require  a 
certain  amount  of  motion  on  the  part  of  the  diaphragm  to  pass  the 
dead  center,  and  if  this  is  not  met,  the  meter  will  refuse  to  operate. 

BURNERS. 

The  original  cock  spur  gas  jet  burning  a  14  C.  P.  gas  pro- 
duced about  2  candles  of  light  per  cubic  foot  of  gas  consumed  per 
hour,  or  on  5  feet  per  hour,  which  is  the  standard  consumption  per 
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hour  and  basis  of  all  reference  to  candle  power  of  gas,  would  pro- 
duce lo  candles  of  light.  As  improvements  were  made  the  quality 
of  gas  was  raised,  and  i8  candle  gas  with  an  ordinary  gas  jet  pro- 
duces from  2,2  to  4  candles  per  foot  of  gas  consumed  per  hour.  The 
common  Argand  burner  produces  less  than  this.  The  Sugg  Stand- 
ard English  Argand  produces  4  to  4J  candles  per  foot,  and  the 
Siemens  and  Lungren  lamps  increase  this  yield  of  light  to  about  10 
candles  of  light  per  cubic  foot  of  gas  consumed  per  hour.  The 
Welsbach  light,  when  first  put  on  the  market,  gave  a  fraction  over 
12  candles  of  light  per  foot  of  gas  consumed  per  hour,  while  the 
Welsbach  single  burner  of  to-day  gives  something  over  20  candles 
of  light  per  cubic  foot  of  gas  consumed,  and  the  inclosed  incandes- 
cent gas  lamp,  known  as  the  ''gas  arc,"  will  give  as  high  as  25  and 
sometimes  30  candles  of  light  per  cubic  foot  of  gas  consumed  per 
hour. 

NEW  ORLEANS. 

In  1829,  on  the  7th  day  of  February,  the  Legislature  of  the  State 
of  Louisiana  passed  an  act  incorporating  a  company  under  the  title 
of  the  New  Orleans  Gas  Light  Company.  This  franchise  was. de- 
clared forfeited  in  1833,  and  the  exclusive  privilege  of  vending  gas 
lights  in  the  city  was  given  to  James  H.  Caldwell,  of  New  Orleans. 
In  1835,  by  an  act  of  the  Legislature,  Mr.  Caldwell  transferred  his 
privileges  to  the  New  Orleans  Gas  Light  and  Banking  Company. 
The  banking  rights  of  the  company  were  later  relinquished.  In 
1 88 1  an  opposition  company  was  projected,  and,  as  a  result  of  four 
years'  litigation,  the  Supreme  Court  of  the  United  States,  in  1885, 
confirmed  the  exclusive  rights  of  the  present  company,  as  granted 
by  its  charter,  to  make  and  vend  gas  lights  until  April  i,  1925. 

One  of  the  provisions  of  the  grant  was  that  the  price  of  gas 
should  never  be  raised  above  $6  per  1000  cubic  feet.  In  1854  there 
was  another  amendment  to  the  charter,  which  provided  that  the 
price  of  gas  should  not  be  above  $4.50  per  1000  cubic  feet. 

The  first  plant  was  erected  in  1836,  and  consisted  of  three 
benches,  of  three  iron  retorts  each,  on  the  corner  of  Gravier  and 
Locust  Streets  (now  known  as  Robertson  Street).  The  plant  was 
enlarged  about  1850  or  1852  to  sixteen  benches  of  three  iron  retorts 
each. 

In  1859  the  building  that  is  now  used  as  a  generator  room  was 
erected,  and  in  it  were  installed  forty  benches  of  three  clay  retorts 
each,  each  retort  being  12  x  20  inches  and  8  feet  16  inches  long. 
The  hydraulic  main  was  circular  in  section,  18  inches  in  diameter, 
and  the  benches  were  supplied  with  4-inch  stand  pipes.    About  1868 
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there  were  placed  in  these  benches  live  retorts,  space  for  them  being 
created  by  lowering  the  floor  line  of  the  retort  house  and  setting  the 
furnace  lower  down.  The  same  hydraulic  mains  were  adapted  to 
this  change. 

These  benches  were  used  until  the  consumption  had  reached 
1,100,000  cubic-  feet  per  day,  and  about  1875,  the  retort  house,  on 
the  corner  of  Perdido  and  Magnolia  Streets,  was  built,  and  in  it 
was  installed  forty-eight  benches  of  six  retorts  each.  These  benches 
made  all  the  gas  until  about  1883,  when  the  Egerton  process  for 
making  gas  was  put  in. 

This  process  consists  of  a  set  of  generators  for  producing  water 
gas  and  an  evaporator  for  vaporizing  naphtha.  The  naphtha  vapor 
was  .taken  up  by  the  water  gas  and  carried  along  through  heated 
retorts  as  fixing  chambers.  This  was  the  time  the  "dollar-and-cent 
meter''  was  put  into  use  in  New  Orleans,  and  33  candle  gas  was 
made.  Many  of  these  dollar-and-cent  meters  are  still  in  use  in  the 
city.  The  rate  on  these  meters  is  $3.70  per  1000,  and,  in  order  to 
reduce  the  registration  of  the  dollar-and-cent  meter  to  cubic  feet, 
it  should  be  divided  by  3.7.  This,  or  a  similar  water-gas  process, 
was  used  until  1895,  when  a  standard  Lowe  water-gas  plant  was 
installed  and  has  since  been  in  continuous  operation. 

I  have  already  referred  to  the  mechanical  accountant — the 
station  meter.  All  of  the  gas  made  is  measured  by  this  station 
meter,  and,  at  the  close  of  a  month's  business,  all  gas  registered  by 
the  consumers'  meters  is  totaled  up,  and  the  difference  between  the 
amount  made  and  the  amount  sold  is  ascertained.  This  amount  will 
vary  in  dififerent  plants,  and  is  largely  dependent  upon  a  variety  of 
conditions,  viz :  the  temperature  at  which  the  gas  is  measured  in  the 
station  meter,  the  tightness  of  the  mains  and  the  correctness  of  the 
consumers'  meters. 

To  overcome  the  question  of  temperature  the  quantity  of  gas 
measured  by  the  meter  is  corrected  to  a  uniform  temperature,  say 
60  or  70  degrees,  according  to  the  climate  in  which  the  business  is 
being  conducted.  Notwithstanding  this  fact,  it  is  never  found,  at 
the  end  of  the  year,  that  all  of  the  gas  sent  out  into  the  mains  has 
been  sold,  and,  if  the  loss  is  no  greater  than  8  per  cent.,  it  is  con- 
cluded that  mains  and  meters  are  in  excellent  condition ;  but  cases 
are  on  record  where  the  loss  has  been  as  great  as  25  per  cent.,  and 
even  a  few  instances  w^here  it  has  reached  50  per  cent.,  in  the  early 
days  when  wooden  mains  were  considered  the  very  thing. 

In  New  Orleans  the  question  of  leakage  has  not  been  very 
serious,  because  of  the  presence  of  water  in  the  ground  at  practi- 
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cally  all  times  of  the  year.  We  have  little  trouble  over  the  loss  of 
gas  from  its  getting  out  of  the  mains,  because  where  there  is  a  leak 
in  the  main  there  is  water  enough  present  in  the  ground,  with  suffi- 
cient pressure  to  prevent  the  gas  from  leaking  out ;  instead,  the 
water  leaks  in,  and,  as  a  result,  we  have  a  large  expense  account  for 
pumping  water  out  of  the  mains.  If  the  ground  became  well  drained 
and  the  usual  conditions  of  elevated  land  existed,  no  doubt  our 
leakage  account  would  be  as  large  as  other  well-regulated  plants. 
This  seepage  of  water  into  the  mains  gradually  causes  the  formation 
of  a  deposit,  which  finally  has  to  be  removed.  This  process  of  wash- 
ing out  the  gas  mains  is,  I  believe,  peculiar  to  New  Orleans.  The 
mains  are  flushed  in  this  manner :  The  main  and  branches  of  two 
or  three  blocks  are  cut  and  plugged,  and  a  hose  is  attached  from  a 
fire  hydrant  to  the  main ;  the  main  is  filled  with  water  under  pres- 
sure, and  the  plug  at  the  far  end  is  knocked  out  and  the  water 
allowed  to  gush  through,  after  which  it  is  washed  for  eighteen  or 
twenty  minutes,  and  thereby  the  mass  of  sediment  at  the  bottom  of 
the  mains  is  removed.  This  accumulation  has  become  so  great  in 
some  instances  that  it  has  retarded  the  flow  of  gas  during  the  early 
hours  of  the  evenings  to  such  an  extent  that  certain  sections  have 
been  entirely  without  gas. 

In  the  distribution  of  gas  from  the  holders,  all  of  the  pressure 
of  gas  in  the  mains  is  given  by  the  weight  of  the  holder.  In  order 
to  maintain  uniform  pressure  and  not  to  have  a  presssure  on  the 
mains  higher  than  is  necessary  to  give  a  good  service,  governors 
of  the  pressure  are  used  at  the  works.  These  are  operated  in  a 
manner  to  produce  a  pressure  according  to  the  demand  on  the 
mains,  but  in  the  rapid  development  of  the  gas  business  recently 
experienced  in  New  Orleans,  the  demand  on  the  mains  was  far 
greater  than  the  supply  of  gas  that  could  be  forced  through  them 
with  the  weight  of  the  holders,  and  even  had  they  been  heavy 
enough,  it  would  have  been  undesirable,  because  the  pressure  would 
have  been  excessive  to  the  extreme  in  the  pipes  leading  out  from  the 
works,  and  would  have  gradually  diminished  until  out  or  near  the 
extreme  limits  of  the  system,  and  the  proper  pressure  would  not  be 
obtained.  In  order  to  overcome  this  difficulty  promptly,  and  at  a 
reasonable  cost,  a  high-pressure  system  of  distribution  was  intro- 
duced in  New  Orleans,  and  has  been  in  operation  for  about  a  year 
past.  This  system  consist's  in  compressing  the  gas  to  from  15  to  35 
pounds,  and  sending  it  out  to  the  outlying  districts  in  small  wrought- 
iron  mains,  laid  expressly  for  the  purpose,  to  a  desired  point  where 
the  gas  is  fed  into  the  low-pressure  mains  and  the  pressure  is  re- 
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duced  through  a  regulator  to  the  proper  amount  to  be  maintained 
in  the  low-pressure  mains.  At  the  present  time  there  are  four  such 
stations  in  the  city.  The  entire  gas  supply  of  Algiers  is  furnished 
through  a  high-pressure  pipe,  v;hich  is  laid  on  the  bed  of  tbe  Missis- 
sippi River,  and  the  low-pressure  distribution  pipes  in  Algiers  are 
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supplied  with  gas  through  a  small  governor  station  on  the  Algiers 
side  of  the  river.  So  far,  this  method  of  distribution  of  gas  has 
proved  eminently  satisfactory,  and  the  gas  supply  of  Algiers  ha§ 
been  interrupted  on  but  two  occasions  in  the  six  months  since  it 
was  turned  on.  This  was  necessitated  by  the  breaking  of  a  fitting 
in  the  high-pressure  piping  at  the  governor  station  in  Algiers,  and 
the  change  of  fittings  was  accomplished  in  less  than  an  hour.  The 
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other  shut-off  was  occasioned  by  the  necessity  of  lowering  the  main 
on  this  side  of  the  river  at  the  head  of  Julia  Street,  and,  in  order  to 
keep  the  supply  of  gas  on  while  this  lowering  process  was  going 
on,  a  heavy  2-inch  steam  hose  was  inserted  in  the  pipe  in  order  to 
give  a  flexible  connection  to  permit  the  pipe  to  descend,  keeping  the 
gas  on  all  the  time.  This  2-inch  rubber  hose  is  still  doing  business 
in  the  turbid  flood  that  has  been  rushing  by  for  several  weeks  past, 
but  no  interruption  of  the  supply  has  occurred. 

The  old  Valence  Street  Works,  formerly  the  Jefferson  City 
Works,  have  long  since  been  abandoned  for  manufacturing,  and 
only  the  storage  holders  at  this  plant  are  in  use.  These  holders  are 
filled  daily  from  the  high-pressure  main  which  was  carried  there 
for  that  purpose. 

The  hourly  consumption  of  gas  is  subject  to  quite  a  large  varia- 
tion during  the  twenty-four  hours,  and  there  is  a  distinct  peak  of 
load  as  in  the  electric  consumption  for  electric  light.  The  accom- 
panying diagram  shows  this  peak. 

The  history  of  the  gas  business  in  New  Orleans  is  almost  the 
history  of  the  gas  business  in  the  United  States.  It  was  the  second 
gas  works  built  in  this  country.  To-day  the  gas  of  New  Orleans 
is  made  with  the  most  modern  apparatus  known,  and  if  it  is  safe  to 
predict  from  the  past.  New  Orleans  will  be  one  of  the  first  to  avail 
itself  of  any  material  improvements  which  may  be  made  in  the 
m_anufacture  of  gas. 
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By  George  C.  Diehl,  Member  Engineers'  Society  of  Western  New  York. 


[Read  before  the  Society,  April  7,  1903.*] 

Mr,  President  and  Gentlemen  : — The  public  press  has 
wisely  published  very  complete  reports  of  the  various  good-roads 
speeches,  meetings,  conventions  and  legislative  enactments;  and 
doubtless  I  can  but  repeat  facts  familiar  to  you. 

It  is  the  duty  of  every  member  of  this  Society,  when  called 
upon  by  the  Secretary,  to  address  the  members  on  the  subjects  with 
which  he  is  familiar,  from  his  experience  as  an  engineer ;  and  from 
that  standpoint  I  will  state  some  ideas  concerning  good  roads  which 
have  come  to  my  notice  in  an  official  capacity,  while  employed  by 
the  State  Engineer's  Department  and  by  the  Board  of  Supervisors 
as  County  Engineer.  I  must  confess  I  had  never  given  much 
thought  to  good  roads  or  bad  roads  before  I  was  paid  for  doing  so. 

This  was  a  mistake,  and  I  believe  it  the  duty  of  every  patriotic 
citizen  to  inform  himself  and  lend  his  aid  to  every  worthy  improve- 
ment of  the  commonwealth  and  the  municipality.  Especially  is  this 
true  of  every  engineer,  on  such  great  subjects  of  the  State's  internal 
improvement  as  the  construction  of  a  1000-ton  barge  canal  and  the 
improvement  of  the  public  highways ;  for  these  public  problems 
could  be  more  quickly  solved  and  the  apparently  insurmountable 
obstacles  overcome  should  the  engineers  of  the  State  devote  some  of 
their  time,  energy  and  ability  to  this  patriotic  duty. 

It  is  only  since  the  early  nineties  that  the  improvement  of  the 
public  highways  has  been  systematically  carried  on  and  public  opin- 
ion sufficiently  aroused  to  the  necessity  of  action  by  our  various 
legislative  bodies. 

A  history  of  the  good-roads  movement,  previous  to  the  nineties, 
v/ould  chronicle  the  persistent  efforts  of  a  few  pioneers,  meeting 
with  little  encouragement,  working  without  system,  but  steadfastly 
sticking  to  their  task  and  making  possible  this  great  internal  im- 
provement by  enlightening  the  public  mind  to  the  necessities  for 
the  betterment  of  transportation  facilities  to  the  great  avenues 
of  commerce — the  railroads  and  the  waterways. 

Four  methods  of  improvement  of  highways  suggest  them- 
selves to  me:  (i)  with  National  aid;  (2)  with  State  aid;  (3)  by 
the  county ;  (4)  by  the  town  or  locality. 

For  a  number  of  years  the  National  Department  of  Agriculture 

♦Manuscript  received  November  11,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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has  had  a  Good-Roads  Department,  which  has  made  valuable  studies 
in  geology,,  petrology,  character  of  soils  and  various  natural  condi- 
tions, has  built  short  experimental  sections  of  road  illustrative  of  the 
various  types  of  roadways,  and  more  recently  this  Department  has 
operated  the  so-called  *'good-roads  trains,"  equipped  with  modern 
stone  crushers,  rollers,  road  machines,  etc.  These  trains  have  been 
sent  through  the  Southern  and  Western  States,  where  the  good- 
roads  movements  are  not  so  far  advanced,  and  have  stopped  about 
a  week  in  each  locality  and  built  a  section  of  sample  road,  inviting 
everyone  and  educating  them  along  the  most  improved  lines  of 
road  building. 

A  bill  has  recently  been  introduced  into  the  National  Congress 
by  W.  P.  Brownlow,  which  provides  for  a  system  of  National, 
State  and  local  co-operation  in  the  permanent  improvement  of  the 
public  highways.  This  bill  contemplates  an  appropriation  of 
$20,000,000,  which  shall  be  apportioned  amongst  the  various  States 
in  proportion  to  their  populations,  the  Government  to  pay  one-half 
and  the  State  and  locality  one-half  of  total  cost  of  road.  It  is  also 
provided  that  a  bureau  shall  be  created  under  the  direction  and 
management  of  the  Secretary  of  Agriculture,  consisting  of  a  direc- 
tor, at  $4500  per  annum ;  four  field  experts,  at  $2000  per  annum ; 
four  civil  engineers,  at  $1800  per  annum;  four  road  experts,  at 
$1400  per  annum,  and  others.  The  remaining  features  of  the  bill 
are  similar  to  the  Higby-Armstrong  Bill  of  this  State,  of  which 
mention  will  be  made  later. 

In  the  improvement  of  highways  with  State  aid,  I  believe  the 
States  of  Massachusetts  and  New  Jersey  were  the  pioneers.  The 
system  adopted  by  the  former  State  is  regarded  by  many  to  be  drawn 
along  the  most  advanced  lines.  The  States  of  Connecticut,  Mary- 
land and  others  have  added  greatly  to  the  public  store  of  knowledge. 
The  work  in  Massachusetts,  both  in  construction  and  maintenance, 
is  done  under  the  direction  of  a  commission  of  three,  appointed 
by  the  Governor,  for  a  term  of  five  years,  terms  expiring  separately, 
so  that  always  two  experienced  members  remain  on  commission. 
However,  time  will  not  permit  me  to  go  into  detail  of  work  done 
in  other  States. 

On  March  24,  1898,  the  so-called  Higby-Armstrong  Good- 
Roads  Bill  became  a  law  in  New  York  State.  This  law,  in  a  general 
way,  provides  that  the  owners  of  a  majority  of  lineal  feet  fronting 
on  any  public  highway  may  present  to  the  Board  of  Supervisors  a 
petition,  setting  forth  that  they  desire  such  highway  improved  under 
the  provisions  of  this  act.     The  Board  of  Supervisors  must  pass  a 
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resolution  (or,  if  no  petition  has  been  circulated,  may  pass  a  resolu- 
tion) that  the  public  interest  demands  said  improvement.  A  cer- 
tified copy  of  this  resolution  is  sent  to  the  State  Engineer,  who 
investigates  and  determines  if  the  section  of  road  is  of  sufficient 
public  importance  to  come  within  the  provisions  of  this  act,  taking 
into  account  the  use,  location  and  value  of  such  highway  for  the 
purposes  of  common  traffic  and  travel.  Should  the  State  Engineer 
approve  of  such  resolution,  he  shall  cause  the  road  to  be  surveyed 
and  mapped  and  plans  and  estimates  of  cost  of  improvements  made ; 
the  macadam  portion  of  the  road  to  be  8  to  16  feet  in  width,  unless 
for  special  reasons  given  by  the  State  Engineer  it  is  required  to  be  of 
greater  width.  He  shall  then  submit  to  the  Board  of  Supervisors 
estimate  and  certified  copy  of  plans.  The  Board  of  Supervisors 
may,  by  a  majority  vote,  adopt  a  resolution  that  such  road  be  im- 
proved. The  State  Engineer  then  advertises  for  bids  for  said  im- 
provement and  awards  the  contract,  which  must  be  at  a  price  less 
than  his  estimate,  but  may,  in  his  discretion,  be  awarded  to  the 
Board  of  Supervisors,  even  though  not  the  lowest  bidder.  Fifty 
per  cent,  of  the  expense  of  construction  shall  be  paid  by  the  State 
and  50  per  cent,  by  the  county  in  the  first  instance ;  of  wdiich  latter 
50  per  cent.  35  per  cent,  of  the  total  cost  of  construction  shall  be  a 
general  county  charge,  and  15  per  cent,  shall  be  charged  to  the  town 
in  which  the  road  is  built,  if  without  petition;  or  to  the  abutting 
property  owners,  if  built  by  their  petition. 

The  improvement  of  such  highways  shall  be  taken  up  in  the 
order  in  which  the  State  Engineer  shall  receive  the  resolutions  of 
the  Board  of  Supervisors,  which  approve  of  the  plans  and  estimate. 
The  property  owners  shall  thereafter  pay  all  highway  taxes  assessed 
against  them  in  money.  The  bill  also  provides  for  collecting  statis- 
tics, consultation  bv  highway  officers,  annual  report  to  Legislature, 
that  the  road  shall  be  maintained  thereafter  as  a  county  road,  and 
that  the  Commissioner  of  Highways  shall  care  for  same  as  directed 
by  the  State  Engineer. 

The  appropriations  which  have  been  made  by  the  State  and 
counties  under  this  law  are  as  follows : 

State.  Counties. 

1898  $50,000         $63,872 

1899  50,000  42,876 

1900 150,000         431,227 

1901  420,000        1,055,874 

1902  795,000        1,748,115 

$1,465,000       $3,341,964 
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Forty-six  different  counties  have  petitioned  for  State  aid,  and 
the  totals  for  the  State  are  as  follows: 

Mileage  petitioned  for  to  January  i,  1903 2415 

Mileage  plans  approved  by  counties -. 825 

Mileage    completed 186 

Mileage  in  process  of  improvement 167 

In  Erie  County — 

The  total  mileage  of  roads  outside  of  Buffalo  and  incorporated 

villages   is    1900 

Mileage  petitioned  for  to  January  i,  1903 77 

Mileage  plans  approved  by  county  to  January  i,  1903 53 

Mileage   completed    12 

Mileage  in  process  of  improvement 20 

This  law  is  applicable  only  to  the  main  market  roads  in  the 
State.  The  total  mileage  of  roads  in  New  York  State,  exclusive 
of  cities  and  incorporated  villages,  is  approximately  73,800.  Ap- 
proximately 10  per  cent,  of  this  mileage  can  be  improved  under  this 
law,  or  about  7500  miles,  at  $8000  per  mile,  a  total  cost  of  about  $60,- 
000,000.  If  the  State  should  appropriate  $1,000,000  a  year,  this 
improvement  would  take  at  least  thirty  years,  and  it  is  for  that 
reason  that  the  good-roads  advocates  are  urging  the  Legislature 
to  approve  of  a  $50,000,000  bond  issue  for  the  improvement  of 
roads  that  the  commonwealth  might  derive  the  benefit  of  these 
improved  highways  at  an  early  date,  and  that  produce  might  also 
be  brought  to  main  shipping  centers  from  points  now  well-nigh 
inaccessible. 

The  total  acreage  of  farms  in  New  York  State,  according  to 
the  United  States  Census,  was:  21,961,562  acres  in  1890  and  22,- 
648,109  acres  in  1900,  an  increase  of  686,547  acres. 

The  value  of  farm  lands,  fences  and  buildings  was :  $968,- 
127,286  in  1890  and  $888,134,190  in  1900,  a  decrease  of  $79,993,096 
in  ten  years. 

In  1890  New  York  State  ranked  third  in  agriculture. 

In  1900  New  York  State  ranked  fourth  in  agriculture. 

The  advocates  of  a  large  bond  issue  for  good  roads  contend, 
and  I  think  rightly,  that  improved  highways  will  increase  farm 
values  just  as  trolley  lines  have  created  values  in  cities  and  subur- 
ban localities,  and  that  improved  transportation  facilities  are  an 
absolute  necessity,  if  the  commercial  supremacy  is  to  be  maintained. 

The  General  Highway  Law  also  provides  that  for  the  county 
road  systeni,  under  the  provisions  of  this  enactment,  the  Board  of 
Supervisors  may,  by  a  majority  vote,  designate  the  leading  market 
roads  lying  outside  of  the  limits  of  a  city,  and  cause  such  designation 
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and  a  map  of  such  roads  to  be  tiled  in  the  County  Clerk's  office. 
Such  roads  may  then  be  improved,  repaired  and  maintained  as  a 
county  charge,  under  the  direction  of  the  Board  of  Supervisors  and 
a  County  Engineer. 

As  before  stated,  the  Higby-Armstrong  Law  appHes  to  only 
about  7500  miles.  There  remain  approximately  66,300  miles  of 
road  which  must  be  improved  under  some  other  system. 

To  appreciate  this  vast  mileage  of  roads  to  be  improved,  I  cite 
from  the  New  Jersey  Good-Roads  Report  for  1902 : 

The  Total  ]\Iiles  of  Pavement  of  all  Kinds  in  the  United  States. 

Cobblestone   1,000 

Granite  and   Belgian   block 3, 500 

Brick    2,000 

Wooden  block    i,500 

Asphalt 3,500 

Gravel   : 4,500 

Macadam    4,000 

Total    20,000 

There  is  now  on  the  statute  books  an  enactment  known  as 
''The  Fuller  Law,"  which,  in  a  general  way,  provides  that  any  town 
may  adopt  a  cash  system  of  collecting  highway  taxes,  and  there- 
after for  each  dollar  collected  the  State  will  pay  to  such  tow^n  50 
cents ;  not,  however,  to  exceed  one-tenth  of  i  per  cent,  of  the  assessed 
valuation  of  said  town.  It  is  also  provided  that  the  town  must  make 
the  present  labor  tax  payable  in  money  in  a  minimum  of  at  least  50 
cents  on  a  dollar  of  the  present  commutation  rates. 

The  total  assessed  valuation  in  the  State,  exclusive  of  incor- 
porated cities  and  villages,  is  approximately  $360,000,000.  Thus 
the  annual  payment  by  the  State  would  not  exceed  about  $360,000. 
The  present  method  of  road  improvement  (in  the  majority  of 
towns)  is  by  day-labor,  under  the  direction  of  highway  commission- 
ers, who  appoint  overseers  in  the  various  highway  districts.  This 
antiquated  system  of  road  improvement  is  a  relic  of  the  ancient 
English  law,  which  became  our  law  after  the  Revolutionary  War. 

There  are  about  1000  highway  commissioners,  50,000  overseers 
and  an  annual  expenditure  of  $2,000,000  day-labor.  Each  mile  has 
a  different  overseer  and  a  different  system,  and  much  unnecessary 
work,  and  more  well-intended  but  absolutely  useless  work,  is  done. 
At  $1.50  for  each  day's  labor  there  is  spent  $3,000,000  per  annum, 
so  that  in  twenty  years  approximately  $60,000,000  has  been  spent. 
How  little  there  is  to  show  for  this  vast*  expenditure,  anyone  who 
drives  in  the  country  can  tell. 

Should  the  entire  State  adopt  the  Fuller  system  the  1000  high- 
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way  commissioners  would  have  at  least  $1,500,000  annually  to  spend 
on  the  roads.  jMany  of  these  highway  commissioners  know  little  of 
road  improvement,  having  had  no  experience,  although  well  mean- 
ing, and  under  competent  superintendence  probably  would  be  effi- 
cient.    And  it  is  provided  by  Act,  Chapter  396,  of  the  Laws  of 

1902,  that  each  county  may  appoint  a  County  Engineer,  who  may 
be  consulted  by  the  highway  commissioners  and  who  may  establish 
grades,  indicate  methods  of  drainage  and  improvement,  etc.,  and,  in 
short,  superintend  and  direct  all  the  work  done  by  the  highway 
commissioners. 

The  benefits  derived  under  the  Fuller  Law  up  to  January  i, 

1903,  are  as  follows : 

No.  of  Counties  No.  of  Towns  Amount  of 

Benefited.                     Benefited.  State  Aid. 

1898 8           43  $34,517 

1899 14  •          75  54,057 

1900 21  100  67,655 

19OI 24  139  102,509 

1902 40  258  246,000  (approx.) 

The  question  of  wide  tires,  which  I  will  but  briefly  mention, 
is  one  most  vital  to  the  maintenance  of  improved  highways.  In  this 
country  the  narrow  tire  is  in  general  use,  although  many  tests  have 
been  made  fully  demonstrating  the  claims  in  favor  of  wide  tires, 
less  draft  required,  maintenance  of  roads  in  better  condition,  etc. 

I  have  recommended  to  the  Board  of  Supervisors,  at  various 
times,  the  adoption  of  a  "wide-tire"  law,  but  none  has  yet  been 
adopted.  In  Europe  narrow  tires  have  long  since  been  discarded, 
and  every  wagon  is  a  road  maker.  Tires  vary  from  3  to  10  inches 
in  width,  and  rear  axles  are  longer  than  fore  axles,  so  that  wdieels 
do  not  run  in  same  track.  The  width  of  tires  is  determined  in  vari- 
ous ways,  usually  differing  in  various  localities ;  but  all  achieve  prac- 
tically the  same  result.  Some  localities  allow  550  pounds  per  inch 
width  of  tire. 

The  resolutions  introduced  in  the  Erie  County  Board  of  Super- 
visors provide  that  all  wagons  built  to  carry  1500  pounds  or  more, 
equipped  with  thimble-skein  axle  of  3  inches  diameter  or  less,  or 
steel  axles  of  if  inches  diameter  or  less,  or  tubular  axles  of  2f  inches 
diameter  or  less  shall  have  a  tire  not  less  than  3  inches  in  width. 
With  the  corresponding  types  of  axles,  3^  inches,  ij  inches,  2f 
inches  in  diameter,  respectively,  they  shall  have  a  tire  not  less  than 
3i  inches  in  wadth.  With  corresponding  axles,  3J  inches,  i^  inches, 
2|  inches  or  more,  respectively,  they  shall  have  tires  not  less  than 
4  inches  in  width.     The  resolution  made  other  provisions. 
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Briefly,  the  work  that  has  been  done  with  State  aid,  under  the 
Higby-Armstrong  Law  in  Erie  County,  is  as  follows : 

The  first  road  improved  in  this  county  was  the  Whites  Corners 
Road,  extending  from  the  southerly  city  line,  southerly  to  the  village 
of  Hamburg;  built,  1898,  1899,  1900;  kngth,  6.54  miles;  total  cost, 
$30,928;  width  of  macadam,  12  feet;  thickness,  6  inches;  material, 
local  limestone.  The  subsoil  is  a  clay,  with  some  quicksand.  The 
road  was  more  or  less  a  failure,  and  a  second  contract  was  made  to 
resurface  the  road  with  2  inches  of  trap-rock,  and  widen  to  20  feet 
that  portion  from  city  line  to  Limestone  Hill  (about  ^  mile)  and 
to  place  drain  tile  in  soft  spots.  The  total  cost  of  second  contract 
was  $24,294.  Present  condition  :  south  end,  good  ;  north  end,  poor ; 
due,  in  my  judgment,  to  macadam   being  too  thin. 

The  next  roads  built  were : 

The  River  Road.  Extends  from  the  northerly  city  line  at 
Niagara  Street,  northerly;  built,  1900;  length,  1.46  miles.  Total 
cost,  $17,000;  width  of  macadam,  20  feet;  thickness,  6  inches  of 
macadam,  4  inches  of  gravel.  Material,  top  2  inches  trap-rock, 
remainder  local  stone ;  condition,  good. 

The  Orchard  Park  Road,  Section  No.  i.  Extends  from  village 
of  Orchard  Park,  northwesterly  toward  Buffalo;  built,  1900. 
Length,  1.12  miles;  width  of  macadam,  16  feet;  thickness,  6  inches; 
material,  top  2  inches  trap-rock,  remainder  local  stone.  Condition, 
good.     Total  cost,  $14,619. 

Alain  Street  Road,  Section  No.  i.  Extends  northeasterly  from 
Main  Street  city  line.  Built,  1902.  Length,  3.42  miles.  Contract 
price,  $25,000;  width  of  macadam,  16  feet;  thickness,  6  inches. 
Material,  local  limestone  from  Almshouse  quarry.    Condition,  good. 

There  are  now  in  process  of  construction  the  following  roads : 

Main  Street,  Section  No.  2.  Extends  easterly  from  Williams- 
ville  to  Transit  Road.    Length,  1.93  miles.    Contract  price,  $15,100. 

Transit  Road,  Section  No.  i.  Extends  northerly  from  Main 
Street  Road.    Length,  4.28  miles.    Contract  price,  $35,400. 

Transit  Road,  Section  No.  2.  Extends  northerly  from  Transit 
Road,  Section  No.  i,  to  north  line  of  Erie  County.  Length,  4.06 
miles.    Contract  price,  $37,700. 

Orchard  Park  Road,  Sections  2,  3  and  4.  Extends  from  Or- 
chard Park  Road,  Section  No.  i,  to  the  Seneca  Street  city  line. 
Length,  5.53  miles.    Contract  price,  $79,300. 

Big  Tree  Road.  Extends  from  East  Aurora  easterly  to  Wales 
Center.    Length,  4.00  miles.    Contract  price,  $38,637. 

There  will  probably  be  built  this  year : 
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Main  Street  Road,  Sections  3  and  4.  Extends  from  Main 
Street  Road,  Section  2,  to  easterly  county  line.  Length,  12.20  miles. 
Estimated  cost,  $77,900. 

River  Road,  Sections  2  and  3.  E^xtends  from  River  Road, 
Section  No,  i,  to  village  of  Tonawanda.  Length,  3.02  miles.  Esti- 
mated cost,  $26,400. 

Aurora-Buffalo  Road,  Section  No.  i.  Extends  from  Seneca 
Street  city  line  to  town  of  Elma.  Length,  5.57  miles.  Estimated 
cost,  $56,000. 

I  must  apologize  to  you  for  discussing  this  subject  more  from 
the  viewpoint  of  a  layman  than  of  an  engineer,  but  unfortunately  I 
had  not  sufficient  time  since  ni}-  notification  by  the  Secretary  to 
prepare  a  paper  along  engineering  lines.  I  would  be  pleased,  how^- 
ever,  to  answer  any  questions  that  I  can,  and  at  some  subsequent 
meeting,  when  a  paper  is  wanted  to  fill  in,  I  would  gladly  give  what 
few  ideas  have  come  to  me  in  my  limited  experience  about  surveys, 
plans,  drainage,  various  road  metals,  character  and  treatment  of 
subsoils,  maintenance,  stone-crushing  plants  and  others. 
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COlSrCKETE-METAI.     CONSTKUCTION. 


By  Emile  Villet,  C.E.,  jMember  Technical  Society  of  the  Pacific  Coast. 


[Read  before   the   Society,   March  6,   1903.*] 

In  the  hope  that  I  may  have  the  pleasure  of  imparting  some 
new  feature  in  the  art  of  armored  cement  construction,  as  exe- 
cuted in  foreign  lands,  I  present  these  few  pages,  which  refer  to 
work  performed,  existing,  and  resisting  the  elements,  and  to  work 
projected  and  under  actual  study ;  to  wit : 

(i)  The  wharf  constructed  at  the  port  of  Novorossisk,  in 
Russia,  on  the  Black  Sea. 

(2)  The  plan  of  wharf  and  wharf  superstructure,  entirely  of 
cement  and  iron,  drawn  for  the  Department  of  Docks  of  New  York 
city. 

(3)  A  proposed  plan  of  sea-wall  construction,  also  entirelv  of 
cement  and  iron,  made  for  the  Board  of  Harbor  Commissioners  of 
San  Francisco. 

DESCRIPTION    OF  THE   ARMORED    CONCRETE   WHARF   AT    NOVOROSSISK. 

In  1896,  Novorossisk  having  become  an  oil  shipping  point  on 
the  Black  Sea,  by  reason  of  its  geographical  position  with  regard 
to  the  recently  opened  Trans-Caspian  Railroad,  now  running 
through  the  oil  regions  of  Southern  Russia,  a  wharf  of  the  ordinary 
wood-pile  system  was  constructed  to  accommodate  the  steamships 
of  4000  to  5000  tons,  about  to  engage  in  the  petroleum  carrying 
trade.  This  structure,  attacked  to  some  extent  by  the  teredo,  was 
partially  destroyed  by  the  fouling  of  a  steamship  and  by  the  force 
of  the  rough  seas  which  prevail  during  stormy  weather  in  the 
Black  Sea. 

After  the  accident  I  was  called  to  Novorossisk  from  the  city  of 
Kert'ch,  where,  during  four  years  prior,  I  had  constructed  the  sewer 
system,  reservoirs,  bridges,  coal  bunkers,  etc.,  all  of  armored  con- 
crete, in  order  to  reconstruct,  in  armored  concrete,  for  the  account 
of  the  owners,  the  portion  of  the  wharf  which  had  been  destroyed. 

The  destroyed  portion  was  built  in  two  parts : 

( 1 )  The  wharf  proper,  70  feet  long  and  52  feet  6  inches  wide. 

(2)  A  footbridge,  37  feet  6  inches  long  and  19  feet  6  inches 
v/ide,  connecting  the  remaining  pile  wharf  to  the  new  portion  above 
mentioned. 

These  two  portions  give  a  floor  area  of  3724  square   feet. 

♦Manuscript  received  September  8,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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The  floor,  constructed  of  armored  concrete  4  inches  in  thickness,  is 
supported  by  twenty-four  piles,  15I  x  15!  inches,  joined  together 
by  stringers,  15J  x  25I  inches,  forming  spans  16  feet  4J  inches  from 
axis  to  axis.  In  each  span  these  stringers  are  joined  by  five  small 
beams,  7J  x  1 1  |f  inches. 

By  the  terms  of  the  contract,  the  structure  must  bear  a  test 
of  a  permanent  weight  of  213  pounds  per  square  foot.  The  fol- 
lowing is  a  copy  of  the  test  certificate,  with  accompanying  diagram : 


Scctio)i   (t-h 


Fig.  I.     Plan  of  Pier  at  Novorossisk,  Russia. 

"Certificates  as  to  the  tests  made  of  the  part  of  the  wharf 
built  on  piles  with  stringers,  small  beams  and  flooring,  all  of  rein- 
forced concrete,  in  accordance  with  the  Russian  Standard,  at  Novo- 
rossisk,  Russia. 

"On  the  27th  and  28th  of  May,  in  the  presence  of  Mr.Maklarene, 
engine  builder,  and  Mr.  Freichist,  engineer  for  bridges  and  roads, 
both  residing  at  Novorossisk,  resistance  tests  were  made  of  the 
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wharf  built  of  reinforced  concrete  by  Mr.  Emile  Villet,  C.  E.,  and 
contractor  of  Novorossisk. 

"According  to  the  conditions  prescribed  by  the  contract  of  the 
5th  of  June,  1900,  the  flooring  must  be  capable  of  supporting  a 
load  of  213  English  pounds  per  square  foot. 

''In  order  to  make  the  tests  bear  on  some  weak  points  of  the 
flooring,  the  points  indicated  by  the  letters  A,  B  and  C  have  been 
designated. 

''The  bays,  submitted  to  the  tests,  rest  on  piles  15!  x  15!  inches, 
spaced  16  feet  4!  inches  from  axis  to  axis ;  at  each  point  the  load 
affected  a  surface  of  41  feet  5  yV  inches. 

"In  order  to  measure  the  deflections,  hangers  were  placed  below 
the  floor,  and  the  distances  from  the  hangers  to  the  small  beams 
(numbered  from  one  to  fifteen)  and  from  the  points  z  and  y  were 
taken  and  exactly  noted. 

"On  the  27th  of  May,  at  10  o'clock  a.m.,  the  boxes  A  and  C 
were  filled  with  gravel  up  to  a  height  of  2  feet.  Box  B  was  filled 
with  sand  up  to  a  height  of  2  feet  4  inches.  The  given  dimensions 
multiplied  by  the  specific  weight  of  the  gravel  and  sand  gave 
exactly  a  load  of  213  English  pounds  per  square  foot. 

"After  the  termination  of  the  test,  the  flooring  showed  no  deflec- 
tion; twenty-four  hours  later,  that  is  to  say  on  the  28th  of  May, 
the  flooring  showed  no  deflection. 

"Novorossisk,  May  29,  1902.  Maklarexe, 

"(Signed)  Freichist." 

The  piles  are  square,  15!  x  I5f  inches  and  42  feet  long,  giving 
a  cubic  measurement  of  2.y  cubic  yards,  which,  at  the  density  of 
2.5  for  the  armored  concrete,  gives  a  total  weight  of  11,025  pounds, 
or  262  pounds  per  linear  foot. 

Each  pile,  having  to  support  a  floor  surface  of  269  square  feet, 
should  resist  satisfactorily  a  compression  of  85,584  pounds  thus 
distributed : 

Live  weight,  269  square  feet  x  213  pounds 57-297  pounds.. 

Dead  weight,  floor,  269  x  52  feet 13^624 

Stringers   = 6,615 

Small  beams .    • 8,048 

1-1       ..  ^5,584        " 

to  which  add 

Coefficient  of  security  50  per  cent,  on  live  load  of  57,297 28,649 

Total   , 1 14,233 

It  is  to  be  noted  that  the  compressive  strength  is  asked  only  of 
the  iron  composing  the  frame  of  the  pile,  and  that  the  resistance 
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offered  by  the  cement  is  not  taken  into  account,  the  latter  being 
considered  as  fulfilHng  simply  the  role  of  protector  of  the  iron 
against  the  action  of  the  salt  water  of  the  sea. 

The  iron  frame  of  the  pile  is  composed  of  eight  bars  of  round 
iron,  which  are  bound  together  every  lo  inches  by  bands  and  by 
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ties,  the  latter  diagonally  joining  the  corner  bars  or  the  middle 
bars  alternately,  as  shown  in  Figs.  4  and  5,  on  drawings  accom- 
panying patent. 

The  object  of  these  ties,  placed  in  the  center  of  the  body  of 
the  concrete,  is  to  prevent  the  splitting  of  the  central  part  under 
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the  action  of  the  pile-driving  hammer.     The  quantity  of  iron  for 
each  linear  foot  of  pile  is  45  pounds. 

Regarding  the  composition  of  the  concrete  for  the  construction 
of  piles,  gravel  cannot  be  used  because  of  its  imperfect  union  with 
the  cement  to  withstand  the  effect  of  the  blows  of  the  pile  driver ; 
only  siliceous  or  quartzose  sand,  perfectly  cleaned,  can  be  used, 
and  the  cement,  united  with  it  and  properly  rammed,  forms,  with 
the  sand,  a  homogeneous  and  solid  monolith. 

For  a  pile  42  feet  long  there  are  used  :  Sand,  2400  cubic  yards. 
Cement,  3800  pounds.  Water,  quantity  to  be  determined  according 
to  the  quality  of  cement  to  be  employed.  In  all  other  parts  mix- 
tures are  made  with  quartz  gravel,  sand  and  cement. 

Russian  cement  was  used  at  Novorossisk,  sand  as  above  and 
the  sea  water  of  the  Black  Sea  for  mixing  purposes. 

The  piles  are  constructed  horizontally,  and,  after  the  removal 
of  the  mold  in  which  they  were  formed,  they  are  exposed  to  the 
atmosphere  for  several  days,  at  the  expiration  of  which  they  are 
immersed  in  water,  where  the  process  of  solidification  is  completed. 
The  duration  of  the  immersion  depends  upon  the  nature  of  the 
cement  used. 

Thus  any  desired  number  of  piles  may  be  constructed  at  or 
near  the  projected  wharf  before  the  work  of  construction  is  com- 
menced. 

Fig.  2  shows  the  mode  of  construction  of  the  iron  frame  at  its 
penetrating  part.     (See  drawings  on  patent.) 

The  pile  driving  is  accomplished  in  the  ordinary  manner. 
After  dropping  the  pile  into  position  from  a  height  of  about  14 
feet,  which  drop  has  shown  a  penetration  of  an  average  of  i  foot 
6  inches  into  the  hard  calcareous  bottom  of  the  harbor  of  Novo- 
rossisk, the  hammer,  weighing  3375  pounds,  is  dropped  from  a 
height  of  12  to  14  feet  upon  the  head  of  the  pile,  striking  an  aver- 
age of  twelve  blows  and  until  the  penetration  has  reached,  on  an 
average,  2  feet. 

The  piles  are  constructed  of  a  length  greater  by  6  feet  than 
the  depth  of  the  soundings  actually  shown,  so  as  to  admit  of  cutting 
the  heads  of  the  piles  to  a  uniform  level,  and  removing  such  portion 
of  the  piles,  close  to  the  head,  which  becomes  splintered  by  the 
action  of  the  hammer,  notwithst^iding  the  use  of  a  cushion  of 
wood  placed  on  the  head  of  the  pile. 

In  leveling  the  heads  of  the  piles  the  cement  work  only  is 
removed  and  the  protruding  bars  of  the  iron  frame  are  then  bent 
over  and  become  locked  with  the  armored  concrete  stringer,  which 
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is  constructed  from  pile  to  pile  and  forms,  with  the  stringers,  a 
homogeneous  mass,  thus  preventing  all  shearing  and  torsion. 

The  beams  and  braces  are  made  of  prisms  of  a  rectangular  or 
square  section;  and  the  iron  frames,  forming  ties  or  tie  rods,  are 
placed  in  their  interior. 

These  frames  and  the  bod}-  of  the  cement  are  calculated  to 
resist  deflection  (compression),  rupture  (tension)  and  shear. 

These  beams  and  braces  may  be  constructed  in  long  spans. 

In  the  construction  of  wharves,  the  role  of  the  braces  is  to 
localize,  at  a  certain  point  in  the  height  of  the  piles,  the  lateral 
effects  to  which  the  wharves  are  subjected  by  the  fouling  of  vessels. 


Fig.  8.     Project  of  Wall  with  Piles  and  Panels  of  Cement  Arme 


sometimes  quite  violently,  and  to  distribute  the  effects  over  all  that 
part  of  the  structure  which  emerges  above  the  level  of  the  sea. 

These  braces  are  made  on  the  spot  and  united  with  the  piles 
without  any  articulation ;  that  is  to  say,  they  are  cemented  into  the 
piles. 

At  Novorossisk  they  were  constructed  in  one  horizontal  plane, 
at  4  inches  above  low  water,  and  their  dimensions  were  iifl  -^  7i 
inches.  The  construction,  a  single  horizontal  plane,  obviates  the 
possibility  of  shearing  action,  caused  by  lateral  eft'orts,  to  which  the 
structure  would  be  subjected  if  the  braces  were  placed  at  different 
levels. 

The  many  uses  to  which  armored  concrete  may  be  put  require 
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no  special  form  of  iron,  and  any  iron,  round,  square  or  flat,  can  be 
employed. 

In  the  construction  of  all  kinds  of  armored  concrete,  even  in  the 
making  of  columns,  floorings  and  walls  of  buildings,  the  various 
parts  are  molded  and  constructed  on  the  spot,  without  the  need  of 
heavy  and  costly  hoisting  machinery. 

With  regard  to  the  labor,  I  would  say  that  experienced  or 
inexperienced  men  are  trained  to  do  the  work.  In  Russia,  where 
competent  cement  workers  could  not  be  obtained,  I  trained  men 
accustomed  to  do  only  ordinary  laborer's  work,  who,  in  a  short 
time,  became  efficient  in  the  art. 

Observations. — The  advantages  offered  by  concrete  piles,  as 
compared  with  wooden  piles,  are  the  following : 

( 1 )  The  contact  of  the  water  hardens  them  more  and  more. 

(2)  Their  life  is  unlimited,  and  they  require  no  repairs. 

(3)  They  are  fireproof. 

(4)  They  can  be  used  as  columns  to  support  heavy  loads. 

PLAN  OF  ARMORED  WHARF  CONSTRUCTION  FOR  NEW  YORK. 

In  July,  1902,  during  my  sojourn  in  New  York,  at  the  request 
of  the  Department  of  Wharves  and  Docks,  I  made  plans  for  a 
wharf  and  its  shed,  to  be  entirely  constructed  of  armored  concrete. 

In  this  port  the  great  difficulty  arises  from  the  great  depth  of 
the  solid  bottom,  which,  in  some  parts,  is  160  feet,  such  depth 
having  been  given  as  the  maximum. 

The  plan  which  I  submitted  provides  for  piles  160  feet  long, 
which  would  be  constructed  in  three  pieces  and  cemented  together 
end  to  end,  the  pile  in  a  vertical  position. 

By  reason  of  the  slowness  of  this  method  of  construction  for 
long  piles,  and  of  their  cost,  which  absorbs  nearly  three-fourths  of 
the  cost  of  the  wharf,  the  Department  of  Docks  asked  me,  in  Sep- 
tember, 1902,  whether  it  would  be  possible  to  make  the  piles  shorter 
by  taking  into  account  the  effort  of  friction  of  the  mud  upon  the 
wooden  piles. 

In  order  to  scientifically  determine  the  possibility  of  employing 
armored  concrete  piles  83  feet  long  (the  length  of  the  wooden  piles^ 
it  was  necessary  (i)  to  establish  the  surface  of  friction  of  the 
wooden  pile,  imbedded  49  feet  in  the  mud,  which  had  been  increased 
by  blocks  of  wood  bolted  to  the  pile,  hence :  Surface  of  friction  of 
the  pile,  no  square  feet;  surface  of  friction  of  applied  blocks,  99 
square  feet;  total,  209  square  feet.  (2)  To  take  into  acount'the 
difference  of  density  between  armored  concrete  and  wood,  a  differ- 
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€nce  which  caused  me  to  reduce  the  weight  of  the  armored  concrete 
pile. 

In  consequence  my  studies  bore  on  a  pile,  83  feet  long  20  x  20 
inches,  hollow  in  the  center  throughout  its  entire  length,  which 
would  give  for  each  linear  foot  a  surface  of  friction  of  6.96  square 
feet,  and,  for  a  depth  of  49  feet,  49  x  6.96  =  329.64  square  feet,  or 
over  and  above  the  wood  pile ;  329.64  —  209  =  120.64  square  feet. 
This  surface  might  be  increased  by  the  surface  of  friction  given  by 
the  interior  cylinder  8  inches  in  diameter,  but  I  prefer  to  neglect 
this  surface  of  friction. 

A  hollow  pile  of  the  aforesaid  length  can  be  constructed,  thus 
eliminating  all  connections  and  forming  no  disturbing  element  in 
the  usual  run  of  the  work.  Its  cost  price  is  not  to  be  compared  with 
that  of  the  first  project. 

CITY  OF   SAN    FRANCISCO. 

After  a  careful  study  of  the  combined  pile — wood  and  cement 
— invented  by  Howard  Holmes  and  Carl  Uhlig,  of  the  San 
Francisco  Harbor  Commission,  I  resolved  to  apply  the  same 
idea  to  the  construction  of  a  hollow  reinforced  concrete  pile.  I 
studied  the  two  applications  of  hollow  piles  made  actually  in  the 
harbor  of  San  Francisco.  The  first  consists  of  a  combined  pile, 
having  in  its  center  three  wooden  piles  (Wharf  No.  10  at  the  foot 
of  Howard  Street),  the  second  being  a  combined  pile  with  only  one 
wooden  pile  in  the  center  (Wharf  No.  9  being  built  at  the  foot  of 
Broadway  Street).  The  work  on  Wharf  No.  9  is  being  performed 
by  the  Hyde  Construction  Co.,  to  whom  I  am  indebted  for  infor- 
mation on  this  subject. 

This  information,  based  upon  actual  tests,  showed  that  the 
weight  of  the  reinforced  concrete  pile  is  almost  the  same  as  that 
of  the  combined  pile,  about  22,000  pounds,  and,  although  the 
former  was  loaded  with  fifty  tons  and  the  latter  with  thirty-eight 
tons,  it  was  subjected  to  a  surface  friction  of  4.813  pounds  per 
•square  inch,  while  the  combined  wooden  pile  resulted  in  5.877 
pounds  per  square  inch  of  imbedded  surface;  that  is,  of  it  was 
required  twenty-two  per  cent,  more  frictional  resistance  than  of  the 
ireinforced  pile  provided  in  the  Villet  construction. 

Up  to  a  length  of  50  feet  the  pile  can  be  considered  as  a 
standard  pile,  the  building  of  which  is  an  easy  matter.  If  neces- 
sary, these  piles  could  be  made  83  feet  long  and  over,  in  which 
case  the  outside  of  friction  would  be  correspondingly  increased. 

Taking  it  for  granted  that  experience  will  show  that  the  Holmes 
pile  will  really  last  twenty-five  years,  as  predicted,  the  life  of  such 
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piles  would  still  be  comparatively  short  when  we  take  in  considera- 
tion the  high  cost  of  placing  them.  Moreover,  such  piles  are  not 
adapted  for  any  kind  of  floor  but  a  wooden  one. 

There  is  practically  no  limit  to  the  life  of  a  reinforced  concrete 
pile,  and  besides  they  present  the  great  advantage  of  allowing  a 
reinforced  concrete  floor  to  be  substituted  for  the  wooden  one  when- 
ever desired.  In  view  of  the  possibility  of  such  a  floor  being  re- 
quired in  the  future,  they  can  be  constructed  with  two  consols  or 
brackets.  These  consols,  in  the  construction  of  the  present  wooden 
wharves,  would  increase  the  bearings  of  the  wooden  timbers  to  5 
feet,  instead  of  the  3  feet  allowed  with  the  present  method. 

I  conceived  the  idea  of  applying  my  reinforced  concrete  pile 
to  the  construction  of  quay  walls  after  the  conclusive  experiments 
I  had  made  at  Novorossisk,  Russia.  My  method  enables  me  to 
reduce  to  a  minimum  the  considerable  working  stock  generally 
required  for  building  under  water,  also  the  unforeseen  contingencies 
so  much  dreaded  in  such  undertakings. 

After  a  long,  careful  study  of  the  subject,  I  rejected  the  idea 
of  driving  in  piles  joined  together,  on  acount  of  their  excessive  cost, 
and  adopted  a  combination  of  reinforced  concrete  piles  (square, 
rectangular  or  round,  with  or  without  longitudinal  grooves)  with 
reinforced  concrete  panels. 

The  same  piles  are  used  for  constructing  quay  walls  as  for 
wharves.  The  shape  is  immaterial.  A  square  pile,  however,  is 
easier  to  groove  longitudinally  on  its  two  opposite  faces.  Said 
grooves  allow  the  panels  to  slide  between  each  two  piles  and  can  be 
made  in  such  a  manner  that  the  panels  will  bind  each  pile  to  the 
next  one. 

Quay  walls  may  be  constructed  in  different  ways : 

(i)  A  sea  wall  along  the  harbor,  Fig.  8,  established  at  the 
request  of  the  San  Francisco  Harbor  Commission  and  as  per  speci- 
fications of  Mr.  Norton,  chief  engineer.    This  project  comprises: 

(A)  A  first  row  of  piles,  in  which  the  panels  slide.  This 
row  of  piles  is  connected  with  a  second  row  (called  the  steadying 
piles)  by  means  of  reinforced  concrete  beams,  binding  perpendicu- 
larly one  pile  of  the  first  to  the  corresponding  pile  of  the  second 
row.  These  steadying  piles  are  further  connected  with  one  another 
by  a  beam  (B)  running  parallel  to  the  first  row. 

Should  one  row  of  steadying  piles  not  be  sufficient,  a  second 
one  can  easily  be  established  parallel  to  the  first. 

(2)  Such  a  wall  can  also  be  constructed  by  means  of  parts 
"A"  running  parallel  and  connected  with  one  another  by  beams 
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running  perpendicularly  from  one  to  the  other.  In  this  case  each 
part  serves  as  a  steadying  line  for  the  other. 

After  the  work  is  completed,  the  space  between  the  two  rows 
can  easily  be  filled  up. 

(3)  Coiistruction  of  Moles. — My  method  of  constructing  quay 
walls  may  also  be  applied  to  the  erection  of  moles,  and  this  is  done 
by  constructing  a  certain  number  of  parts,  "A,"  connected  with  one 
another  laterally  and  perpendicularly. 

The  intervals  can  be  filled  up  after  completion  of  the  work. 

Other  applications  of  this  method  may  arise  at  any  moment. 

Whatever  may  be  the  requirements,  the  intervals  can  be  filled 
up  with  the  material  brought  up  by  the  dredges,  which  may  be 
working  on  each  side  of  the  walls  in  order  to  excavate  to  the  neces- 
sary depth  at  the  foot  of  same,  and,  in  the  case  foreseen  in  descrip- 
tion No.  2,  vessels  will  be  enabled  to  make  fast  on  both  sides  of  the 
wall. 

One  of  the  designs  allows  the  construction  of  a  wooden  floor 
resting  on  wooden  beams,  whereas  the  other  provides  for  a  con- 
crete floor  Testing  on  reinforced  concrete  beams. 

The  panels  may  be  constructed  of  different  thicknesses.  (See 
I,  2,  3,  Fig.  8.) 

In  (i)  the  panels  simply  slide  in  the  grooves  of  the  piles.  This 
form  is  used  for  the  upper  part  of  the  wall  only,  where  the  lateral 
pressure  of  the  adjacent  ground  is  considerably  less  than  nearer  to 
the  bottom. 

In  (2)  the  panels  slide  both  in  the  grooves  and  along  one  of  the 
faces  of  the  pile.  For  a  depth  of  20  feet,  as  required  for  the  harbor 
of  San  Francisco,  (i)  and  (2), thus  constructed,  would  be  sufficient. 
Panel  (2),  having  a  thickness  of  15!  inches,  must,  at  a  depth  of 
20  feet,  withstand  a  lateral  pressure  of  about  1800  pounds  per 
square  foot. 

In  (3)  the  panels  slide  in  grooves  and  along  both  faces  of  the 
piles.    This  form  can  be  used  for  great  depths. 

In  each  case,  and  whatever  may  be  the  kind  of  panel  required, 
the  lower  panel  is  supplied  on  its  lower  edge  with  a  triangular 
steel  shoe,  in  order  to  facilitate  driving. 

The  succeeding  panels  overlap  one  another,  and  are  bound  to- 
gether by  means  of  semi-cylindrical  flanges,  which  are  made  at  the 
same  time  and  on  each  side  of  the  panels.  Through  these  flanges 
are  driven  iron  bars,  one  extremity  of  which  is  mortised.  The 
mortises  make  it  possible  to  securely  fasten  together  the  panels  by 
means  of  cotters  before  they  are  immersed.     After  the  cotters  are 
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^      Compression  23  lbs. 
per  square  inch 


Fig.  9.    Concrete-Metal  Building  Construction.    Permanent  Floor  Load, 
60  Pounds  per  Square  Foot. 

driven  in  they,  as  well  as  the  iron  bars,  are  covered  with  cement 
in  order  to  prevent  oxidation. 

The  panels  are  bound  to  one  another  and  immersed  as  soon  as 
completed.     The  above-mentioned  triangular  steel  shoe  under  the 
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action  of  the  weight,  which  increases  with  every  new  panel,  facili- 
tates penetration  through  the  mud.  Such  penetration  can  also  be 
increased  by  having  each  part  driven  in  by  means  of  the  hammer, 
the  same  as  for  the  piles. 

Buildings. — In  the  design  of  a  seven-story  building  for  San 
Francisco,  Fig.  g,  the  somewhat  large  dimensions  of  the  sleepers 
can  be  reduced  by  simply  increasing  the  size  of  the  iron  bars  im- 
bedded in  the  concrete  without  increasing  the  thickness  of  the 
latter.     (See  plan  No.  i.) 

For  this  kind  of  construction,  as  also  for  any  application  of 
reinforced  concrete  beams  or  piles,  there  is  no  necessity  of  having : 

(i)  Any  special  size  of  iron,  any  joint  or  rivets;  ordinary  iron 
bars  being  sufficient. 

(2)  Any  heavy  or  cumbersome  hoisting  machinery;  a  small 
elevator  for  conveying  the  iron,  the  cement  and  other  material  will 
be  all  that  is  required. 

The  advantages  of  reinforced  concrete  are  many: 

Supplies  of  material  are  easy  to  be  had ;  no  cumbersome  mate- 
rial or  machinery  is  required ;  rapidity  in  constructing ;  lightness ; 
strength;  equal  or  superior  resistance  as  compared  with  brick  or 
stone  work,  although  both  volume  and  weight  are  less;  fireproof 
and  waterproof  qualities  unexcelled,  etc. 

Besides  reinforced  concrete  being  much  lighter,  foundations 
will  not  need  to  be  so  deep  and  so  strong  as  for  ordinary  brick 
buildings. 

The  incombustibility  and  the  inalterability  of  reinforced  con- 
crete seem  sometimes  to  be  doubted,  although  these  qualities  have 
been  proved  by  numerous  and  conclusive  experiments. 
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George  F.  Allardt. 


Member  of  the   Technical   Society  of  the  Pacific  Coast. 


Another  of  the  charter  members  of  the  Technical  Society  or 
the  Pacific  Coast  has  passed  away. 

George  Frederick  Allardt  died  on  the  27th  of  July,  1903,  in 
Oakland,  near  San  Francisco. 

Identified  with  engineering  in  California  from  the  early  devel- 
opment of  the  State,  iNIr.  Allardt  has  been  better  known  to  the 
public  than  perhaps  any  other  engineer  on  the  Pacific  Coast.  From 
the  time  of  his  arrival  here  in  1858  up  to  the  day  of  his  death  he 
was  professionally  active  and  variousl}-  employed.  His  work  was 
connected  with  many  of  the  enterprises  that  have  been  the  most 
prominent  of  the  far  West.  The  early  period  of  our  State's  history 
called  for  men  that  were  resourceful,  adaptable  and  of  the  greatest 
energy.  Their  field  of  labor  was  extensive  in  the  most  daring  appli- 
cation of  the  term,  and  almost  entirely  unprepared ;  analogous  cases 
were  lacking  when  these  men  were  called  upon  to  undertake  vast 
propositions  with  the  most  meager  facilities,  throwing  them  entirely 
upon  their  own  mental  fertility  to  devise  not  only  the  design  of  the 
project  itself  but  also  to  prepare  the  ways  and  means  for  carrying 
it  out  successfully. 

Allardt  passed  through  this  trying  period.  He  was  one  of  the 
pioneer  engineers  of  the  State  of  California,  and  as  such  will  always 
be  remembered.  Flis  labors,  carried  on  almost  uninterruptedly  to 
the  day  of  his  death,  deserve  the  fullest  recognition,  and  the  Techni- 
cal Society  takes  great  pride  in  now  pointing  to  this  honorable 
career  and  proclaiming  him  one  of  the  old  guard,  who  will  never 
be  forgotten  by  those  who  had  the  good  fortune  to  know  him. 

Through  many  years  he  was  a  A^ery  active  member  of  the 
Society,  one  who  never  shirked  any  of  the  responsibilities  and  duties 
requested  of  him.  It  is  well  remembered  that  in  the  formation  and 
organization  of  a  representative  body  of  civil  engineers  in  Califor- 
nia, a  movement  emanating  from  the  Technical  Society,  Mr.  Allardt 
labored  for  many  days  in  the  framing  of  a  constitution  and  regula- 
tions which  were  to  be  a  guide  to  the  profession  and  intended  to 
place  it  upon  a  higher  basis. 

In  all  such  matters  his  counsel  and  advice,  based  upon  his 
long  and  valuable  experience,  were  freely  given  to  his  colleagues 
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at  all  times,  and  whatever  he  did  in  this  way  was  done  with  such 
a  cheerful  manner  and  with  a  certain  inimitable  humor  that  made 
his  presence  wherever  wanted  not  only  a  great  profit  but  a  great 
pleasure. 

There  was  certainly  never  a  more  congenial  companion.  He 
had  the  rare  faculty  of  an  absolutely  even  temper,  and  in  his  inter- 
course with  his  fellow-men  he  showed  but  one  side, — that  bright  and 
cheerful  disposition  which  was  natural  to  him. 

What  he  has  performed  professionally  will  always  speak  for 
itself.  It  was  well  done,  and  it  is  well  known  to  those  who  with 
him  have  been  residents  of  the  Golden  State  from  its  earlier  roman- 
tic history. 

A  few  of  the  main  points  of  his  busy  career  have  been  touched 
upon  by  his  son,  Mr.  C.  F.  Allardt,  who  has  courteously  furnished 
the  Technical  Society  with  the  following  short  sketch : 

''George  Frederick  Allardt,  born  February  i,  1833,  in  Lauban, 
Prussia,  was  descended  from  Huguenot  ancestors,  who  went  into 
Germany  at  the  time  of  the  expulsion  of  the  Huguenots  from 
France.  His  father  was  a  minister  of  the  German  Reformed 
Church.  When  George  was  six  months  old,  the  family  came  to 
America  and  settled  in  Cleveland,  Ohio,  where  his  father  had  charge 
of  the  German  Church,  and  where  the  boy  received  his  education. 
After  he  had  graduated  from  the  high  school  he  went  into  a  drug 
store  to  learn  the  drug  business.  This  business  proving  hard  on  his 
health,  he  began  the  study  of  civil  engineering,  and  soon  obtained 
a  position  on  the  Cleveland,  Painesville  and  Ashtabula  Railway. 
He  was  also  employed  for  a  time  in  the  office  of  the  city  engineer, 
of  Cleveland. 

'In  1858  he  came  to  California  by  way  of  the  isthmus.  His 
first  work  here  was  as  a  draughtsman  for  the  San  Francisco  and 
San  Jose  Railway.  He  was  also  in  the  office  of  the  surveyor  gen- 
eral, and  surveyed  many  Spanish  grants.  In  1863  he  went  to  the 
East  for  a  visit  at  his  old  home.  In  the  same  year  he  returned 
and  went  to  the  Reese  River  country  during  the  mining  excitement, 
surveying  mines  and  doing  a  general  surveying  business.  In  1865 
he  went  to  Cleveland  and  married  Miss  Emma  Kluegel,  whom  he 
brought  to  California  and  with  whom  he  settled  in  San  Francisco. 

"In  1865  the  Harbor  Commissioners  offered  a  prize  for  the 
best  plan  for  a  sea  wall  for  San  Francisco.  Mr.  Allardt's  plans  were 
adopted,  and  the  sea  wall  is  now  built  according  to  these  plans. 

"In  1868  Mr.  Allardt  was  appointed  chief  engineer  of  the  Tide 
Land  Commission,  and  while  holding  this  position  he  surveyed  all 
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the  tide  lands  in  San  Francisco  Bay.    He  held  this  position  for  seven 
years. 

"In  1876  he  was  appointed  assistant  engineer  on  the  commission 
to  investigate  all  the  available  water  supplies  for  the  city  of  San 
Francisco,  and  thus  became  thoToughly  familiar  with  the  water 
question.  He  next  became  engineer  for  the  farmers  in  the  Debris 
suit  between  the  farmers  and  miners.  This  lasted  for  a  number  of 
years,  and  was  won  by  the  farmers.  In  1889  he  went  to  Honolulu, 
and  reported  on  the  irrigation  of  sugar  lands  on  the  islands  of 
Oahu  and  Kauai.  His  report  was  followed,  and  there  are  now 
many  plantations  pumping  water  for  irrigation  purposes  with  great 
success.  In  1890  he  made  another  trip  to  Honolulu  to  make  plans 
for  a  sewerage  system  and  fo«r  deepening  the  bar  of  Honolulu 
Harbor.    These  works  were  carried  out. 

'Tn  1892  he  was  appointed  the  surveyor  for  the  partition  of  the 
San  Pablo  Rancho  (Emeric  z's.  Alvarado).  This  was  in  the  courts 
thirty  years,  the  land  involved  consisting  of  over  17,000  acres.  He 
was  engaged  in  this  work  about  three  years.  This  was  the  largest 
survey  of  its  kind  ever  made  in  California. 

*'He  experted  for  the  Spring  Valley  Water  Works  in  their  law- 
suits, being  the  company's  chief  witness.  He  w^as  also  one  of  the 
experts  for  the  city  of  Oakland  in  suit  against  the  Contra  Costa 
Water  Company  in  1900. 

*'He  made  a  specialty  of  hydraulic  engineering.  Besides  the 
more  important  work  mentioned  above,  he  did  a  great  deal  of  work 
m  all  lines  of  civil  engineering,  including  plans  for  sewerage  sys- 
tems, irrigating  projects,  water  works  and  land  surveying,  having 
his  ofBce  in  San  Francisco. 

"Twenty  years  ago  he  foresaw,  from  his  intimate  knowledge  of 
topographical  conditions,  that  Point  Richmond  would  become  a 
great  railway  terminus,  and  he  acquired  a  large  interest  in  the  tide 
lands  there  at  that  time. 

"His  life  companion,  his  faithful  wife,  survives  him,  as  do  also 
three  children,  Charles  F.  Allardt,  Frederick  A.  Allardt  and  LxDtta 
Allardt." 

And  now  that  this  useful  life  is  ended  our  Society  expresses 
its  deepest  sympathy  with  the  family  of  our  departed  member,  and 
resolves  to  hand  this  token  of  its  sense  of  loss  in  the  death  of 
George  F.  Allardt  to  his  widow,with  the  assurance  that  we,  too,  have 
lost  a  friend  and  counselor. 

Otto  von  Geldern, 

Committee. 


Editors  reprinting  articles  from  this  journal  are  requested  to  credit  not  only  the 
Journal,  but  also  the  Society  before  which  such  articles  were  read. 
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RAINFAI.I.    A:N^D    run-off     OF     NEW    ENGI.AXD, 
^ATT^ANTIC    COAST    AND    SOUTHWESTERN 
COIiORADO    STREAMS. 

By  William  O.  Webber,  Member  Boston  Society  of  Civil  Engineers. 

[Read  before  the  Society,  September  16,  1903.*] 

Your  President  has  asked  the  writer  to  submit  the  tables  in 
regard  to  the  flowag-e  of  the  New  England  and  Eastern  streams 
recently  compiled  in  connection  with  an  important  case  where  the 
amount  of  water  taken  from  a  manufacturing  concern  was  of  vital 
interest  as  a  measure  in  part  of  the  damages  sustained  by  such 
taking.  As  a  result  of  the  testimony  submitted  in  this  case  by 
numerous  engineers  on  both  sides,  the  writer  is  of  the  opinion 
that  too  much  stress  has  been  laid  upon  the  records  of  Sudbury 
River,  as  universal  measure  of  the  flowage  of  streams  in  this 
vicinity,  and  also  that  not  enough  consideration  is  given  to  the 
character  of  watersheds  in  contradistinction  to  the  area  of  water- 
sheds in  regard  to  the  amount  of  water  per  square  mile  contributed 
at  different  seasons  of  the  year.  There  is  no  doubt  that  the  meas- 
urements of  the  Sudbury  River  are  eminently  safe  measurements  to 
take  when  computing  the  possibilities  of  contribution  from  a  similar 
watershed  for  town  waterworks  and  other  municipal  purposes, 
where  it  is  very  essential  that  the  minimum  amount  obtainable  is 
the  measure  of  the  development  and  the  value  of  the  watershed  for 
such  purpose.  It  then  becomes  analogous  to  the  letters  which  one 
of  the  United  States  Fish  Commissioners  used  to  receive  in  regard 
to  the  propagation  of  trout.  Many  of  these  letters  inquired  how 
many  trout  could  be  raised  upon  a  stream  which  w^as  absolutely 

♦Manuscript  received  September  3,  1903. — Secretary,  Ass'n  of  Eng.  Sees. 
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dry  for  only  six  weeks  in  the  year,  and  of  course  the  answer  is 
apparent.  This,  however,  is  not  true  of  the  use  of  a  stream  for 
manufacturing  purposes.  It  would  be  unwise  to  restrict  the  de- 
velopment of  a  stream  for  manufacturing  purposes  to  the  minimum 
amount  which  might  be  contributed  in  the  driest  period  of  an 
extremely  dry  season,  as  this  would  probably  occur  only  once  in 
every  four  or  five  years.  It  therefore  becomes  pertinent  to  ascertain 
what  the  probable  low  flow  of  a  certain  stream  may  be  in  an  ordi- 
nary season  with  proper  conservation  and  reservoirs,  and  before 
the  extent  of  such  reservoir  systems  can  be  estimated  a  study  of 
the  probable  average  contribution  of  the  watershed  supplying  such 
stream  must  be  made.  To  obtain  such  information  by  actual 
measurements  of  the  stream  in  question  would  require  a  series  of 
observations  extending  over  so  long  a  period  as  to  practically  pro- 
hibit the  development  of  the  stream,  and  measurements  taken  foT  a 
short  period  only  are  practically  worthless,  except  as  an  indication 
when  taken  into  consideration  with  the  contribution  of  other  de- 
veloped streams  for  the  same  period,  where  the  known  amount  of 
power  usually  available  on  the  developed  stream  is  easily  ascer- 
tained. The  writer  therefore  submits  the  following  tables,  in  the 
hope  that  it  may  throw  some  light  on  the  subject  and  at  least  cause 
some  discussion.  Knowing  full  well  that  the  data  do  not  extend 
over  nearly  so  long  periods  as  might  be  desirable,  and  while  ad- 
mitting that  their  purpose  was  for  comparison  with  the  stream 
then  in  question,  of  which  only  a  limited  amount  of  data  was  avail- 
able, still,  in  the  light  of  other  figures  with  which  he  is  familiar, 
and  which  he  hopes  to  have  the  privilege  of  submitting  later,  and 
which  corroborate  his  opinions,  he  hopes  that  they  may  throw  some 
further  light  on  the  subject. 

First,  in  reference  to  table  marked  XXIII,  it  will  be  noticed  that 
the  mean  contribution  in  cubic  feet  per  square  mile  is  remarkably 
uniform,  and  is  oftentimes  much  larger  on  a  small  watershed  than 
on  a  larger  watershed.  The  minimum  is  usually  larger  on  a  large 
watershed  than  on  a  small  watershed,  and  the  maximum  per  square 
mile  is  usually  larger  on  a  small  watershed  than  on  a  large  water- 
shed, but  so  much  depends  on  the  character  of  the  waterslied  that 
the  writer  believes  that  each  watershed  should  be  carefully  studied 
in  all  its  aspects  before  all  its  deductions  can  be  made  with  any 
certainty. 

The  table  marked  I  would  seem  to  indicate  that  in  New  Eng- 
land and  Eastern  streams  in  dry  years  about  i^  cubic  feet  per 
second  per  square  mile  could  be  relied  upon,  whereas  in  wet  years 
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at  least  if  is  available,  and  in  the  five  dry  months  of  dry  years 
about  ^  cubic  foot  per  square  mile  is  available,  as  against  double 
that  amount  in  the  five  dry  months  of  wet  years. 

Tables  II,  III  and  IV  are  intended  to  show  the  percentages  of 
the  rainfall  collected  in  different  streams  during  the  dry  months  of 
the  year,  and  also  during  the  whole  year  for  wet  and  dry  seasons. 
These  tables  would  seem  to  show  that  in  wet  years  we  might  rea- 
sonably expect  to  collect  25  per  cent,  of  the  rainfall  in  the  five  dry 
months,  whereas  in  dry  years  from  10  per  cent,  to  15  per  cent,  is  all 
that  can  be  expected  on  small  streams  and  20  per  cent,  on  larger 
streams.  In  wet  years  we  may  expect  to  collect  57  per  cent,  of  the 
rainfall.  In  average  years  45  per  cent,  and  in  dry  years  32  per 
cent.,  while  the  maximum  per  cent,  is  found  to  run  as  high  as 
70  per  cent. 

In  the  tables  presented  the  years  1894  and  1896  were  about 
average  years.  The  year  1895  was  rather  a  dry  year,  and  the 
years  1897  and  1898  were  wet  years. 

Mr.  James  B.  Francis,  the  eminent  hydraulic  engineer,  once 
told  the  writer  that  i  cubic  foot  per  second  per  square  mile  would 
represent  the  maximum  safe  development  of  a  stream  for  power  and 
manufacturing  purposes,  and  in  the  table  marked  XX  the  writer  has 
deduced  that  the  absolutely  safe  development  of  a  stream  would  be 
at  the  rate  of  .567  cubic  foot  per  second  per  square  mile.  The  aver- 
age flow  of  streams  for  the  five  dry  months  of  wet  seasons  is  1.435 
per  cubic  foot  per  second  per  square  mile.  The  average  of  these 
gives  the  i  cubic  foot  per  second  per  square  mile  which  Mr.  Francis 
considered  as  the  maximum  rate  for  commercial  development. 

It  is  interesting  to  compare  this  with  the  table  marked  XXI, 
based  on  the  average  collection  per  month,  arranged  in  regard  to 
the  dryness  of  months  and  based  on  the  average  rainfall  in  this 
vicinity  from  1818  to  1897,  inclusive.  This  again  shows  i  cubic 
foot  per  second  for  the  six  dry  months,  which,  curiously  enough, 
in  this  table  occurs  in  the  month  of  June,  and  corroborates  again 
an  old  saying  of  Mr.  Francis  that  "June  flow"  in  an  average  year 
might  safely  be  taken  as  the  average  commercial  flow  of  a  stream. 

The  writer  has  measured  the  flow  of  many  streams  in  this 
country,  going  as  far  west  as  the  San  Miguel,  in  Southwestern 
Colorado,  as  far  north  as  the  Ontonagon,  in  the  Northern  Michigan 
Peninsula,  and  as  far  south  as  the  Catawba,  in  South  Carolina. 
The  data  thus  collected  strengthen  his  opinion  in  regard  to  the 
results  of  stream  measurements,  and  it  should  be  clearly  under- 
stood that  the  accompanying  tables  and  deductions  refer  only  to 
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Nevv  England  and  other  Eastern  Atlantic  Coast  streams,  as  the 
conditions  governing  streams  in  other  sections  of  the  country  are 
entirely  different,  owing  to  the  climatic  conditions,  so  that  the 
maximum  flow  of  the  Rocky  Mountain  streams  usually  occurs  at 
the  time  of  the  minimum  flow  of  our  "streams  in  New  England, 
and  yet  the  same  general  principles  seem  to  govern  all  of  the  results, 
and,  in  the  writer's  opinion,  the  only  way  in  which  to  form  an 
accurate  opinion  as  to  the  proper  development  of  any  stream  is  to 
study  that  particular  stream  in  relation  to  its  own  watershed  and 
the  average  rain-fall  and  run-off  found  by  collecting  actual  data  in 
the  immediate  vicinity. 

In  the  Rocky  Mountain  regions  the  amount  of  rainfall  varies 
very  much  with  the  altitude,  there  being  a  steady  increase  of  rainfall 
as  the  altitude  increases  up  to  a  certain  point,  and  then  a  re- 
markably rapid  falling  off  or  entire  cessation  of  rainfall.  Very 
little  rain  falls  above  the  timber  line,  and,  in  fact,  the  only  contribu- 
tions of  moisture  above  that  elevation  is  largely  due  to  the  snow 
which  is  blown  up  horizontally  from  the  lower  elevations.  The 
average  rainfall  in  Colorado,  west  of  the  Rocky  Mountains,  on  the 
Mesa,  which  lies  at  an  elevation  of  about  7000  feet,  is  fifteen  inches. 
This  increases  as  the  higher  altitudes  are  reached,  so  that  at  Tellu- 
ride.  Ruby,  Summit  and  other  points  averaging  about  10,000  feet 
elevation  the  average  rainfall  is  about  26  inches. 

The  freshets  in  these  streams  occur  in  July,  when  the  large 
deposits  of  snow  in  the  crevices  and  ravines  on  the  upper  mountain 
regions  begin  to  melt,  and  it  is  usually  not  until  September  that 
these  great  deposits  of  snow  and  ice  are  practically  all  melted 
away.  The  low  flow  of  the  streams  occurs  in  January,  February 
and  March,  when  everything  is  entirely  frozen  up. 

There  is  also  another  phenomenon  in  connection  with  the 
Western  Rocky  Mountain  streams,  in  that  large  quantities  of  water 
deposited  in  the  upper  mountain  regions  disappear  before  reaching 
the  Mesa,  and  reappear  again  in  the  lower  canons  through  under- 
ground passages. 

The  writer  is  of  the  opinion  that  there  is  more  general  misin- 
formation prevalent  as  to  the  amount  of  water  available  in  these 
watersheds  bounding  the  arid  region  of  the  Southwest  than  is 
usually  conceded,  and  that  very  many  of  the  irrigation  schemes 
are  doomed  to  commercial  failure  for  reason  of  insufficient  data. 

The  Government  has  maintained  very  few  rain  gauges  at 
extremely  high  altitudes,  as  this  means  isolation  to  the  observer 
for  a  period  usually  covering  six  months. 
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Raiufall  in  inches  per  Annum. 
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The  writer  is  of  the  opinion  that  at  some  later  date  it  might 
interest  the  Society  to  hear  parts  of  a  report  on  an  irrigation  scheme 
to  bring  out  some  of  the  engineering  features  involved. 

In  the  Northern  Michigan  Peninsula,  where  the  run-off  is 
largely  influenced  by  the  proximity  of  the  Great  Lakes,  another  set 
of  conditions  prevails.  The  rainfall  is  extremely  large,  owing  to  the 
fact  that  the  country  is  largely  covered  with  forests  and  swamps, 
lying  at  a  comparatively  slight  elevation  above  that  of  the  lakes, 
so  that  the  fall  in  the  average  streams  is  remarkably  slight  and 
the  amount  of  water  held  back  and  stored  is  very  large. 
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TABLE  II. 

Percentages  of  Rainfall  Collected. 

Connecticut  River. 

Wet  Years. 


May. 

June. 

July. 

August, 

September. 

October. 

Year. 

217.0    ' 

146.9 

II3.8 

70-3 
65.4 
29.8 

15.2 

38.2 
22.9 

23.2 
33.8 
22.8 

16.0 

26.7 
30-4 

41. 1 

28.9 
22.8 

1873 
1874 
1878 

Sum.  . 
Avg.  . 

477-7 
159-2 

165.5 
55.2 

76.3 
25-4 

79.8 
26.6 

73- 1 
24.4 

92.8 

35-9 

.     .     . 

Dry  Years. 


96.3 
97.6 


[93-9 
96.9 


32.3 
33-^ 

65-9 
32.9 


15-70 
21.20 

36.90 
18.45 


19.5 
24.0 


43-5 
21.7 


15.4 
39.4 


54-8 
27.4 


18.6 
18.2 


18.4 


1880 
1881 


Cochituate  River. 
Wet  Years. 


May. 

June. 

July. 

August. 

September. 

October. 

Year. 

82.2 

119. 1 

15. 1 

19-5 

29.8 

33.4 

1873 

81.7 

40.8 

30.0 

19. 1 

34.3 

50.3 

1874 

II2.0 

47.3 

13.2 

27.1 

32.0 

18.7 

1887 

51-2 

25.8 

28.  r 

14.9 

26.2 

51.9 

1888 

32.9 

37-1 

17.9 

75-0 

36.4 

49.6 

1889 

34.9 

79.1 

14.2 

13-9 

21.6 

33-7 

1890 

Sum.  . 

394-9 

349.2 

118.5 

169.5 

180.3 

237.6 

Avg.  . 

65.8 

58.2 

19.7 

28.2 

30.0 

39-6 

Dry  Years. 


22.2 

4.5 

4.7 

6.1 

14.3 

16.6 

1880 

39-6 

27.0 

5.8 

76 

10.8 

6.4 

1881 

32.8 

33-^ 

1-7 

6.2 

10.5 

37-9 

1882 

31.9 

3-7 

0.6 

18.6 

47.4 

"5 

1883 

47.6 

14.4 

0.0 

4.8 

15.5 

15.0 

1885 

43.0 

35.5 

II. I 

7.8 

10.7 

13.4 

1886 

Sum.  . 

217.1 

118.2 

23-9 

51. 1 

109.2 

100.8 

•Avg.  . 

36.2 

19.7 

3-9 

8.5 

18.2 
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TABLE  in. 

Percentages  of  Rainfall  Collected. 

Mystic   River. 

Wet  Years. 


Sum. 

Avg. 


1 

May. 

June. 

July. 

August. 

September. 

October. 

Year. 

104.9 

24-5 

22.6 

12.8 

29.7 

44.2 

1879 

SO.  7 

29.9 

33-3 

51-9 

14. 1 

I.V6 

1881 

II2.0 

47.3 

13.2 

27.1 

32.0 

18.7 

1887 

1 

59.6 

38.1 

17.5 

8.S 

153 

55-3 

1888 

46.9 

57.0 

15.8 

52.2 

22.5 

33-7 

1889 

47.6 

56.9 

19.0 

12.7 

15.6 

29.5 

1890 

Sum.  .  j 

"^IH 

253-7 

121.4 

165.5 

129.2 

195.0 

Avg.  .  1 

69.8 

42.3 

20.2 

25.9 

21.5 

32.5 

Dry  Years. 


Sudbury  River. 
Wet  Years. 


Dry  Years. 


50.0 
40.0 
42.9 
154.5 
51.7 
77.8 


416.9 
69.5 


14.2 
21.6 

23.9 
26.9 
18.9 
31-9 


[37.4 
22.9 


50 

7-7 
6.3 
5-5 
7.8 

[I.O 


43-3 
7.2 


5.3 
[9.1 
4.1 
7.2 
6.1 
5.9 


8.6 
10.4 

7.0 
14.5 
14.7 
10.8 


47-7 
7-9 


66.0 

II. o 


4.8 
5.9 
8.0 
12.0 
9.8 
9-7 


50.2 
8.3 


j      47-3 

34.3 

9.2 

14.7 

31.7 

13.5 

1880 

!      40.4 

38.6 

14.9 

20.8 

6.3 

30.0 

1882 

1      33-5  • 

i      31.8 

10.8 

25.7 

12. 1 

7-2 

1883 

43.0 

,      35.5 

II. I 

7-8 

10.7 

13.4 

1886 

i      57.0 

1      22.8 

13.3 

11..^ 

19.3 

12. 1 

1891 

1      25.3 

I    125.8 

14.2 

15.1 

14.3 

10.5 

1894 

Sum.  . 

1    246.5 

1    288.8 

73.5 

95.4 

94-4 

86.7 

Avg.  . 

;     41. 1 

i      48.1 

12.2 

15.9 

15.7 

14.4 

1 

May. 

June. 

July. 

August. 

September. 

October. 

Year. 

1 

59.5 
49.0 
60.3 

53-4 

24.0 
42.8 
28.7 
40.3 

16.0 
21.0 

14.9 

12.6 

12.8 

19.4 
10.9 
61.2 

10.4 
13.0 
23.2 
30.9 

23.8 
II. 2 

71.4 
51.6 

1888 
1889 

Sum.  . 

Avg.  .  i 

222.1 

55-5 

135.8 
33.9 

64.5 
16. 1 

104.3 
26.1 

77-5 
19.4 

158.0 
39.5 

1880 
1883 
1886 
1887 
I89I 
1893 


Percentage  Collected  in  Wet 
Year— 1888. 


Cochituate 54.4 

Sudbury 62.2 

Mystic 54.8 


Average 


171. 4 


57.13 


Percentage  Collected- 
Year. 


-A  verage 


Cochituate 
Sudbury  . 
Mystic    .    . 


43.12—1863-95 
48.00—1875-95 
44.60 — 1878-95 


Average 


135.72 
•    •  45.24 


Percentage  Collected  in 
Year— 1883 


Dry 


Cochituate 32.4 

Sudbury 34.1 

Mystic 29.8 


Average 32. 1 


96.3 


Maximum  Percentage 
Collected. 


Cochituate 69.1% — 1891 

Sudbury 62.2%  — 1888 

Mystic 60.3%  — 1891 


Average 


191.6% 
.  63.87% 
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TABLE  IV. 
Average  Percentage  of  Collections. 


May. 

June. 

July. 

August. 

September. 

October. 

Connecticut     .    . 
Potomac  .... 
Merrimac     .    .    . 
Cochituate    .    .    . 
Mystic 

132.2 

46.3 
141. 0 

53.5 
69.1 

36.5 
36.8 

32.3 
32.6 

39-0 

21.30 
20.50 
22.20 

13.89 
17.10 

21.8 

20,5 

27.6 
ll'.l 

29.30 
27.50 
37.80 
29.94 
20.10 

28.30 
45-70 
37-50 
27.16 
20.50 

Summary      .    .    . 
Average    .... 

442.1 
88.4 

176.9 
35-4 

94-99 
18.99 

1 05 .  70 

21.14 

144.64 
28.93 

159.16 
31.83 

Summary  of  Percentage  of  Rainfall  Collected. 
Wet  Years. 


May. 

June. 

July. 

1 
August.     September.  1    October. 

Connecticut     .    , 

Mystic 

Sudbury    .... 
Cochituate    .    .    . 

1       159-2 
69.8 

55-5 
i       65.8 

55.2 
42.3 
33.9 
58.2 

25.4 
20.2 
16. 1 
19.7 

26.6              24.4              30.9 
25.9              21.4      1         32.5 

26.1  19.4            39-5 

28.2  1      30.0          39.6 

1                1 

Summary      .    .    . 
Average    .... 

350.3 
87.4 

189.6 
47.4 

81.4 
20.7 

i              1 
106.8    '      95.2         142.5 

24.7       23.8  ^     35.6 

Summary  of  Percentage  of  Rainfall  Collected. 
Dry   Years. 


May. 

June. 

July.            August. 

September. 

October. 

Connecticut      .    . 

Mystic 

Sudbury    .... 
Cochituate    .    .    . 

96.9 
41.4 

69.5 
36.2 

32-9 
48.1 
22.9 
19.7 

18.4               21.7 

12.2               15.9 

7-2     1          7-9 

3.9     1         8.5 

27.4 

15-7 
II. 0 

18.2 

18.4 
14.4 

16.8 

Summary      .    .    . 
Average    .... 

244.0 
61.0 

123.6 
30.9 

41.7            54.0 
10.4     ,        13-5 

72.3 
18.1 

57-9 
14-5 
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TABLE   VIII. 
Per  Cent.  Collected,  1897. 


May  .  .  . 
June  .  .  . 
July  .  .  . 
August  .  . 
September 
October     , 


Average,  5  mos.,  1 
May-September  J 

Average,  6  mos.,  ") 
May-October    .    j 

Average,  5  mos.,  ) 
June-October  .    | 


Cochi- 
tuate. 


32.8 
27.8 

15-7 
19.2 
17.8 
48.6 


22.66 
26.98 
25.82 


Sudbury,  i   Mystic. 


37-34 
37-29 
21.56 
30.00 

10.73 
35.74 


37-04 
38.45 

13-14 

27.62 

13.08 
99-23 


27.38  25.87 
28.77  \  38.09 
27.06  I  38.30 


Perkio- 
men. 


45-0 
29.0 
20.0 
21.0 
18.0 
lO.O 


Nesham- 
iny. 


26.6 

23-9 
IQ.6 


36.00 
47.00 
33-00 
32.00 
16.00 
6.00 


32.80 

28.33 
26.80 


Tohick- 
on. 


52.00 
33-00 
32.00 
19.00 
6.00 
4.00 


26.40 

24-33 
18.80 


Merri- 
mac. 


56.00 
51-70 
40.40 
37.60 
35.00 
63.60 


44.10 
47-40 
45.66 
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TABLE    XX. 

Comparison  of  Flow  in  Cubic  Feet  per  Second  per  Square  Mile 
OF  Eastern  Streams  in  Wet-  and  Dry  Years. 

Dry  Years. 


Average  flow  of  streams,  five  months,  May  to  September,  dry  seasons.  .  0.567 

This  would  be  a  safe  development  of  a  stream. 

Average  flow  of  streams,  dry  years 1.290 

Average  flow  of  streams,  five  months,  May  to  September,  wet  seasons.  .  1.435 
Average  flow  of  streams,  wet  years 2.095 

Note  uniformity  of  flow  of  streams  per  square  mile,  irrespective  of  area 
of  watershed.  Also  that  five  months'  flow  in  wet  seasons  is  at  greater  rate 
than  yearly  flow  in  dry  years. 

An  average  of  the  dry  seasons'  flow  =  0.567 ;  an  average  of  the  wet  seasons' 
flow  =  1.435;  equal  to  i,  would  represent  the  maximum  safe  development  of 
a  stream  for  power  and  manufacturing  purposes,  with  an  expectation  of 
shutting  down  for  two  or  three  months  in  the  dry  season  and  installing 
auxiliary  steam  power. 


TABLE   XXI. 


Month 
by  per 
cent,  of 
collec- 
tion. 

Month 

and 
number 
of  days. 

Averagre 
rainfall 

1818-1897. 

Average 
per  cent. 

of 
collection. 

Depth  in 
inches  of 
collection. 

Equivalent 

run-off  in 

cu.  ft.  per 

sec.  per 

sq.  mile. 

I 

Aug.  30 

4.35 

21.3 

0.9265 

0.855 

2 

July  31 

3.68 

21.8 

0.8022 

0.695 

• 

3 

Sept.  30 

3-52 

28.3 

0.9960 

O.S95 

r  0.808  average  flow 
\  for  3  driest  months. 

4 

5 

Oct.  31 
Nov,  30 

3- 90 
4.30 

29.3 
36.5 

1. 1430 
1.5690 

0.990 
1. 410 

[0,965  average  flow 
\  for  5  driest  months. 

6 
7 

June  30 
Dec.  31 

3.22 
3-89 

44.8 
60.7 

1.4420 
2.3710 

1.290 
2.060 

f  1. 01 9  average  flow 
t  for  6  driest  months. 

8 

May  31 

3.80 

65.8 

2.5000 

2.  170 

9 

Jan.  31 

3-95 

76.3 

3.0140 

2,610 

10 

Mar.  31 

4-30 

78.8 

3.3880 

2.940 

II 

Feb.  28 

3.80 

132.2 

5.0240 

4.82b 

12 

April  30 

3-98 

145.0 

5.7700 

5,180 

j  0.216  average  flow 
\  per  year. 

Thus  corroboratinj 
mum  safe  development 


I  that  one  cubic  foot  per  second  per  square  mile  is  the  maxi- 

of  a  New  England  stream  for  manufacturing  purposes. 
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The  average  annual  rainfall  in  Colorado  is  about  15  inches. 
This  refers,  of  course,  to  the  average  of  the  whole  State,  valleys  as 
well  as  mountain  watersheds  and  table-lands. 

It  is  a  well-known  fact  in  general  that  the  amount  of  rain  in- 
creases with  the  elevation  above  the  sea  level,  up  to  a  maximum 
plane,  above  which  a  decrease  takes  place,  and  empirical  formulae 
have  been  deduced  for  determining  such  proportions.  The  elevation 
at  which  the  maximum  rainfall  is  precipitated  is,  according  to  the 
observed  law  of  decrease  in  temperatures,  at  that  point  at  which  the 
prevailing  winds  are  cooled  to  just  below  their  dew  point. 

Tables  covering  this  subject  are  given  in  Report  of  the  Geologi- 
cal Survey,  No.  140,  pages  328-329,  etc.,  reference  being  made  to 
the  report  of  Prof.  G.  E.  Curtis,  Washington,  1884,  Pamphlet  XVI, 
Signal  Service  Notes. 

Mr.  Fellows,  of  the  United  States  Hydrographic  Office,  sta- 
tioned at  Denver,  Col.,  gave  me  as  his  opinion  that  the  average 
rainfall  on  the  San  Miguel  and  Dolores  watersheds  was  18  inches. 
I  have,  however,  assumed  that  the  average  precipitation  upon  the 
higher  mountain  sides  and  foothills,  composing  the  larger  part  of 
the  Beaver  and  Naturita  watersheds,  was  26  inches,  for  the  follow- 
ing reasons,  in  addition  to  the  statements  above  : 

Inches. 

At  Telluride,  which  has  an  elevation  of  8756  feet,  the  average 

rainfall  for  fourteen  years  is 28.17 

At  Rico,  elevation  8758  feet,  average  rainfall  for  twenty-eight 

years  is 29.58 

At  Pikes  Peak,  elevation  14,134  feet,  rainfall 28.65 

At  Summit,  elevation  11,300  feet,  average  rainfall 29.00 

At  Fort  Lewis,  elevation  8500  feet,  average  rainfall 17.19 

At  Fort  Garland,  elevation  7937  feet,  average  rainfall 12.74 

At  Saguache,  elevation  7740  feet,  average  rainfall 42.60 

Grand    average    26.85 

At  Ruby,  which  has  an  elevation  of  10,000  feet,  the  average 
rainfall  for — 

Inches. 

1898    I7-00 

1899   44-97 

1900  17-86 

1901    29.12 

An  average  of  27.26  inches  for  these  four  years.  These  four 
years,  however,  represent  about  10  per  cent,  above  the  normal 
precipitation  throughout  Colorado.  Therefore,  deducting  10  per 
cent.,  the  average  rainfall  at  Ruby  for  the  four  years  on  the  normal 
basis  would  be  24.53  inches. 

I  also  append  hereto  the  monthly  rainfall  for  1901,  month  by 
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month,  at  Telluride,  which  is  in  San  Miguel  County,  and  for  1900 
and  1901,  at  Ruby,  which  is  in  Ouray  County,  and  which  is  the 
nearest  next  available  high  elevation  station,  substituting  an  aver- 
age amount  for  the  two  months  omitted  in  the  report : 

Rainfall  at 
Telluride. 
Elevation 

8756  ft. 

Inches. 

1901. 

January    1.73  4.12  1.30 

February    1.25  4.06  1.36 

March    1.43  5.41  1.98 

April   3.10  .  .  2.27 

May    o.io  3.55  1.55 

June 0.43  i.oo  1.56 

July  0.20  0.08  0.82 

August   1.60  1.47  z-n 

September  2.00  0.42  0.15 

October    2.95  1,81  0.77 

November  . .  1.60  1.25 

December    1.17  2.60  2.28 


Average  Nov. 


Rainfall  at  Ruby. 

Elevation 

10,000  ft. 

Inches.              Inches. 

1900.                    1901. 

1-73 
1.25 

4.12 
4.06 

1.43 

5-41 

3.10 

0.10 

3-55 

0.43 

1.00 

0.20 

0.08 

1.60 

1.47 

2.00 

0.42 

2.95 

1.81 
1.60 

1. 17 

2.60 

15.86 

26.12 

2.00 

April  3.00 

19.06 


17.86  29.12  19.06 

And  also  a  table  giving  the  rainfall  at  Telluride,  which  is  the 
only  station  from  which  reports  have  been  made  from  June,  190 1, 
to  May,  1902,  inclusive,  substituting  February  and  March  of  190 1 
for  the  corresponding  two  months  of  1902,  for  which  months  no 
returns  were  made : 

Rainfall  at  Telluride  from  June,  1901,  to  May,  1902. 

June.         July.      Aug.        Sept.        Oct.       Nov.       Dec.        Jan.        Feb.      March.     April.    May. 

1.56       .82      3.77       .15        .T7      1.25      2.28      1.05      1.36      1.98       .54     2.83 

The  average  for  the  composite  year  so  applied  is  15.3  inches, 
which  is  about  54  per  cent,  of  the  average  Telluride  rainfall.  There- 
fore, the  amount  of  water  present  and  available  this  year  in  the 
Beaver  and  Nafurita  Creeks  may  be  safely  taken  as  being  at  least 
50  per  cent,  below  what  might  otherwise  have  been  expected. 

I  give  below  two  tables,  one  of  the  normal  and  monthly  precipi- 
tation at  Breckenridge,  Summit  County,  and  one  at  Rico,  Dolores 
County,  Col. : 

Breckenridge,  Summit  County — Elevation  9524  Feet. 

Year.              Jan.      Feb.   Mar.    Apr.  May.  June.  July.  Aug.  Sept.  Oct.  Nov.  Dec.  Annual. 

Normal.   .    .1.92      3.88     3.60     3.33      2.61  0.94     2.79  2.02  1.20  1.47  3.00  3.10  29.86 

.39  I.Br      2.43  3.62  I. II  1.95  1.76  2.67  55.59 

.47  0.30     3.10  2.29  2.25  0.82  3.87  0.73  24.03 

.54  1.53      1.30  2.27  1. 16 

.46  1. 14     2.19  1.59  0.28 


1895 3-29  2.31  2.37  1.88 

1896 1.88  1.89  4.83  0.60 

1897 2.90  1.99  3.53  4.00 

189S 0.29  0.59  1. 16  1.53 


02      0.60      2.25      24.49 
53      4.09      1.34      16.29 
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Rico,  Dolores  County — Elevation  8737  Feet. 


Year. 

Normal 

1895  .    . 

1896  .    . 

1897  .   . 


Jan.     Feb.   Mar.    Apr.  May.   June.  July.    Aug.   Sept.   Oct. 


2.78 
7.20 
2.40 
3-26 
3.10 


4-25 
3-03 
1.40 
5.60 
1-35 


3-34 
1.81 
2.10 
6.40 
3-8o 


1. 21 
0.33 
1.20 
1.66 
2.62 


2.09 
1.76 
0.35 
4-15 
3.82 


0.68 
1.58 
0.59 
0.98 
1.60 


2.58 
2.97 

4-13 
2.41 
-5.10 


2.27 
3.60 
2.32 

4.13 


2.55 

1-33 
4.46 
5.80 
0.S8 


1.08 
0.20 
2.20 
2.82 
0.15 


Nov. 
1.03 


2.40 
1.60 


Dec.   Annual. 

26.44 


2.58 
2.75 
1.70 
2.02 


25-25 


RUN-OFF. 

We  now  come  to  the  next  most  important  question,  which  is 
that  of  run-off,  or  the  proportion  of  rainfall  which  finally  finds  its 
way  to  the  stream.  Mr.  Fellows,  of  the  State  Engineer's  Office, 
advises  me  that  the  run-off  from  1895  to  1899,  from  April  to  No- 
vember, inclusive,  for  the  section  under  consideration,  amounted  to 
but  7.12  inches,  which  would  be  39.6  per  cent,  of  the  rainfall,  which 
he  also  gave  me. 

The  report  of  the  United  States  Geological  Survey  for  1898 

gives  the  run-off  of  the  San  Miguel  River  iof  the  year  1897  as  a 

total  of   10. 09  inches,  equal  to  an  average  of  .74  cubic  foot  per 

second  per  square  mile,  a  copy  of  which  table  is  given  on  following 

page: 

Drainage  Area  of  San  jNIiguel  Ri\^r. 

S2y  square  miles. 

Run-off  for  1897. 

Jan.     Feb.  Mar.  Apr.   Maj'.  June.  July.    Aug.   Sept.   Oct.    Nov.    Dec. 

Depth  in  inches    .    .      .21        .19       .21      2.20     2.20     2.64      1.33       .64       .73       .64       .32       .26 

*Sec.ft.per  sq.  mile  .      .18        .18        .18      0.65      1.91      2.37      1.15        .56       .66        .56        .29        .23 

Total  run-off  in  inches,  10.09.   Average  run-off,   .74  second  feet  per  square  mile. 

I  also  give  below  a  table  of  the  discharge  of  the  San  Miguel 
River  from  the  same  point  of  observation,  Seymour,  otherwise 
known  as  the  mouth  of  Fall  Creek,  Col.,  which  gives  the  discharge 
in  cubic  feet  per  second,  and  also  the  run-off  in  inches  and  in  cubic 
feet  per  second  per  square  mile  for  the  last  six  months  of  1899 : 

Estimated  Discharge  of  San  Miguel  River  at  Seymour,  Col. 
Drainage   Area,   327   square   miles 
Discharge  in  second  ft. 


Run-off. 


1895. 

July  

August  . .  . 
September 
October  .  . 
November 
December 


Maxi- 
mum. 

675 
312 

168 
lOI 

180 


Mini- 
mum. 
219 

145 
61 
42 


Mean. 

347 

230 

100 

64 

30 

10 


Total  for 
month  in 
acre-feet. 

21,336 

14,142 

5,950 

3,935 

1,785 

615 


Depth 

in 

inches. 

1.22 

0.81 

0.35 
0.23 
O.II 
0.03 


Second 
ft.  per 
sq.  mi. 
1.06 
0.70 
0.31 
0.20 
0.10 
0.03 


*Sec.  ft.  =  cubic  feet  per  second. 
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Run-off. 

Discharge  in  second  ft.  Total  for              Depth  Second 

Maxi-            Mini-  month  in                  in  ft.  per 

1890.                      mum.            rnum.  Mean.  acre-feet.  inches.  sq.  mi. 

April,    11-30 ..  272  16,185             0.92  0.83 

May    545             196  296  18,200             1.04  0.90 

June    1335            571  813  48,377            2.79  2.49 

July   760            109  380  23,365             1.34  1. 16 

August   183            109  133  8,178  0.47  0.41 

September  ....       121              66  89  5,296  0.30  0.27 

October    66              30  50  3,074  0.17  0.15 

November   ....         66             22  40  2,380           0.13  0.12 

1899- 

April   299  25  134  7,974  0.41  0.46 

May    934  126  414  25,456  1.27  1.46 

June    995  249  538  32,013  1.65  1.84 

July 387  176  238  14,634  073  0.84 

August    387  105  195  11,990  0.60  0.69 

September   ....  138  64  loi  6,002  0.31  0.35 

As  the  year  1895  was  rather  a  dry  year,  and  the  year  1897  was 
a  notoriously  wet  year,  these  measurements  may  fairly  represent  the 
maximum  and  mean  run-off  measurements  of  the  San  Miguel, 
although  having  a  much  larger  area  (327  square  miles)  than  either 
the  Beaver  Creek,  with  88  square  miles,  or  the  Naturita  Creek, 
with  53  square  miles,  and  as  al:  of  these  streams  have  a  common 
source  of  supply  from  the  San  Miguel  and  Dolores  Mountains,  the 
percentages  obtained  from  one  and  the  run-off  in  cubic  feet  per 
second  per  square  mile  may  be  fairly  applicable  to  the  other. 

To  demonstrate  the  mean  and  maximum  discharge  that  may  be 
obtained  in  this  section  I  append  a  table,  giving  the  mean  discharge 
in  cubic  feet  per  second  for  May,  June  and  July  of  the  years  1895, 
1896,  1897,  1898  and  1899: 

Mean  Discharge  of  San  Miguel  River  in  Cubic  Feet  per  Second. 

May.       June.        Ju]y. 
1895 556        341 

1896 770  349  157 

1897 627  774  375 

1898 296  813  380 

1899 416  538  238 

2109      3030      1491 

527      606      298 

606 

298 

1431 
Average  =  477  -^  327  square  miles  =:  1.458  cubic  feet  per  second  per 
square  mile 
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which  shows  that  June  gives  the  highest  average  discharge,  and 
also  that  the  average  discharge  for  the  three  months'  period  for 
five  years  is  1.458  cubic  feet  per  second  per  square  mile. 

It  also  shows  that  the  three  months'  discharge  of  1897  was  35 
per  cent,  greater  than  the  average  three  months'  discharge  of  1896, 
1898  and  1899,  proving  conclusively  the  relation  that  the  year  1897 
bears  to  the  other  years.  The  maximum  discharge,  which  was  found 
on  June  16,  1897,  is  3.05  cubic  feet  per  second  per  square  mile,  and 
may  be  safely  taken  as  the  maximum  discharge  per  square  mile  of 
any  stream  in  this  immediate  vicinity. 

DISCUSSION. 

Mr.  Charles  T.  Main. — I  have  not  had  sufficient  time  to  pre- 
pare any  extended  discussion  of  Mr.  Webber's  paper,  but  would 
like  to  say  a  few  words  on  one  point  only  which  is  discussed  in  the 
paper,  viz.,  the  economical  development  of  a  water  power. 

Mr.  Webber  has  stated  that  about  i  cubic  foot  per  second  per 
square  mile  is  the  maximum  commercial  development,  or  the  flow 
which  corresponds  to  about  the  sixth  month  of  an  average  year. 

In  a  very  large  number  of  plants  which  I  have  examined,  fully 
90  per  cent,  have  been  developed  to  use  all  the  water  from  six  to 
seven  months  of  an  average  year,  and  a  large  part  of  these  plants 
have  been  installed  without  any  particular  engineering  skill,  the 
size  being  based  upon  the  horse  sense,  one  might  say,  of  the  owners. 
This  is  at  variance  with  the  very  frequent  testimony  which  we  hear 
that  the  proper  size  of  the  development  is  one  which  will  use  all  the 
water  for  at  least  nine  months  of  an  average  year,  and  sometimes 
the  statement  is  made  that  the  economical  limit  is  eleven  months^ 
with  water  wasting  for  only  one  month. 

For  the  average  power  used  for  manufacturing  purposes,  say 
ten  hours  a  day,  a  six  to  seven  months'  development  is  more  nearly 
correct  than  eleven  months,  but  no  general  statement  can  be  made 
to  cover  all  cases.  It  is  simply  a  question  of  economics,  which  re- 
quires solving  for  each  particular  case. 

The  factors  which  enter  into  the  problem  are,  on  one  side,  the 
cost  of  the  water-power  development  and  the  fixed  charges  on  the 
same,  if  nothing  is  paid  for  the  water,  and,  on  the  other  side,  the 
saving  which  can  be  affected  by  the  use  of  such  plant. 

The  cost  of  the  dam  will  be  a  constant  for  any  size  development 
of  wheels,  all  other  conditions  being  the  same.  The  headgates, 
canal,  racks,  feeders,  wheels,  wheel  pits  and  tailraces  must  be 
increased  in  size  and  cost  for  the  purpose  of  using  a  larger  amount 
of  water  than  the  flow  in  the  average  month  or  sixth  month  of  an 
13 
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average  year,  and  the  fixed  charges  for  such  increase  in  cost  repre- 
sent the  annual  cost  of  the  corresponding  increase  in  water  power. 
The  saving  due  to  such  increase  in  water  power  is  represented  by 
the  saving  in  coal  only  on  the  supplementary  steam  plant,  necessarily 
run  with  such  a  varying  water  power,  plus  the  cost  of  attendance 
on  steam  plant,  if  it  can  be  shut  down  entirely  during  the  months  of 
maximum  power  on  the  wheels.  As  the  water  power  is  increased  in 
size  to  use  water  for  a  greater  number  of  months,  the  cost  of  such 
increase  for  each  additional  month  makes  a  saving  for  a  less  number 
of  months,  and  there  comes  a  time  when  the  saving  on  steam  power 
is  less  than  the  fixed  charges  on  the  additional  cost  of  water-power 
plant.  Where  these  two  items  balance  depends  upon  the  following 
conditions : 

( 1 )  Cost  of  water-power  plant  for  each  increment  of  power. 

(2)  Saving  affected  by  the  decreased  use  of  steam  power, 
which  would  be  very  much  more  if  the  power  is  used  twenty-four 
hours  than  if  used  for  ten  hours,  and  much  more  if  by  such  an  in- 
crease in  the  water-power  plant  it  is  possible  to  shut  off  all  steam 
power. 

An  example  will  suffice  to  make  this  clear.  Supposing  the  cost 
for  each  additional  horse  power  of  water-power  plant  required  to  use 
all  the  water  for  a  longer  period  was  $60  a  horse  power.  The  fixed 
charges  on  this,  including  interest,  will  be  not  less  than  8  per  cent., 
or  $4.80  per  year.  The  cost  of  coal  and  attendance  on  a  steam  plant, 
of  say  500  horse  power,  with  coal  at  $4  a  ton,  is  about  $13  a  year 
per  horse  power,  or  $1.08  per  month.  $4.80  -^  $1.08  =  4.44  months. 
In  other  words  it  would  not  pay  to  develop  such  a  power  to  use  all 
the  water  for  more  than  about  seven  and  one-half  months. 

If  the  engine  or  boilers  cannot  be  shut  down  at  all,  a  less  saving 
could  be  made  and  the  power  could  be  economically  developed  for 
a  less  period  than  seven  months. 

The  various  conditions  and  lengths  of  time  required  to  have 
the  saving  equal  the  fixed  charges  are  shown  on  the  following  plate. 
This  diagram  is  figured  on  coal  at  $4  per  ton.  Similar  ones  could 
be  made  for  any  other  prices. 

To  use  the  diagram,  supposing  the  water-power  plant  cost  $50 
per  horse  power  and  the  size  of  steam  plant  is  200  horse  power, 
on  the  ordinates  find  $50,  cost  of  water-power  plant.  Run  along 
horizontally  until  this  line  intersects  the  vertical  line  of  200  horse 
power  of  steam  plant,  and  these  two  lines  will  be  found  to  intersect 
about  on  the  curve  marked  three  months. 

If  the  water-power  plant  cost  $70  and  the  steam  plant  were 
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350  horse  power,  the  time  is  five  months  during  which  water  should 
waste. 
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Diagram  Showing  Number  of  Months  when  water  should  be 

allowed  to  Waste  with  different  sizes  of  Steam  Plants 

and  different  Costs  of  Water  Power. 

Mr.  Richard  A.  Hale. — In  regard  to  the  development  of 
power  on  a  stream  very  much  depends  on  circumstances,  but,  in 
general,  the  sixth  or  seventh  month  would  be  the  maximum  amount 
to  which  a  stream  should  be  developed,  and  beyond  that  point  much 
would  depend  on  the  local  conditions  and  use  of  power  required, 
depending  on  the  amount  of  steam  power  used  in  connection  with 
the  plant. 

In  regard  to  the  yield  of  streams  the  tables  presented  by  Mr. 
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Webber  are  very  interesting.  The  minimum  flow  on  the  Merrimac, 
he  states,  is  .31  cubic  foot  per  second  per  square  mile.  In  the  year 
1883,  which  was  an  exceedingly  dry  year,  the  minimum  yield  for 
one  week  was  .27  cubic  foot  per  second  per  square  mile,  and  in  the 
year  1900  it  was  about  the  same  amount.  The  minimum  weekly 
yield,  in  general,  during  an  average  year,  will  seldom  fall  below  .3 
cubic  foot  per  second  per  square  mile.  This  yield  is  for  twenty- 
four  hours  flow  for  a  week  of  seven  days.  Owing  to  the  water 
being  used  principally  during  the  five  and  a  half  days  of  each 
week  and  stored  Saturday  afternoon  and  Sunday,  the  average  flow 
for  one  week  shows  the  yield  of  the  river  nearer  the  truth  than 
for  one  day,  when  the  water  may  be  held  back  for  storage  or  a  large 
amount  sent  down  from  the  accumulation  of  storage  in  ponds  in  the 
upper  reaches  of  the  river.  The  drainage  area  of  the  Merrimac 
River  is  4450  square  miles,  and  the  measurements  of  the  flow  of  the 
river  are  computed  at  Lawrence  from  daily  observations.  The  re- 
sults are  published  in  the  yearly  report  of  the  United  States  Geologi- 
cal Survey  in  the  Hydrographic  Department.  The  accuracy  of  the 
measurements  is  probably  within  3  per  cent,  of  the  truth.  The  error 
may  reach  5  per  cent.,  and  perhaps  somewhat  more  with  unusual 
conditions  of  ice  in  the  river  and  broken  flashboards. 

In  comparison  with  smaller  drainage  areas  it  is  interesting  to 
observe  how  much  lower  yield  is  obtained  during  the  dry  months 
from  the  smaller  area. 

In  1880  to  1883  the  writer  had  occasion  to  measure  the  flow  of 
the  Shawsheen  River  at  Andover,  Mass.  Daily  measurements  were 
made  during  this  period,  but  the  results  have  not  been  pubHshed, 
owing  to  anticipated  lawsuits  at  that  time.  I  may  state,  hov/ever, 
that  the  lowest  yield  during  the  driest  week  was  .10  cubic  foot  per 
second  per  square  mile,  from  a  drainage  area  of  70  square  miles. 
During  the  same  period,  the  yield  from  the  Merrimac  River  water- 
shed was  .27  cubic  foot  per  second  per  square  mile.  On  the  Spicket 
River,  at  Lawrence,  the  writer  has  been  making  some  measurements 
during  the  last  two  years,  and  during  the  early  part  of  October  of 
the  present  year  the  yield  for  a  period  of  two  weeks  was  somewhat 
less  than  .10  cubic  foot  per  second  per  square  mile  from  a  drainage 
area  of  68  square  miles. 

It  is  an  interesting  fact  to  notice  on  a  large  stream  and  large 
watershed  that  the  amounts  from  small  streams,  as  tributaries,  are 
extremely  low,  and  in  some  cases  almost  nothing.  The  yield  of 
the  large  river  reaches  a  certain  point  and  does  not  fall  below  that 
point,  being  supplied  from  the  subterranean  reservoirs  at  a  lower 
level  than  the  smaller  streams. 
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The  yield  of  the  Shawsheen  River  in  an  ordinary  year  during 
the  driest  week  is  .16  cubic  foot  per  second  per  square  mile,  while 
the  yield  of  the  Merrimac  River  during  a  similar  period  is  .32 
cubic  foot  per  second  per  square  mile. 

In  connection  with  the  investigations  of  the  flow  of  the  Charles 
River  by  the  writer  for  the  Charles  River  Dam  Commission,  some 
interesting  facts  were  ascertained.  During  the  dry  period  of  the 
year  1900,  at  the  Boston  Manufacturing  Company,  at  Waltham, 
there  was  a  period  of  three  weeks  when  the  water  wheels  were  not 
run  on  account  of  lack  of  water,  and  the  leakage  through  the  wheel 
gates  could  not  supply  enough  water  for  the  use  of  the  bleachery 
below  without  taking  off  flashboards  from  the  Boston  Manufactur- 
ing Company's  dam.  This  yield  indicated  from  .10  to  .15  cubic  foot 
per  second  per  square  mile.  This  drainage  area  was  about  163 
square  miles.  There  was  no  doubt  large  evaporation  at  this  period 
from  the  ponds  above  the  various  dams. 

It  is  gratifying  to  know  that  the  State  Board  of  Health  is  keep- 
ing a  record  of  the  flow  of  the  Charles  River  at  Watertown,  and 
important  information  in  regard  to  the  flow  will  be  obtained. 

Prof.  Dwight  Porter. — Fair  consideration  of  the  run-off  data 
which  have  thus  far  been  obtained  warns  the  engineer  against  ex- 
pecting too  high  a  degree  of  accuracy  in  estimates  of  flow  based 
upon  drainage  area,  rainfall  and  the  observed  discharge  of  certain 
standard  streams,  such  as  the  Sudbury.  And  yet  time  has  con- 
firmed the  writer's  opinion  that  this  method,  if  intelligently  used, 
will  often  give  results  entitled  to  great  confidence. 

He  has  often  felt,  with  Mr.  Webber,  that  the  Sudbury  has 
been  made  to  carry  too  heavy  a  load  of  responsibility  in  serving 
as  a  standard  for  so  many  streams  as  have  been  referred  to  it,  but 
this  seems  excusable,  since  perhaps  no  other  stream  has  been  so 
closely  or  for  so  long  a  time  observed.  If  there  were  others  that 
had  been  studied  with  equal  skill  and  thoroughness,  they  would 
no  doubt  receive  equal  weight,  and  we  should  be  in  better  position 
than  we  are  for  making  estimates  in  new  cases. 

Our  dearth  of  information  will  be  overcome  in  time,  as  data 
accumulate,  and  especially  as  other  engineers  follow  Mr.  Webber's 
example  and  put  the  facts  in  print  where  we  all  may  benefit  by  them. 
Our  members  may  not  all  know  that  the  United  States  Geological 
Survey  is  attempting  to  gather  and  publish  such  data  on  a  very 
extensive  scale.  It  has  in  operation  a  large  number  of  permanent 
gauging  stations  in  various  part's  of  the  country,  and  in  its  annual 
reports  for  the  past  few  years  and  in  the  bulletins  issued  under  the 
title  of  Water  Supply  and  Irrigation  Papers  will  be  found  the  results 
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of  the  gaugings,  as  well  as  many  discharge  records  furnished  by 
water-power  and  mill  companies. 

In  considering  estimates  in  damage  cases  it  is  apparent  that 
engineers  differ,  not  only  in  regard  to  the  actual  cubic  feet  per  second 
to  credit  to  streams  in  question  for  different  parts  of  the  year,  but 
also  as  to  how  far,  if  at  all,  above  the  minimum  the  flow  shall  be 
classed  as  having  practical  value  for  power.  Some  are  disposed  to 
include  the  average  flow  for  the  year  in  their  valuation,  or  even  a 
part  of  what  might  be  classed  as  freshet  flow,  while  others  admit  but 
scant  value  in  water  power,  and  are  inclined  to  credit  a  stream  with 
little  more  than  its  minimum  flow.  Between  these  extremes  there 
appears  to  the  writer  to  be  a  proper  line,  not  necessarily  determined 
by  average  June  flow  or  with  reference  to  the  five  driest  months,  but 
depending  upon  the  circumstances  of  each  case,  marking  the  limit 
beyond  which  it  is  simply  uneconomical  to  instal  turbines  which 
must  be  largely  duplicated  in  engines  and  will  be  for  much  of  the 
time  either  idle  or  running  inefficiently. 

So  far  as  concerns  the  scientific  computation  of  the  varymg 
yield  of  a  watershed  for  different  proportions  of  the  year,  the  diffi- 
culties encountered  are  of  several  kinds.  The  more  simple  data  in- 
volved are  the  drainage  area,  amount  of  rainfall  and  run-off  for  the 
standard  basin  and  the  drainage  area  and  rainfall  for  the  stream 
under  estimate.  Of  these  the  drainage  area  can  probably  be  deter- 
mined with  the  most  accuracy,  but  unless  there  are  maps  at  least  as 
good  as  those  of  the  Geological  Survey,  errors  of  several  per  cent, 
seem  likely.  The  average  rainfall  over  such  a  watershed  as  the 
Sudbury  is  perhaps  known  very  closely,  but  that  can  scarcely  be  said 
of  the  Connecticut,  or  the  Alerrimac,  or  the  Kennebec,  or  of  any 
other  stream  draining  much  unsettled  country,  since  in  the  higher 
and  less-settled  regions  there  are  but  few  rainfall  stations,  and  these 
are  likely  to  be  'conducted  by  unskilled  and  inconstant  observers, 
whose  records  display  many  gaps.  The  actual  run-off  from  the 
Sudbury  basin  may  be  known  within  a  very  few  per  cent,  of  the 
truth,  l)ut  can  we  put  equal  confidence  in  figures  for  the  Connecticut 
for  past  years,  the  Kennebec  or  even  the  Merrimac  in  high  stages? 
Even  were  these  data  unimpeachable,  there  still  remains  the  diffi- 
cult problem  of  referring  to  the  standard  basin  the  one  in  question 
and  recognizing  the  points  in  which  they  are  alike  in  geology, 
topography  and  climate  and  the  points  in  which  they  differ,  and  of 
not  only  recognizing  these,  but  assigning  numerical  values  to  them. 
Under  these  circumstances  are  we  not  forced  to  admit  a  consider- 
able probable  error  in  the  result? 

There  seem  to  be  two  saving  factors.     Errors  of  a  few  per 
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cent,  in  such  computations  would  seldom  occasion  much  concern ; 
and,  further,  the  estimates  which  are  made  will  probably  never  be 
fully  checked.  If  one  estimate  the  average  flow  of  a  stream  at  400 
cubic  feet  per  second  when  he  should  have  called  it  300,  who  is 
going  to  find  it  out,  since  careful  and  continuous  observations  for  a 
series  of  years  would  be  needed  to  establish  the  truth  ?  It  is  unfor- 
tunate that  this  is  so,  since  greater  certainty  of  a  check  would  lead 
to  greater  care  in  estimating. 

In  studying  the  records  of  our  northern  streams  with  reference 
to  their  percentage  of  yield  there  are  certain  opportunities  for  error, 
which  the  writer  thinks  are  liable  to  be  overlooked.  It  is  natural  to 
study  these  records  by  calendar  years,  beginning  January  ist  and 
ending  December  31st.  But  if,  on  January  i,  1903,  there  were, 
on  a  New  Hampshire  or  Maine  river  basin,  20  or  30  inches  of 
snow  which  had  fallen  in  the  previous  calendar  year,  and  on  Decem- 
ber 31,  1903,  little  or  no  snow,  the  stream  would  have  received  in 
the  meantime  a  considerable  amount  of  water  which  had  no  connec- 
tion with  the  current  precipitation  of  the  year.  The  same  thing 
would  be  true  if  the  storage  reservoirs  were  drawn  lower  by  the 
end  of  the  year  than  they  stood  at  its  beginning,  and  yet  we  seldom 
have  the  means  of  correcting  the  gross  run-off  from  w^atersheds  for 
the  sources  of  error  above  mentioned.  Still,  again,  in  comparisons 
of  different  basins  it  is  important  to  regard  their  different  percent- 
ages of  water  surface,  or  we  may  be  drawn  into  serious  error  in  our 
conclusions. 

To  take  a  somewhat  extreme  example,  data  in  the  writer's  pos- 
session indicate  that  the  Winnepesaukee  Lake  basin  supplied  at  the 
outlet  dam,  in  1885,  the  equivalent  of  about  31  per  cent,  of  the 
rainfall  for  that  year  on  that  basin,  including  the  lake  surface ;  but  if 
we  correct  the  figures  for  the  difference  in  lake  level  between  the 
beginning  and  end  of  the  year,  the  percentage  of  yield  changes  from 
31  to  40.  If  we  next  allow  for  the  fact  that  the  lake  probably  re- 
ceived a  little  more  during  the  year  from  rain  falling  upon  its  own 
surface  than  it  lost  by  evaporation,  we  get  the  amount  which  pre- 
sumably  flowed  into  the  lake  from  that  portion  of  the  drainage  basui 
exterior  to  its  own  surface,  and  for  that  area  the  percentage  run- 
off appears  to  be  49  per  cent.  But  this  exterior  portion  of  the  basin 
contains  considerable  lake  and  pond  surface,  probably  amounting 
to  as  much  as  8  per  cent.,  and  if  we  now  apply,  as  before,  a  correction 
for  the  probable  difference  between  rainfall  and  evaporation  on  this 
8  per  cent.,  we  find  our  percentage  of  yield  to  rainfall  for  the  re- 
maining land  surface  to  be  as  high  as  53  per  cent.  But  even  this 
may  not  be  right,  for  there  is  no  means  of  knowing  how  the  snow 
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depth  over  the  basin  compared  at  the  beginning  and  end  of  the  year, 
or  how  the  storage  in  the  lakes  and  ponds  comprising  the  8  per 
cent,  of  water  surface  compared  at  the  beginning  and  end  of  the 
year.  Similar  difficulties  confront  one  in  a  detailed  study  of  many 
basins.  The  errors  which  have  been  indicated  tend  to  disappear,  as 
we  neglect  single  calendar  years  and  embrace  periods  of  several 
years  in  our  computations,  for  in  this  averaging  process  the  effect 
of  irregularities  of  snow  and  lake  storage  becomes  relatively  less 
and  less. 

It  seems  doubtful  whether  much  of  positive  value  comes  from 
studying  percentage  relations  between  yield  and  rainfall  for  indi- 
vidual months,  inasmuch  as  there  seems  to  be  no  close  connection 
between  the  two  in  so  short  a  time.  Thus,  by  Table  II,  in  May, 
1873,  the  flow  of  the  Connecticut  appears  to  have  been  217  per  cent, 
of  the  rainfall  for  that  month.  Obviously,  the  flow  of  the  stream 
was  derived  only  in  small  part  from  the  May  rainfall,  and  would 
have  continued  in  large  volume  even  had  there  not  been  a  drop  of 
rain  in  May.  Even  in  so  large  a  period  as  a  year,  the  stream  flow 
must  be  considerably  dependent  upon  the  condition  of  ground  water 
established  in  the  previous  year,  or  perhaps  further  back ;  neverthe- 
less, the  general  relation  between  the  run-off  and  rainfall  is  the 
more  accurately  seen  as  the  period  considered  increases. 

To  the  writer  the  study  of  run-off  statistics  is  very  confusing 
and  tedious,  if  confined  to  figures,  and  he  believes  that  much  may  be 
gained  in  the  drawing  of  conclusions  by  plotting  such  data  when- 
ever possible,  and  so  presenting  them  graphically. 

Mr.  Freeman  C.  Coffin. — Such  papers  as  this  of  Mr.  Web- 
ber's, giving  records  of  stream  flow,  are  very  valuable  to  the  hy- 
draulic engineer. 

I  would  like  to  emphasize  what  he  says  about  the  necessity  of 
taking  into  consideration  the  condition  of  the  watershed  in  connec- 
tion with  its  area  and  the  amount  of  rainfall.  The  Sudbury  River 
has  been  spoken  of,  and  we  recognize  the  great  value  of  the  long 
series  of  measurements  of  its  flow  that  have  been  taken.  Their  value 
lies  in  the  length  of  time  and  the  accuracy  with  which  they  have 
been  made.  They  can  be  used,  with  the  exercise  of  judgment,  in 
watersheds  on  which  the  conditions  differ.  I  made  measurements 
on  a  river  in  the  southeastern  part  of  this  State  for  four  years. 
These  show  a  larger  flow  per  square  mile  during  the  summer  sea- 
sons than  the  Sudbury,  largely,  I  believe,  on  account  of  the  local 
character  of  the  ground,  which  is  mainly  level  and  largely  com- 
posed of  sand  or  gravel,  which  acts,  to  a  certain  extent,  as  a  storage 
reservoir,  and  this  question  of  underground  storage  is  just  as  im- 
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portant  in  consideration  of  the  distribution  of  the  run-off  and  flow 
of  streams  as  the  visible  storage  of  lakes  or  ponds.  It  does  not 
effect  the  total  or  average  run-oft'.  We  find  that  in  the  same  section 
of  the  country  this  is  very  much  the  same  for  all  streams. 

The  distribution  of  the  run-off  is  greatly  affected  by  the  under- 
ground storage,  being  larger  in  dry  seasons  and  smaller  in  wet 
seasons,  when  the  storage  is  considerable. 

In  regard  to  the  effect  of  the  rainfall  the  amount  of  the  flow 
or  yield  depends  upon  the  rainfall,  but  the  percentage  varies  greatly 
with  the  different  seasons,  and  Professor  Porter's  statement  that  the 
yield  of  any  month  cannot  be  determined  by  the  rainfall  of  that 
month  alone  is  very  true,  and,  in  considering  the  rainfall,  it  is  just 
as  important  to  take  that  of  the  preceding  month,  and  even  the 
month  before  that,  into  consideration  as  the  rainfall  of  the  month 
itself.  For  instance,  in  a  case  where  it  was  desirable  to  deduce 
the  amount  of  the  flow  from  the  rainfall  of  a  certain  watershed  in 
this  State,  and  where  actual  measurements  were  not  available  at 
that  time,  I  applied  the  Sudbury  River  run-off  to  the  watershed  in 
question,  using  months  of  like  rainfall  on  the  Sudbury  to  the  month 
under  consideration,  selecting  those  in  which  the  rainfall  of  the  pre- 
ceding month  was  also  similar  to  that  of  those  preceding  the  month 
in  question,  and  made  an  estimate,  which  turned  out  (after  the  actual 
run-oft',  as  determined  by  the  engineers  on  the  other  side  by  weir 
measurements,  was  known)  to  be  within  2  or  3  per  cent,  of  the 
amount,  which  was  a  much  closer  estimate  than  I  had  hoped  to 
make.  The  closeness  of  the  result  may  have  been  a  mere  coin- 
cidence, but  it  shows  that  a  fair  approximation  can  be  obtained  by 
the  use  of  the  Sudbury  records,  when  careful  consideration  is  given 
to  the  varying  conditions. 

In  making  estimates  of  water  power  it  is  quite  customary  to 
use  averages,  and  in  some  relations  they  are  useful,  and  in  others, 
very  misleading.  The  average  run-off  in  October  and  November 
is  low,  while  the  average  in  January  is  fairly  high.  In  a  case  with 
which  I  was  recently  connected  it  was  estimated  that  the  filling  of 
a  large  storage  reservoir  caused  the  mill  owners  below  much  dam- 
age, on  account  of  the  retention  of  the  water  required  to  fill  it.  The 
reservoir  was  filled  during  the  months  of  October,  November  and 
December,  1895,  and  January,  1896,  and  upon  looking  up  the  data, 
using  the  Sudbury  River  run-off,  I  found  that  the  flow  of  October, 
November  and  December  was  much  greater  than  the  average,  and 
thus  while  the  reservoir  was  filling,  the  flow  in  the  main  river  was 
far  in  excess  of  the  wheel  capacity  of  the  mills,  and  therefore  the 
diversion  of  the  water  required  to  fill  the  reservoir  caused  no  loss 
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of  power.  In  January  alone  was  there  any  shortage ;  so  that,  based 
upon  averages,  there  would  be  a  loss  to  the  mill  owners.  When 
the  particular  year  was  considered,  there  was  no  actual  loss. 

Regarding  the  figures  of  the  flow  of  the  Manhan  River,  re- 
ferred to  by  Mr.  Webber,  which  were  taken  by  Mr.  Tighe,  City 
Engineer  of  Holyoke,  the  yield  is  given  of  every  day  in  the  year, 
which  makes  these  tables  of  very  great  value,  as  they  give,  not  only 
the  average  daily  flow  for  the  months,  but  the  maximum  and  mini- 
mum daily  flow. 

There  is  one  set  of  conditions  from  which  very  little  data  of 
flow  have  been  collected,  those  pertaining  to  the  streams  of  north- 
easterly New^  England  and  the  Canadian  provinces,  which  are  ice- 
bound in  winter.  I  know  of  very  few  instances  of  reported  flow 
of  these  rivers,  and  these  records  cover  but  a  short  period  of  time. 
It  will  be  of  great  value  to  the  profession  when  the  records  of  such 
streams  are  more  complete.  It  is  probable  that  the  flow  of  January, 
February  and  March  would  be  very  different  from  that  in  Massa- 
chusetts or  the  Sudbury  flow^  during  the  same  months.  In  that  part 
of  the  country  the  rain  during  these  months  is  in  the  form  of  snow ; 
many  of  the  small  brooks  are  frozen  completely  and  the  winter  flow 
is  small  compared  with  that  in  places  with  higher  temperature. 

Mr.  Main. — Mr.  Coflin  spoke  of  the  desirability  of  getting 
some  records  of  streams  which  are  icebound  in  the  winter. 

The  St.  Croix  River,  at  Taylor's  Falls,  was  gauged  by  the 
U.  S.  Engineers  during  December  of  1881  and  eleven  months  of 
1882.  Below  are  given  the  results  of  these  measurements,  and  oppo- 
site  the  gaugings  is  given  the  rainfall  as  recorded  by  the  U.  S. 
Weather  Bureau  in  St.  Paul  for  the  corresponding  months. 

About  a  year  and  a  half  ago  daily  gaugings  were  begun  and 
have  since  been  continued  for  parties  wdio  are  interested.  These 
records  will  soon  be  of  value. 

The  area  of  the  watershed  at  Taylor's  Falls  is  about  5950 
square  miles. 

Rainfall  and  Run-off.      R^j^f^i,  r^^.^^ 

Month.                                                                                                    i„  in  cubic  feet 

lool.  inche.s.  per  second. 

November     1.36 

December    0.53  3,5oo 

1882. 

January    0.67  2,700 

February   2.35  3.400 

March    3.25  4,100 

April    1. 61  16,100 

May    2.44  15,700 

June    2.68  9.700 
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Rainfall  Run-off 

Month.  in  in  cubic  feet 

1882.  inches.  per  second. 

July     2.84  9,900 

August    2.45  5,200 

September    0.27  3,800 

October   i.99  6,300 

November .'. 1.61  4,800 

Average    7, 100 

The  recent  gaugiiigs  are  being  plotted  together  with  the  tem- 
perature of  the  atmosphere  on  the  same  sheet.  It  is  interesting  to 
see  how  the  rise  of  temperature  is  followed  soon  by  a  rise  of  flow. 

Mr.  Le\\is  M.  Hastings. — While  it  is  self-evident  that  the 
amount  of  rainfall  on  a  given  catchment  area  must  have  an  im- 
portant influence  on  the  run-off  from  that  area,  yet  it  seems  to  be 
pretty  generally  conceded  that  no  general  relation  can  be  stated  by 
formula  or  otherwise,  which  will  accurately  give  this  relation  as 
applicable  to  all  catchment  areas. 

The  elements  or  factors  determining  this  relation  are  too  various 
and  too  little  understood  to  enable  the  engineer  to  more  than  ap- 
proximate it.  The  character  of  the  surface,  whether  pervious  or 
impervious,  and  the  area  of  water  surfaces  must  exert  more 
or  less  influence  on  the  amount  of  the  run-off  in  percenta,ge  of 
rainfall,  while  the  steepness  of  the  slopes,  the  amount  of  forestation 
and  the  size  and  shape  of  the  catchment  area  affect  its  distribution. 

In  comparing  areas  of  very  different  sizes  a  considerable  differ- 
ence in  the  flow  during  the  dry  season  was  noted,  areas  of  about 
I  square  mile  yielding  about  75  per  cent,  of  the  yield  per  square 
mile  from  larger  areas. 

This  same  general  result  is  noted  by  INIr.  C.  C.  Vermewle,  C.E., 
in  his  report  on  the  water  supply  and  water  power  of  New  Jersey, 
1894.  He  gives  the  minimum  flow  of  seven  streams,  each  having 
a  catchment  area  of  over  2000  square  miles,  as  .182  cubic  foot  per 
second  per  square  mile  of  catchment  area ;  on  twelve  streams,  having 
between  200  and  2000  square  miles  area,  the  average  minimum  flow 
was  .161  cubic  foot  per  second  per  square  mile,  and  on  twelve 
streams,  having  less  than  200  square  miles  area,  an  average  mini- 
mum flow  of  .094  cubic  foot  per  second  per  square  mile, — showing  a 
constant  diminution  in  the  minimum  flow  with  the  reduction  in 
catchment  area. 

With  regard  to  the  use  of  a  stream  for  power,  if  the  June  flow 
be  taken  as  the  maximum  flow  to  which  it  will  be  wise  to  develop 
a  water  power  and  the  Sudbury  River  records  be  used  as  a  basis, 
but  about  .742  cubic  foot  per  second  per  square  mile  will  be  found. 
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I  have  always  understood  that  it  was  the  May  flow  rather  than  June, 
and  Mr.  Francis  so  testified  in  a  case  in  which  I  was  interested. 
In  other  cases  I  have  found  the  actual  development  by  mill  owners 
to  be  about  that  given  by  the  May  flow.  By  observing  the  average 
run-off  of  the  Sudbury  River  it  will  be  found  that  May,  December 
and  January  each  give  substantially  the  same  run-off.  The  three 
months,  February,  March  and  April,  give  much  larger  flows  and 
the  remaining  six,  much  smaller  flows.  It  would  seem  reasonable, 
then,  that  a  power  should  be  developed  to  take  as  nearly  as  possible 
the  flows  of  May,  December  and  January,  wasting  the  surplus  in 
the  three  months  of  flood  flow  and  making  up  with  steam  the  defi- 
ciency during  the  six  dry  months. 

Mr.  T.  Howard  Barnes. — I  am  reminded,  in  this  discussion, 
of  the  investigation  of  the  capacity  of  Spot  Pond  as  a  source  of 
water  supply  for  Boston,  made  between  June  and  November,  1845, 
by  Messrs.  John  B.  Jervis  and  Walter  R.  Johnson,  for  the  city  of 
Boston.  At  that  date  there  were  no  run-off  records  of  like  locali- 
ties such  as  we  have  now.  There  were  records  of  rainfall  taken  at 
Boston  and  at  Waltham  for  periods  of  twenty-seven  and  twenty 
years,  respectively ;  also  some  evaporation  observations.  The  run- 
off, therefore,  had  to  be  determined,  and  the  direct  and  accurate 
work  done  by  the  engineers  is  an  interesting  and  instructive  exam- 
ple of  obtaining  results  from  apparently  meager  data. 

In  applying  the  records  of  the  Sudbury  run-off  up  to  1894  the 
safe  capacity  of  the  Spot  Pond  source  was  estimated  at  1,640,000 
gallons  per  day,  based  upon  utilizing  the  storage  of  the  pond  to  a 
depth  of  15  feet — 837,000,000  gallons.  The  estimate  of  Jervis  and 
Johnson  was  1,450,000  gallons  per  day,  utilizing  the  storage  to  a 
depth  of  5  feet — 384,000,000  gallons.  It  should  also  be  noted  that 
the  average  rainfall  over  the  Sudbury  area,  1875- 1902,  is  46.38 
inches,  while  that  of  the  Boston  records  in  1845  was  39.31  inches. 

The  following  extracts  are  taken  from  the  report  alluded  to, 
and  are  presented  here  mainly  because  of  their  historic  interest : 


Average  daily  Aggregate 
Period.                                                                               flow,  gallons.  gallons. 

June  26  to  July  12 • 2,455,300  39,285,000 

July  12  to  July  19 7,711,848  48,521,500 

July  19  to  July  29 417,506  4,261,901 

July  29  to  August  7 4,674,200  42,067,800 

August  7  to  August  17 154,448  1,533,668 

August  17  to  August  30 2,583,500  34,195,185 

August  30  to  September  22 894,121  19,670,668 

September  22  to  October  2 493,640  4,766,590 

October  2  to  November  i 937,688  28,130,635 


Total    222,432,947 
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Or  at  a  mean  rate,  for  128  days,  of  1,737,760  gallons  per  day 
equal  231,710  cubic  feet,  and  a  total  bulk  of  29,657,700  cubic  feet. 

This  drainage  has  reduced  the  level  of  the  pond  about  44.5 
inches,  and  left  it  so  nearly  exhausted  that  the  daily  flow  was,  on 
November  ist,  but  329,832  gallons. 

Since  the  first  of  August,  when  our  survey  of  the  area  of  the 
pond  was  made  at  water  level,  there  have  been  drawn  from  the 
outlet  17,381,859  cubic  feet,  reducing  the  surface  23.04  inches. 

The  quantity  of  rain  which  has  been  gauged  during  the  months 
of  August,  September  and  October  has  been  10.17  inches,  and  of 
evaporation,  15.732  inches;  showing  that,  at  this  period  of  the  year, 
the  evaporation  from  the  water  surface  exceeds  the  rain  which  fell 
upon  it  by  5.562  -^  10.17  =  54.69  per  cent. 

During  the  last  five  periods  of  observation  in  which  we  have 
been  enabled  to  ascertain  the  amount  of  drainage  derived  from  the 
watershed,  it  appears  to  have  given  the  following  proportions,  viz : 

In  the  5th  period — 10  days 19.5  per  cent. 

"      "    6th       "  13      "    15.1     "       " 

"      "7th       ''  23      "    14.7     "        " 

"      "8th       "  9      "   17.5     "       " 

"      "    9th       ''  30      "    17-5     "        " 

If  each  of  these  percentages  be  multiplied  by  the  number  of 
days  in  its  period  and  the  sum  of  the  products  be  divided  by  the 
whole  number  of  days,  we  obtain  an  average  of  16.6  per  cent., 
which  proves  that  the  slopes  themselves,  at  this  season  of  the  year, 
evaporate  or  otherwise  dispose  of  83.4  per  cent,  of  the  water  which 
falls  upon  them.  These  results  prove  the  ratio  between  the  evapo- 
ration from  the  surface  of  the  pond  and  from  that  of  the  slopes, 
consisting  mainly  of  a  soil  covered  with  vegetation,  to  have  been — 
in  August,  September  and  October  last — .8340  -^  1.5469  =  53-9 
per  cent. 

The  depth  of  water  which  the  pond  actually  received  from  its 
watershed  during  the  above  period  of  eighty-five  days  was  .709  foot, 
or  8.41  inches,  which,  added  to  the  depth  of  rain  given  above,  makes 
the  total  amount  received  18.58  inches;  from  which,  deducting  the 
evaporation,  we  have  18.58  —  15.73  =  ^-^S  inches  for  the  height 
which  the  pond  would  have  risen  by  all  the  rains  had  no  water  been 
drawn  from  the  outlet. 

Dr.  Hale  has  found  that,  at  Boston,  the  months  of  August, 
September  and  October  together  afford,  on  an  average  of  twenty- 
two  years,  9.62  inches  of  rain.  This  year  they  gave,  at  Spot  Pond, 
10.17  inches,  or  .55  inch  =  5.7  per  cent,  above  the  average,  which 
proves  that  the  season  has  not  been  one  of  unusual  dryness.  This 
is  confirmed  by  what  has  been  found  at  Long  Pond  (Lake  Chochit- 
uate),  where,  in  the  same  period,  10.4  inches  of  rain  have  been 
gauged,  showing  a  difiference  of  only  .23  inch  from  the  Spot  Pond 
observations,  but  .78  inch  above  Dr.  Hale's  general  average. 
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The  evaporation  gauged  on  Spot  Pond  is  6.32  inches  above  the 
general  average  of  9.41  inches,  which,  in  a  period  of  three  years 
and  with  an  evaporating  vessel  9  inches  deep.  Dr.  Hale  obtained 
in  Boston.     The  difference  amounts  to  67.2  per  cent. 

This  may  probably  be,  in  great  part,  attributed  to  the  different 
depths  of  the  vessels  employed.  In  our  apparatus  the  water  was 
always  kept  at  a  height  about  2  inches  only  below  the  top  of  the 
cylinder.  By  being  immersed  in  the  pond,  the  cylinder  and  its 
contents  always  maintained  nearly  the  same  temperature  as  the 
latter.  Hence  it  had  at  night  as  well  as  in  the  daytime  the  same 
evaporative  power,  for  a  given  area,  as  the  pond.  More  than  one- 
third  of  the  evaporation  generally  occurred  during  the  night. 

The  pond  being  now  empty,  we  have  next  to  consider  the  means 
by  which  it  will  probably  be  filled. 

Dr.  Hale  found,  in  twenty-two  years,  an  average  depth  of  rain 
falling  in  November,  December,  January  and  February  amounting 
to  12.93  inches.  He  also  found  for  the  same  four  months  an  evapo- 
ration of  3.3  inches.  If  we  suppose  that  the  surface  of  the  Spot 
Pond  district  during  the  ensuing  four  months  receives  the  same 
quantity  of  rain  and  undergoes  the  same  evaporation,  the  depth  of 
12.93  —  3.3  =  9.63  inches  =  .802  foot  would  remain ;  and  if  the 
average  area  of  the  pond  be  taken  at  200  acres,  the  direct  supply  from 
rain  will  be  43,560  X  200  X  .802  =  6,987,024  cubic  feet. 

Admitting  also  that  the  ratio  of  evaporation  on  the  land  to  that 
on  the  water  shall  be  the  same  in  winter  as  it  has  been  in  summer 
and  autumn  (53.9  per  cent.),  the  watershed  will  send  into  the  pond, 
from  its  whole  surface,  a  depth  of  12.93  —  (53-9  X  3-3)  =  ii-i5 
inches,  or  86.2  per  cent,  of  all  the  water  which  it  receives ;  and  this, 
on  an  area  of  898  acres,  will  give  43,560  X  898  X  .929  =  36,339, 
580  cubic  feet,  which,  with  what  is  derived  directly  from  the  rains 
by  the  pond  itself,  makes  43,326,604  cubic  feet  supplied  in  120  days. 
From  this,  deducting  what  has  been  drawn  out  in  120  days  of  our 
observations,  which  is  equal  to  231,710  X  120  =  27,805,200,  we 
have  left  15,521,404  cubic  feet  to  be  drawn  within  the  following 
four  months,  leaving  the  pond  about  the  height  at  which  it  stood 
on  the  3d  of  July  last.  This  affords  for  the  average  daily  drainage 
of  the  two  periods  of  120  days  in  each,  or  240  days  in  all,  180,527 
cubic  feet,  or  1,393,950  gallons. 

If  we  admit  that  the  winter  rains  at  Spot  Pond  will  exceed 
those  at  Boston  as  much  as  did  those  of  the  autumn,  viz,  5.7  per 
cent.,  the  above  quantity  will  be  increased  by  77,175  gallons  daily, 
and  the  average  daily  supply  will  then  be  1,471,125  gallons  = 
181,556  cubic  feet.  This  seems  the  most  favorable  view  which 
can  be  taken  of  the  winter  supply  of  water  to  the  pond. 

In  March,  April,  May  and  June  the  average  rain  in  Boston  is 
12.85  inches,  and  the  evaporation,  13.26  inches;  from  which,  it 
appears  certain,  that  the  pond  cannot  be  expected  to  receive  directly 
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in  rain  any  accumulation  or  addition  to  its  height  in  those  four 
months.  The  only  question  is  as  to  the  proportion,  which  will  be 
furnished  indirectly  by  the  surrounding  lands.  We  have  no  direct 
observations  which  will  determine  this  proportion.  But  as  the 
months  of  May  and  June  are,  in  temperature  and  moisture,  not 
very  unlike  August  and  September,  it  may  reasonably  be  inferred 
that  the  land  will,  in  those  two  months,  give  the  average  evaporation 
of  the  periods  which  we  observed,  and,  therefore,  afford  about  17  per 
cent,  of  drainage;  and  if  we  give  to  March  and  April  the  same 
proportion  as  the  four  months  which  precede  them,  viz.,  86.2  per 
cent.,  the  average  of  the  four  months  will  be  50.41  per  cent.  Hence 
a  fall  of  12.85  inches  of  rain  will  give  43,560  X  898  X  -5395  ^ 
21,103,600  cubic  feet  of  water  to  the  pond,  and  affords  a  daily 
drainage  for  the  122  days  in  those  months  of  172,980  cubic  feet,  or 
1,297,350  gallons. 

In  order  to  afford  a  daily  supply  of  1,471,125  gallons,  the 
slopes  must  furnish  over  their  whole  area  a  depth  of  (181,556  X 
122)  ^  (43,500  X  898)  =  .5662  foot,  or  53  per  cent,  of  the  rain 
falling  in  these  months. 

The  experiments  and  computations  already  given,  showing  the 
quantity  of  water  actually  derived  from  the  watershed,  do  not  favor 
the  supposition  that  any  very  extraordinary  proportion  will  be 
available  for  drainage  over  this  district,  since  the  highest  result 
obtained — that  for  the  fifth  period  of  observation — was  only  19.5 
per  cent. 

In  view  of  all  the  facts  that  have  been  ascertained  and  the 
observations  that  have  been  made,  it  may  be  assumed  that  a  ratio 
of  not  more  than  six-tenths  of  the  total  fall  of  rain  may  be  relied 
on  from  the  district  drained. 

The  gauge  kept  by  Dr.  Hale,  at  Boston,  is  about  8  miles  from 
the  center  of  the  district,  and  that  kept  by  Dr.  Hobbs,  at  Waltham, 
is  between  5  and  6  miles.  The  proximity  is  such  that  they  may  be 
considered  in  the  general  result  as  a  good  guide  for  this  object. 
From  1 818  to  1844  inclusive — twenty-seven  years — the  minimum 
fall  of  rain  at  Boston  was  29.98  inches  in  one  year.  There  are  nine 
years  in  the  series  that  fall  below  36  inches  for  one  year,  and  three 
years  that  fall  below  33  inches  in  each  year.  The  average  for  the 
series  is  39.31  inches.  At  Waltham,  in  a  series  of  twenty  vears, 
commencing  with  1825,  the  minimum  fall  was  34.09. inches  in  one 
year,  and  three  years  in  the  series  fell  below  36  inches  in  each  year. 

In  deciding  on  sources  to  supply  a  city  with  w^ater  it  would 
not  be  proper  to  take  the  average  of  a  series  of  years.  A  town  will 
need  more  water  in  a  dry  season  than  in  a  wet  season,  and,  conse- 
quently, that  source  only,  which  aft'ords  a  sufficient  supply  at  its 
minimum  capacity,  should  be  adopted.  In  a  season  of  unusual 
drought  no  benefit  or  consolation  for  a  short  supply  of  water  could 
be  obtained,  from  the  fact  that  in  other  years  large  quantities  had 
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run  to  waste.  If  the  Waltham  gauge  (being  nearest  in  location,  and, 
perhaps,  most  applicable)  be  taken,  then  34  inches  is  the  minimum; 
and  this  is  strictly  the  proper  datum  for  such  a  computation.  But, 
as  only  three  years  out  of  twenty  fell  below  36  inches,  it  may  be 
regarded  as  reasonably  safe  to  assume  36  inches  as  the  annual  fall, 
and  more  especially  as  this  will  not,  on  the  ratio  of  6-10,  materially 
exceed  the  lowest  gauge  of  the  commissioners  in  1837  ^^^  1838. 
On  this  basis  the  annual  amount  will  be  .6  X  3  X  39,204,000  == 
70,567,200  cubic  feet,  equal  to  1,446,138  gallons  per  day. 

After  a  careful  examination  of  all  data  that  have  been  obtained 
it  appears  that  Spot  Pond  may  be  relied  upon  to  supply  about 
1,500,000  gallons  per  day.  It  may,  and  probably  will,  in  some  years 
fall  a  little  below,  but  it  will  generally  afford  this  quantity.  The 
area  of  Spot  Pond,  as  before  stated,  contains,  when  full,  296  acres ; 
at  a  level,  5  feet  below  the  high-water  line,  it  contains  196  acres. 
Between  these  levels  it  therefore  appears  there  are  100  acres  which 
are  covered,  when  the  pond  is  full,  with  not  exceeding  5  feet  depth 
of  water  and  a  large  portion  from  i  to  3  feet  in  depth.  This  bears  a 
proportion  to  the  whole  area  of  the  pond  of  34  to  100,  or  a  fraction 
over  one-third  of  the  pond  is  shoal  water,  no  part  exceeding  5  feet 
in  depth.  There  is,  doubtless,  some  objection  to  this  amount  of 
shoal  water  not  sufficient  in  depth  to  prevent  the  free  growth  of 
marsh  grass  and  other  aquatic  vegetation. 

Mr.  Webber. — I  would  like  to  say  that  it  was  to  bring  out  just 
such  discussion  as  this  that  I  ventured  to  perpetrate  this  paper, 
and  because  I  believe  there  is  a  vast  amount  of  very  reliable  data  on 
other  streams  which  have  never  been  published,  and  which,  if  it  were 
published,  would  be  of  great  benefit  to  all  of  us. 

For  some  reason  or  other  it  seems  to  me  that  on  the  different 
engineering  problems  that  I  encounter,  the  first  difficulty  I  meet  with 
is  that  available  data  do  not  seem  to  apply  to  the  particular  prob- 
lems in  question.  I  have  to  deal  with  a  very  small  watershed  and 
cannot  find  much  data  on  small  watersheds ;  or,  with  a  centrifugal 
pump  and  find  nobody  has  ever  made  any  tests  on  centrifugal  pumps, 
and  so  on.  In  the  case  for  which  I  originally  prepared  these  data  I 
could  not  find  anything  but  the  records  of  the  Sudbury,  Mystic  and 
Cochituate  Rivers.  Everything  related  to  the  Sudbury  River.  I 
was  soon  con^^inced  that  the  Sudbury  River  was  not  a  universal  tape 
measure  of  every  stream  in  the  world,  and  soon  found  very  reli- 
able data  for  the  Tohickon,  Neshaminy  and  Perkiomen  Rivers, 
which  have  been  kept,  as  far  as  I  can  find  out,  practically  ever  since 
the  introduction  of  the  Philadelphia  Waterworks.  They  have 
been  very  carefully  kept,  probably  as  accurately  as  the  Sudbury 
River  records,  but  were  never  published. 

Now  all  these  gentlemen  who  have  spoken  have  some  data  ex- 
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tending  over  four  or  five  years.  Most  of  the  data  have  never  been 
published.  That  is  the  reason  why  I  bring  this  up, — to  get  you  to 
pubHsh  some  of  your  results.  There  is  a  lot  that  is  still  tied  up, 
owing  to  pending  litigation,  but  I  believe  a  larger  proportion  is  not 
tied  up  and  could  just  as  well  be  published  as  not,  and  it  is  to  draw 
out  that  publication  that  I  am  now  making  these  few  remarks. 

I  want  also  to  corroborate  what  one  of  the  other  gentlemen 
said  about  the  great  value  of  plotting  the  rainfall  and  the  run-off. 
I  think  records  of  rainfall  and  run-off  should  be  plotted  on  the  same 
chart,  so  that  you  can  see  the  results  at  a  glance,  whereas  you  plot 
it  on  different  scales.  We  then  see  on  the  same  chart  day  by  day 
and  month  by  month  the  flow  of  the  stream  and  the  rainfall  at  the 
same  time.  I  know  in  this  particular  case  I  plotted  the  stream  in 
question  for  the  run-oft*  and  rainfall  daily  for  four  years.  The 
United  States  Geological  Survey  records  are  particularly  valuable, 
because  they  do  that  very  thing,  besides  the  figures,  which  are  harder 
to  get  a  mental  conception  of ;  in  almost  every  case  there  is  a  dia- 
gram in  black  and  white.  Picture  writing  appeals  to  a  man,  and  he 
can  see  it  much  easier  and  better. 

If  we  can  only  have  published  the  data  all  these  engineers  have 
in  pigeonholes,  we  will  be  far  ahead,  and  we  will  not  be  using  one 
tape  measure  to  measure  enormous  varieties  of  work. 

Mr.  Arthur  T.  Safford  (by  letter). — I  have  read  Mr.  Web- 
ber's paper  with  much  interest,  and  am  glad  to  see  this  additional 
information  to  our  increasing  knowledge  of  the  flow  of  streams. 

While  there  is  probably  no  question  as  to  the  accuracy  of  our 
stream  measurements,  I  am  of  opinion  that  we  can  never  get,  in 
practice,  the  yields  of  streams  figured  upon  average  conditions 
elsewhere,  unless  we  have  storage  far  in  excess  of  anything  which 
we  usually  obtain.  In  this  discussion  I  will  confine  myself  to 
streams  like  the  Merrimac  and  Concord  Rivers. 

This  discussion  was  prepared  very  hurriedly,  and  I  am  sorry 
that  I  was  not  able  to  present  more  new  information.  It  has  been  a 
part  of  my  duty  for  a  number  of  years  to  divide  the  water  flowing 
in  the  Merrimac  and  Concord  Rivers  among  the  different  mill 
owners ;  and  I  have  been  impressed  with  the  apparent  discrepancies 
between  the  average  flow  of  the  stream  and  the  flow  available  for 
water-power  purposes.  Records  are  obtained  from  water  powers 
above  Lowell,  the  conditions  of  use  and  storage  in  mill  ponds  are 
studied  and  every  effort  is  made  to  reduce  waste  and  to  make  the 
daily  use  as  large  as  possible.  In  spite  of  this  a  large  quantity  of 
water  runs -to  waste  during  even  the  dry  seasons, — after  sudden 
storms, — and  we  never  get  average  conditions  such  as  the  figures  of 
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yield  would  seem  to  warrant.  The  extremes  of  flow  are  very  great 
and  a  larger  portion  wasted  than  engineers  have  been  in  the  habit 
of  estimating.  It  is  my  purpose  to  give  a  few  figures  in  support  of 
the  theory  that  unless  we  can  store  a  large  part  of  the  yield  and  keep 
it  in  reserve  we  cannot  count  on  averages. 

Table  XXI  of  Mr.  Webber's  paper  gives  for  the  Merrimac 
and  Concord  Rivers  the  following  minimum  and  mean  flows  on  a 
twenty-four-hour  basis : 


Drainage 

area 

sq. 

miles. 

Minimum 

flow 

cu.  ft. 

per  sec. 

Minimum 

flow  cu.  ft. 

per  sec. 

per  sq.  mile. 

Mean  cu.  ft. 

per  sec. 
persq.  mile. 

Alcrrimac,  at  Lawrence.  . 
Concord,  at  Lowell 

4599 
361 

14.00 
59-84 

.310 
.170 

2.19 
1-39 

The  minimum  flow  given  for  the  Merrimac  and  Concord 
looks  small,  but  they  are  not  as  low  as  the  actual  figures  for  1900. 

Mr.  R.  A.  Hale,  of  Lawrence,  Mass.,  sent  me  some  figures  of 
the  Merrimac,  at  Lawrence,  corrected  for  the  Nashua,  Sudbury 
and  Lake  Cochituate,  in  which,  for  the  week  ending  September  16, 
1900,  the  net  twenty-four-hour  yield  of  the  Merrimac  was  but  1264 
or  .284  cubic  foot  per  second  per  square  mile.  Mr.  Hale's  drainage 
area  is  different  from  Mr.  Webber's,  but  not  materially.  I  find 
that  our  own  records  at  Lowell  for  that  week  show^  that,  including 
the  Concord  and  making  the  same  corrections,  the  twenty-four-hour 
yield  was  1253  cubic  feet  per  second,  without  including  Beaver 
Brook,  which  may  have  contributed  just  the  difference  between  Mr. 
Hale's  and  our  figures. 

During  this  same  week,  the  Concord  River,  with  its  301.3  square 
miles  of  watershed,  excluding  the  Sudbury,  averaged  just  16  cubic 
feet  per  second  or  .053  cubic  foot  per  second  per  square  mile.  All 
power  on  the  river  at  Lowell  was  shut  off,  and  the  Lowell  Bleachery, 
which  requires  about  10  cubic  feet  per  second  for  bleaching  and 
other  manufacturing  purposes,  was  compelled  to  wait  a  day  until 
the  water  was  wasted  through  the  gates  from  the  mill  pond  at 
North  Billerica,  which  had  not  filled  up  over  Sunday.  This  is  an 
extreme  case  on  the  Concord  River,  and  yet  it  may  be  an  ordinary 
occurrence,  for  a  few  weeks,  on  a  stream  where  there  is  absolutely 
no  storage  excepting  in  mill  ponds,  which  may  be  drawn  down  at 
will,  so  that  the  natural  flow  of  the  stream,  while  filling  up,  will  be 
cut  off. 

On  the  Concord  River,  at  Lowell,  there  are  seven  water  wheels, 
drawing  about  405  cubic  feet  per  second  from  the  Wamesit  Canal, 
or  1.34  cubic  feet  per  second  per  square  mile  of  watershed,  exclud- 
ing the  Sudbury.  The  75.2  square  miles  of  the  Sudbury  River  fur- 
nishes an  amount  which  varies  from  almost  nothing  in  dry  weather 
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to  about  its  normal  yield' for  the  few  wettest  months.  These  wheels 
run  for  10.5  hours  a  day,  and  during  dry  weather  there  is  compara- 
tively little  waste  at  night.  The  lawful  quantity  owned  by  the  mills 
is  288  cubic  feet  per  second,  or  .96  cubic  foot  per  second  per  square 
mile  from  301.3  square  miles,  the  balance  of  117  beingsurplus.  When 
there  is  less  than  288  cubic  feet  per  second  running  during  the  work- 
ing day,  each  mill  draws  its  proportional  part  of  the  actual  flow.  As 
showing  the  actual  conditions  under  which  water  can  be  drawn,  I 
give  the  quantities  drawn  by  the  wheels  during  the  years  1888  to 
1 90 1,  made  up  in  order  of  dryness,  in  months  of  twenty-four  days, 
twelve  months  being  equal  to  288  days,  or  the  working  year,  less 
holidays.  I  have  added,  in  the  last  column,  the  corresponding  yield 
per  square  mile  on  the  basis  of  301.3  square  miles  for  the  eight  dri- 
est months  and  376.5  square  miles  for  the  remaining  four,  this  being 
approximately  correct. 

It  is  evident  from  the  figures  in  this  table  that,  even  with  the 
storage  in  the  mill  pond  at  North  Billerica  and  Lowell  and  almost 
no  night  running,  it  is  not  possible  to  get  the  permanent  quantity  of 
288  cubic  feet  per  second  for  the  four  driest  months,  using  all  the 
years  and  not  the  average,  and  the  six  driest  months  during  the  so- 
called  drier  years.  The  column  called  average,  1888  to  1901  in- 
clusive, however,  would  seem  to  indicate  that  in  an  average  year, 
so-called,  there  would  be  only  three  months  when  less  than  288  cubic 
feet  per  second  could  be  depended  upon,  and  it  would  be  fair  to  infer 
from  these  same  averages  that  it  would  pay  to  put  in  wheels  to  take 
at  least  500  cubic  feet  per  second  to  save  coal  in  six  months.  If  the 
ponds  and  swamps  are  full  in  the  early  part  of  the  year  and  the 
rainfall  comes  gradually  and  is  evenly  distributed,  we  can  depend 
upon  average  conditions,  but  this  rarely  happens ;  and  without  large 
storage,  either  in  ponds  on  the  watershed  or  in  mill  ponds,  it  is  not 
possible  under  ordinary  conditions  to  prevent  some  of  the  water 
getting  by  without  its  being  used. 

In  order  to  bring  out  clearly  the  danger  of  using  average  condi- 
tions let  us  compare  the  Sudbury  average  yield  with  the  measured 
conditions  on  the  Concord  River,  of  which  the  Sudbury  contributes 
75.2  square  miles  of  its  376.5  square  miles.  On  the  basis  of  twenty- 
seven  years'  yield  of  the  Sudbury  River  (1875-1901)  the  average 
yield  in  gallons  per  day  per  square  mile  is  1,081,000  for  the  year, 
and  441,000  for  the  driest  six  months.  Arranging  in  order  of  dry- 
ness on  the  10.5-hour  basis  and  neglecting  the  Sunday  waste,  we 
should  expect  from  the  301.3  square  miles,  outside  the  Sudbury  for 
the  eight  driest  months  and  for  the  full  376.5  square  miles  for  the 
remaining  four  months,  the  following  yields : 
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♦Average  Sud-  Correspond-      Same  re-  Average  flow     Per  cent,  of 

Months                               bury  yield  by  ing  duced  to  at  Law-  monthly 

in                                         years.  yield                 301.3  rence  St.  quantities  on 

order                                 1875-1901  gal-  c.  f.  p.  s.                sq.  Bridge,  Sudbury  basis 

of                                         Ions  per  10.5  miles  Lowell,  measured  at 

dryness.                                      day.  hours.  c.  f.  p.  s.  c.  f.  p.  s.  Lowell. 

1      194,000  .687                 207.0  163  78.7 

2     238,000  .842                 253.7  214  84.4 

3    •  •    301,000  1.065  320.9  250  77.9 

4    480,000  1.698  5,11.6  317  62.0 

5    518,000  1.832  552.0  383  69.4 

6  ...• 924,000  3.268  984.6  437  44.4 

7    1,105,000  3.908  1177.5         •    499  42.4 

8    1,163,000  4.113  1239.2  622  50.2 

9    1,205,000  4.262  ti6o4.6  840  52.3 

10    1,889,000  6.681  12515.4  1201  47.7 

11    2^075,000  7.339         12763.1  1514  54.8 

12    2.923,000  10.338  13892.2  2028  52.1 

Average  for  year.  .1,081,000  3.823  1335.2  705.7  52.9 

It  is  seen  that  on  a  10.5-hour  basis  only  80  per  cent,  of  the 
flow  on  the  Sudbury  average  basis  is  available  at  Lowell  for  the 
three  driest  months,  and  that  during  most  of  the  year  it  is  not  much 
more  than  50  per  cent.  The  Sudbury  average  monthly  yield  varies 
from  194,000  in  July  or  17.9  per  cent,  of  the  average  to  2,923,000  in 
March,  or  270.4  per  cent.  Individual  dry  months  go  down  to 
—  35,000  (August,  1899),  or  less  than  nothing,  and  up  to  4,453,000 
(March,  1891),  or  41 1.9  per  cent,  of  the  average.  The  weekly 
fluctuations  are  still  greater  and  the  weekly  flows  are  controlled,  to 
a  large  extent,  by  storms  of  a  day.  All  these  afifect  the  actual  flow 
and  make  it  difificult  to  depend  upon  definite  quantities  of  water. 

In  using  the  Sudbury  or  any  other  basis  for  \yater-power  pur- 
poses it  is  necessary,  I  think,  to  know,  in  addition  to  the  size  of  the 
watershed  and  the  amount  of  storage,  at  least  the  average  slope  of 
the  watershed,  the  capacity  of  every  mill  pond,  the  area  of  swamps, 
both  on  the  watershed  and  in  the  bed  of  the  stream,  and  the  cus- 
tomary running  at  each  water  power,  with  a  special  study  of  the 
average  height  of  the  water  there  as  shown  by  marks.  Finally, 
with  these  facts  known,  we  should  apply,  not  the  Sudbury  average 
monthly  records  for  a  long  term  of  years,  but  the  actual  records 
each  month  from  year  to  year.  Where  large  storage  exists,  it  will  be 
necessary  to  take  the  rainfall  collected  on  the  land  surface,  which 
increases  as  the  ponds  are  drawn  down,  and  evaporation  from  the 
corresponding  water  surface  and  actually  try  certain  assumed  yields 
up  to  the  limits  of  the  storage.  This  method  will  throw  into  the 

*P.  240  Metropolitan  Water  and  Sewerage  Board,  First  Annual  Report. 
t376.5  sq.  miles. 
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waste  column  a  large  part  of  the  yield  of  wet  years,  when  the 
storage  is  not  sufficient  to  store  the  yield.  This  is  ably  treated  in  an 
article  by  Frederic  P.  Stearns,  C.E.,  in  the  Report  of  the  Massachu- 
setts State  Board  of  Health  for  1890,  and,  in  this  connection,  par- 
ticular attention  is  called  to  the  diagrani  opposite  page  350. 

I  think  the  Sudbury  basis,  intelligently  handled,  the  best  one 
we  have  at  present  in  New  England;  but  the  Sudbury  average 
records  sometimes  produce  results  which  do  not  exist  in  fact  when 
applied  to  other  watersheds,  and  give  a  mistaken  idea  of  a  steady 
flow,  which  is  kept  up  during  the  summer  and  fall  months  by  the 
"average  rainfall  collected."  This  year  (1903)  I  think  of  as  about 
an  average  year,  as  far  as  total  rainfall  is  concerned.  The  rainfall 
for  May,  1903,  was  .818  inches,  or,  with  one  exception,  the  month 
was  the  driest  in  seventy-five  years;  while  June,  1903,  was  9.106 
inches,  or  the  wettest  for  the  same  length  of  time.  The  careful  man 
who  began  to  handle  his  reservoirs  on  the  basis  of  a  dry  year,  this 
year,  found  a  large  amount  of  waste  inevitable  after  the  June  rains. 

I  only  use  this  as  an  illustration,  but  it  brings  out  the  fact  that 
it  is  very  much  easier  to  look  back  upon  records  and  see  what  could 
have  been  done  than  know  what  to  count  on  looking  ahead.  There 
is  a  line  between  over-conservatism  and  risk,  and  good  judgment 
will  save  us  from  either  error;  but  we  cannot  fail  to  use  every 
possible  shred  of  information  which  can  be  obtained,  and  should  not 
be  content  to  accept  forever  the  Sudbury  average  basis,  as  cus- 
tomarily used  in  court  cases,  as  the  whole  truth  and  a  panacea  for  all 
difficulties. 
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[Abstract  of  paper  read  before  the  Club,  April  15,  1903.*] 
The  subject  which  is  to  be  considered  under  the  title  of  this 
paper  is  usually  treated  as  "The  Microstructure  of  Metals  and 
Alloys."  This  is  a  little  misleading,  as  it  implies  that  this  is  one  of 
the  particular  kinds  of  physical  structure  which  is  being  involved, 
whereas,  as  a  matter  of  fact,  the  whole  anatomy  or  architecture  of 
the  metal  or  alloy  is  being  considered,  and  the  microscope  is  con- 
cerned only  in  that  it  is  an  indispensable  instrument  of  research 
on  account  of  the  size  of  most  of  the  structural  elements. 

An  alloy  is  defined  by  Roberts  Austin  as  any  mixture  of  metals, 
or  of  metals  and  metalloids,  which,  on  cooling,  does  not  separate 
into  layers.  This  is  a  broad  definition,  and  yet  any  narrower  defi- 
nition must  exclude  many  substances,  the  most  important  of  which 
is  cast  iron,  which  cannot  be  defined  as  a  solid  solution  nor  as  a 
chemical  compound,  but  which  is  a  true  alloy  in  the  sense  of  the 
definition.  In  fact,  brass  and  bronze  are  not  more  truly  alloys  than 
is  cast  iron. 

The  first  structural  elements  to  be  considered  are  those  present 
in  pure  metals.  It  is  well  to  call  to  mind  here  that  chemically 
pure  metals  are  not  to  be  found  as  engineering  materials.  They 
have  all,  to  a  greater  or  lesser  extent,  associated  with  them  impuri- 
ties which  were  originally  present  in  the  ore  or  which  havo  been 
acquired  during  the  process  of  reduction  from  the  ore. 

*Manuscript  received  December  15,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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The  figures  shown  (Fig.  i)  are  one  and  all  of  common  char- 
acter ;  they  all  indicate  crystalline  arrangement.  Whether  it  be  the 
metals  lead  or  tin,  or,  at  the  other  extreme  of  physical  properties, 
antimony  or  bismuth,  not  shown,  it  may  be  seen  that  each  metal  is 
an  aggregate  of  crystalline  grains  bounded  by  definite  surfaces,  and 
that  no  metal,  however  pure,  may  be  said  to  be  homogeneous,  but 
that  each  is  an  aggregate  of  homogeneous  grains  or  crystalline 
units,  homogeneous  in  themselves,  but  possessing  limited  volume 
and  bounded  by  surfaces,  the  forces  pertaining  to  which  are  very 
different  in  character  from  the  forces  within  the  grains  them- 
selves. 


Tin. 


Lead. 


Iron.  Platinum. 

Fig.  I.     Illustrating  the  Crystalline  Structure  of  Pure  Metals. 


The  distinctive  difference  between  metals,  therefore,  is  not 
one  of  crystalline  character.  We  cannot  explain  the  physical  differ- 
ence between  lead  and  antimony,  for  instance,  by  stating  that  one 
is  crystalline  and  the  other  not.  All  metals  are  truly  crystalline, 
and  the  difference  between  them  must  be  found  in  differences  in 
the  properties  of  their  crystalline  grains  and  in  the  forces  existing 
between  the  crystalline  grains. 

An  interesting  point  which  comes  up  in  this  connection  is  the 
effect  of  stress  on  these  pure  metals.  When  a  metal  is  yielding  to 
stress,  and  the  deformation  has  not  reached  the  elastic  limit,  no 
change  in  the  structure  of  the  metal  can  be  recognized  under  the 
microscope.     When,   however,   the  elastic  limit  has  been   reached 
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and  plastic  yielding  of  the  metal  begins,  the  change  is  indicated  in 
a  very  characteristic  way. 


Fig.  2.     Pure  Lead  Stressed  until  Plastic  Yielding  has  Occurred. 

Fig.  2  shows  an  appearance  quite  different  from  that  of  any 
structure  which  has  been  yet  observed.  Large  crystalline  grains 
are  shown  as  before,  but  on  the  face  of  each  grain  will  be  seen  a 
number  of  series  of  parallel  lines  running  across  the  entire  surface 
of  each  grain,  but  each  series  ending  abruptly  when  the  boundary 
of  the  grain  has  been  reached.  These  series  of  parallel  lines  are  not 
scratches  on  the  surface  of  the  metal,  and  they  begin  to  appear  only 
when  the  elastic  limit  of  the  metal  has  been  reached  by  stressing.'' 

This  appearance  of  parallel  lines  in  the  structure  of  a  metal 
when  the  yield  point  of  the  metal  has  been  reached  by  stressing  is 
common  to  all  metals  which  have  been  thus  far  examined.  Closer 
examination  of  the  surface  of  the  metal  reveals  the  fact  that  these 
lines  represent  the  connecting  surfaces  between  parallel  planes, 
which  are  at  slightly  different  levels. 

An  ideal  cross-section  of  a  metal  so  strained  would  be  repre- 
sented as  shown  in  Fig.  3. 


Before  straining. 


a         o      ^       c        d      e 


After  straining 
Fig.  3.     Ideal  Cross-sections  of  Pure  Metal  Before  and  After  Straining. 

Strain  in  a  metal,  therefore,  is  not  a  question  of  homogeneous 
shear,  as  in  the  case  of  a  liquid,  but  takes  place  by  the  successive 
slipping,  over  one  another,  of  the  inter-crystalline  grains.  The 
most  severely  strained  metal  still  retains  its  crystalline  structure, 
the  effect  of  the  stress  being  to  elongate  the  crystals  in  one  direc- 

*Ewing  and  Rosenhain,  "Phil.  Trans.  Roy.  Soc."  cxciii,  p.  353. 
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tion,  as  in  the  case  of  rolled  or  hammered  steel,  and  this  is  what 
gives  the  metal  its  fibrous  qualities.  The  use  of  the  word  fibrous, 
in  connection  with  a  metal,  is  therefore  correct,  only  in  that  it  indi- 
cates either  crystals  elongated  by  stress,  or  impurities,  present  in 
the  metal,  which  are  elongated  by  stress.  This  is  invariably  the 
case  in  wrought  iron,  which  is  fibrous  only  when  it  contains 
elongated  crystals  of  iron  or  other  structural  elements,  or  when  it 
contains  elongated  portions  of  slag  or  other  impurities. 

Pure  metals  are  not  used  in  the  arts,  however,  to  the  extent  to 
which  mixtures  of  metals  are  used. 

Mixtures  of  metals,  which  on  cooling  do  not  separate  into 
layers,  may  contain  three  different  kinds  of  constituents : 

(i)   Homogeneous  solid  solutions. 

(2)  Distinct  crystals  of  one  substance  distributed  through 
another. 

(3)  Liquid  solutions  which  on  cooling  have  frozen  into  solid 
solutions ;  but  which,  at  the  instant  of  freezing,  have  separated  into 
alternate  layers  of  the  different  constituents. 

These  three  different  kinds  of  constituents  are  illustrated  in 
the  following  figures.     (Figs.  4,  5  and  6.) 


Fig.  4.     Silicon  Ikox  Alloy  (4  per  cent.  Silicon). 

The  first  case  is  represented  by  the  silicon  iron  alloy,  which 
is  seen  to  be  made  up  simply  of  crystalline  grains,  the  silicon  being 
diffused  through  the  mass  of  iron,  the  whole  being  a  true  solid 
solution  of  silicide  of  iron  in  solid  iron,  which  cannot  be  separated 
from  the  iron  by  mechanical  means,  whose  composition  may  vary 
uniformly  with  certain  limits,  and  which  is,  therefore,  a  true  solu- 
tion. 

The  properties  of  such  an  alloy  will  be  similar  to  those  of  the 
pure  metal,  and  will  depend  on  the  properties  of  the  individual 
grains  and  on  the  forces  existing  between  the  grains. 

In  the  case  of  such  an  alloy  it  can  be  predicted  that  for  any 
given  change  in  the  percentage  of  silicon  present,  no  radical  change 
in  the  properties  of  the  alloy,  over  that  of  the  pure  metal,  will  take 
place ;  for  instance,  if  the  electrical  conductivit}^  of  the  metal  be 
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represented  by  a  certain  figure,  the  addition  of  o.oi,  o.io  or  even 
I  per  cent,  of  silicon  will  not  materially  afifect  this  conductivity. 
The  second  class  of  alloys  may  be  represented  by  the  micro- 


a  0 

a,  Outside  of  casting  ;  b,  inside  of  casting. 

Pig  Iron,  Showing  Distribution  of  Graphite. 


1>1 


a  b 

a,  Pure  copper  ;  b,  copper  containing  5  per  cent,  bismuth. 

Note. — The  light  and  dark  areas  of  b  should  be  reversed  in  order  to  be  comparable  with 
the  light  and  dark  areas  of  a. 

Fig.    5.     Alloys    Containing   Distinct   Chemical   Constituents   of   One 
Substance   Distributed  through   Another. 

photographs  of  pig  iron  or  of  bismuth  copper  alloy  (Fig.  5).  In 
this  case,  entirely  distinct  constituents  are  seen  in  different  parts  of 
the  metal.  If  the  first  class  of  alloys  mentioned  be  compared  to  a 
solution  of  salt  in  water,  the  second  may  be  represented  by  the  case 
of  a  solution  of  salt  and  wafer,  which  has  been  cooled  to  a  point 
where  solid  salt  has  been  separated  from  the  solution.  This  repre- 
sents by  far  the  most  common  forms  of  alloys.  In  cooling,  the 
homogeneous  molten  mass  separates  out  different  constituents, 
which  remain  diffused  through  the  still  molten  mother  liquor,  which 
finally  freezes,  forming  the  solid  alloy.  The  properties  of  such  an 
alloy  may  be  entirely  different  from  those  of  the  pure  constituents. 
The  bismuth  copper  alloy,  shown  in  the  micro-photograph, 
contains  0.5  per  cent,  of  bismuth.  This  bismuth  does  not  form  a 
solid  solution  as  in  the  case  of  the  silicon  iron  alloy.  In  this 
case  a  small  amount  of  bismuth  unites  with  a  large  amount  of 
copper  to  form  a  eutectic  alloy  (see  next  paragraph),  and  this  alloy 
is  forced  out  of  the  growing  crystals  of  pure  copper,  until  finally, 
in  the  solid  alloy,  it  forms  a  shell  of  brittle  bismuth  copper  euLectic 
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around  each  grain  of  copper,  thus  giving  the  characteristic  brittle- 
ness  and  shortness  to  the  metal.  In  the  case  of  such  alloys  it  can 
be  predicted  that,  for  any  given  change  in  the  percentage  of 
impurity  present,  a  radical  change  in  the  properties  of  the  alloy 
over  that  in  the  pure  metal  will  take  place. 

For  instance,  the  electrical  conductivity  of  copper  being  repre- 
sented by  lOO,  the  addition  of  o.ooi  per  cent,  of  arsenic  reduces 
this  to  99.5,  or  the  addition  of  o.oio  per  cent,  reduces  the  conduc- 
tivity to  95.3,  the  arsenic  forming,  with  copper,  an  alloy  similar  to 
the  bismuth  copper  alloy  shown. 

There  is  still  another  structural  component  of  alloys,  and. 
although  seldom  found  as  constituting  the  entire  structure  of  any 
alloy,  it  forms  a  very  important  structural  constituent  of  most 
alloys.     This  is  called  the  eutectic  alloy. 

When  a  molten  homogeneous  solution  of  metals  is  allowed  to 
cool,  as  has  been  stated,  different  constituents  become  insoluble  as 
certain  temperatures  are  reached.  These  separate  out  and  become 
structural  components  of  the  finally  solidified  alloy. 


Lead    silver.  Iron  ;  phosphide  of  iron.  Iron;  carbide  ot  iron. 

Note.— The  large  white  area  in  the  right-hand  photograph  represents  free  segregated 
carbide  of  iron. 

Fig.  6.  Characteristic  Structures  of  Eutectic  Alloys. 
Whether  such  action  has  or  has  not  taken  place,  however,  there 
comes  a  point  where  the  remaining  solution  freezes  as  a  whole.  If 
the  metals  can  form  a  solid  solution,  as  is  the  case  with  the  first 
class  of  alloys,  this  will  be  done.  If  the  constituents  are  not  mutu- 
ally soluble  to  one  another,  a  separation  will  take  place  at  the 
instant  of  solidification,  and  the  resulting  alloy  will  be  found  to 
consist  of  alternate  layers  of  the  different  separated  constituents. 
A  strong  magnification  is  required  to  resolve  this  kind  of  structure. 
This  alloy  is  always  characterized  by  the  fact  of  its  having  the 
lowest  melting  point  of  any  of  the  whole  series  between  two  metals. 
It  is,  in  fact,  always  a  solidified  mother  liquor.  The  composition  of 
the  eutectic  alloys  of  any  two  metals  may  be  ascertained  either  by 
analyzing  the  alloy  which  shows  the  proper  eutectic  structure,  or 
by  studying  the  freezing  point  curves  of  different  alloys  composed 
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of  the  same  metals,  but  of  varying  composition.  Fig.  6  shows  the 
eutectic  alloys  of  several  metals. 

Every  alloy,  therefore,  will  consist  of  either  one,  two  or  all 
of  the  three  dififerent  constituents  named  above,  each  combination 
of  metals  forming  its  own  characteristic  solid  solutions,  chemical 
combinations,  eutectic  alloys,  etc.,  the  size  and  arrangement  of  these 
structural  units  being  a  function  of  the  temperature  from  which  the 
alloy  is  cooled,  the  rate  of  cooling  and  the  work  done  on  the  alloy, 
either  while  it  is  being  cooled  or  after  it  has  reached  temperature 
equilibrium.  It  must  always  be  remembered  that  simply  heating  a 
series  of  alloys  with  the  same  chemical  composition,  to  the  same 
temperature,  does  not  necessarily  imply  that  the  alloys  will  be  in 
the  same  structural  condition  ;  this  will  only  be  the  case  when  the 
metals  have  been  held  at  the  required  temperature  long  enough 
for  complete  equilibrium  to  take  place  through  diffusion,  etc. 

\"ery  important  results  have  been  obtained  by  studying  the 
physical  structure  of  alloys ;  two  instances  will  be  given  where 
good  has  been  accomplished  in  entirely  different  branches  of  metal- 
lurgy. 

In  the  first  instance  it  has  been  found  that  there  is  only  one 
temperature  from  which  cast  steel,  0.29  per  cent,  carbon,  may  be 
annealed,  in  order  to  give  the  greatest  tensile  strength  combined 
with  the  greatest  ductility ;  this  has  been  found  to  be  the  tempera- 
ture which  gives  the  smallest  crystalline  grains  on  annealing.  The 
diff"erent   results,   obtained  by   annealing   from   different   tempera- 
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Fig.  7.     Illustrating  the  Effect  of  Annealing  Temperature  upon  the 
Structure  of  Cast  Steel. 

tures,  are  shown  in  Fig.  7,  both  as  affecting  the  sizes  of  the  crys- 
talline grains  and  as  affecting  ductility,  as  measured  by  the  bending 
test  and  as  shown  by  the  figures  of  the  test  bars  above  the  micro- 
photographs,  each  one  having  been  bent  to  the  angle  shown  before 
breaking  occurred. 

The  second  field  in  which  the  microscope  has  proved  to  be  of 
great  assistance  is  in  studying  sheet  electrical  steel,  0.07  carbon. 
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with  reference  to  the  relations  between  its  physical  structure  and  its 
magnetic  properties.  It  has  been  found  that  the  lowest  hysteresis 
is   found   in   steel   which   contains   the   best   developed   crystalline 
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Fig.  8.     Showing  Improperly  and  Properly  Annealed  Transformer  Sheet 

Steel. 

grains,  and  these  are  developed  only  when  the  steel  has  been  sub- 
jected to  a  definite  heat  treatment. 

These  are  only  two  instances  of  a  large  number  of  cases  in 
which  the  microscope  has  been  found  to  be  useful  in  studying  the 
physical  structure  of  metals  and  alloys,  a  feature  which  is  becoming 
recognized  as  being  of  quite  as  much  importance  to  the  knowledge 
and  control  of  these  materials  as  is  chemical  composition. 
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PATE:N^T  liAWS.     ARE  TIIEY  A?^Y  E0:N^GER  XECESSARY 
TO  PROGRESS  IX  MECIIA:N^IC  ARTS  ? 


By  George  W.  Dickie,  Past-President  Technical  Society  of  the  Pacific 

Coast. 


[Read  before  the  Society,  October  2,  1903.*] 

The  subject  of  this  short  paper  is  one  that  should  interest 
the  members  of  this  Society,  ahhough  the  present  presentation  of 
it  must  necessarily  be  defective,  owing  to  the  press  of  other  matters 
on  the  time  and  thought  of  the  author. 

Only  one  week  ago  the  Secretary  of  this  Society  requested 
that  I  should  prepare  a  paper  for  this  meeting,  and  this  subject 
was  in  my  mind  at  the  time ;  in  fact,  a  patent  attorney  was  waiting 
to  consult  me  in  regard  to  evidence  required  to  defend  a  suit  for 
alleged  infringement  of  a  patent,  one  of  a  class  how  so  numerous, 
where  the  principal  novelty  is  in  the  combination  of  words  that 
describe  the  claims. 

Patents  appear  to  have  had  their  origin  in  the  ancient  prac- 
tice of  giving  to  favorites  monopolies  or  special  privileges  in  con- 
nection with  the  making  or  vending  of  such  things  as  they  dealt 
in  by  the  reigning  prince  in  absolute  or  restricted  monarchies. 
This  evil  practice  worked  great  hardship  on  the  less-favored  body 
of  purchasers  and  consumers,  and  trade  was  thereby  greatly  re- 
stricted. The  British  people  forced  from  the  unwilling  James  I 
a  statute  declaring  void  all  these  burdensome  monopolies,  with  the 
distinct  exception  regarding  letters  patent  and  grants  of  privilege 
as  follows:  "Sole  working  or  making  of  any  manner  of  manu- 
facture within  the  realm  to  the  true  and  first  inventor  of  such 
manufacture,  which  others,  at  the  time  of  making  such  manufacture, 
should  not  use,  so  they  be  not  contrary  to  law,  nor  mischievous  to 
the  state  by  raising  of  the  price  of  commodities  at  home,  or  hurt 
of  trade  or  generally  inconvenient."  These  words  form  the  founda- 
tion upon  which  has  been  built  the  whole  structure  of  the  law  of 
letters  patent. 

The  inventions  for  which  patents  are  granted  are  either  vendi- 
ble articles,  such  as  machinery  or  apparatus,  or  processes.  A  me- 
chanical principle  cannot  be  the  subject  of  a  patent  unless  its  appli- 
cation to  some  useful  end  be  shown.  The  principal  classes  of 
patents  seem  to  be  granted  on : 

First.     New  contrivances  that  produce  new  results. 

Second.     New  contrivances  that  produce  old  results. 

*Manuscript  received  December  i.  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
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Third.  New  combinations  of  old  and  well-known  parts, 
whether  the  combination  relates  to  the  operation  or  to  the  result. 

Fourth.     New  methods  of  applying  a  well-known  device. 

The  spirit  of  the  patent  law  is  that  the  benefit  or  improvement 
must  be  manifest  and  of  importance  with  regard  to  claims  for 
patents  touching  well-known  objects  and  processes,  and  great  skill 
is  sometimes  displayed  in  so  wording  a  specification  as  to  bring 
this  requirement  into  prominence,  the  object  of  the  law  being  that 
the  rewards  to  come  to  the  patentee  will  be  a  just  recompense  to 
him  foir  his  labor  in  the  wide  sense  that  though  his  labor  may  not 
in  itself  have  amounted  to  much,  though  the  change  in  process 
or  application  be  small,  still,  if  the  general  scope  and  utility  of 
application  or  process,  or  whatever  the  patent  may  cover,  be  en- 
larged to  the  benefit  of  the  public,  the  inventor  (though  in 
this  case  only  an  improver)  is  entitled  to  a  just  reward  for  his 
discovery,  and  this  reward  his  patent  gives  him  an  opportunity  to 
secure.  In  the  case,  which  often  happens,  of  a  party  making  some 
discovery  not  already  patented,  but  openly  used  by  someone  else, 
though  not  to  his  knowledge,  no  patent  is  allowable,  but  should 
the  discovery  have  been  previously  made  and  be  kept  secret, 
then  the  party  who  first  obtains  a  patent  is  the  legal  inventor, 
irrespective  of  priority  of  invention  on  the  part  of  any  second 
party.  In  Great  Britain  a  patentee  may  be  compelled  by  law  to 
grant  licenses  to  persons  to  work  his  patent  should  they  be  able 
to  prove  that  the  public  is  being  defrauded  of  the  use  of  the  patent. 

The  whole  reason  for  the  existence  of  patents  is  the  monopo- 
lizing by  the  inventor,  for  a  limited  period,  of  the  benefits  derived 
from  an  invention,  on  the  supposition  that  there  will  result  a  lasting 
benefit  to  the  public  after  the  term  of  the  patent  has  expired. 

A  very  small  percentage  of  the  patents  granted  meet  this  con- 
dition, for,  to  do  so,  they  must  cover  real  inventions.  The  me- 
chanical arts  have  reached  such  a  stage  of  development  that  new 
combinations  of  mechanical  devices,  in  the  sense  of  invention,  is 
hardly  possible,  and,  in  my  opinion,  a  patent  should  be  issued  only 
where  some  new  contrivance  has  been  invented  to  produce  a  new 
result.  I  would  not  have  any  real  inventor  go  unrewarded,  but, 
in  order  to  recompense  the  few  inventors  who  have  done  work 
worthy  of  recognition  by  their  fellow-men,  it  should  not  be  neces- 
sary for  the  public  generally,  and  the  mechanical  arts  in  particular, 
to  carry  the  huge  load  of  patent-protected  devices  of  all  sorts  de- 
scribed in  patent  specifications,  which,  owing  to  cleverly  worded 
claims,  prevent  a  free  application  of  the  proper  device  to  accomplish 
the  end  in  view. 
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I  have  reached  my  present  position  on  the  patent  question 
through  experience  in  my  daily  task  of  continually  seeking  the 
best  mechanical  means  to  accomplish  the  end  in  view.  In  order 
to  illustrate  the  kind  of  patent  that  stands  in  the  way  of  progress, 
seeking  to  exact  royalty  on  claims  that  should  never  have  been 
allowed,  I  may  cite  a  case  where  the  ho'ider  of  a  patent  is  at  present 
claiming  damages  from  the  company  with  which  I  am  connected 
for  alleged  infringement  of  the  claims  on  which  he  has  been  allowed 
a  patent : 

In  1898  the  United  States  Navy  Department  issued  specifica- 
tions for  three  battleships.  On  page  37  of  that  specification  there 
is  the  following  requirement :  "Lifting  gear  to  be  provided  for 
all  armored  hatch  covers  which  can  be  worked  by  hand  power 
from  above  and  from  below.  Such  shutters  and  doors  of  armor 
as  may  be  directed  are  to  be  fitted  to  be  opened  and  closed  by 
electric  power,  the  electric  power  appliances  to  be  w^orked  without 
disconnecting  the  hand  gear."  And  on  page  49  there  is  the  following 
requirement :  'The  principal  sliding  water-tight  doors  below  the 
protective  deck,  as  directed,  to  be  operated  on  an  approved  system 
by  power,  each  such  door  to  be  capable  of  being  operated  by  hand 
or  power  from  either  side,  and  all  to  be  capable  of  being  closed 
simultaneously  from  a  distance  by  power  from  two  stations  located 
as  directed.  The  distance  control  must  not  incapacitate  each  door 
from  operation  on  either  side  at  the  door  by  power." 

A  company  had  been  making  doors  for  such  use  under  patents, 
These  were  at  first  hydraulic  doors,  but  after  some  experience  with 
them  new  patents  were  obtained  for  doors  operated  by  air,  and  now 
this  company  has  bought  or  otherwise  secured  patents  for  doors 
operated  electrically.  The  claims  under  these  patents  are  all  very 
broad  and  cover  the  combination  of  a  door,  the  bulkhead  to  which 
the  door  is  secured  and  the  mechanism  for  operating  the  door. 
Now,  bulkheads  are  not  new,  doors  secured  to  bulkheads  are  not 
new  and  mechanism  to  operate  doors  attached  to  bulkheads  is  not 
new.  But  to  come  back  to  our  case :  In  October,  1898,  the  con- 
tract for  one  of  these  three  battleships  from  whose  specification  I 
have  quoted  was  awarded  to  the  company  with  which  I  am  con- 
nected, and,  after  the  more  important  matters  connected  with  the 
beginning  of  such  a  contract  were  attended  to,  I  began  to  consider 
how  I  would  meet  the  requirements  of  the  specification  as  to  doors 
and  hatches  to  be  operated  by  power. 

Some  time  in  December,  1898  (exact  date  unknown,  for  we 
never  consider  that  what  we  do  at  any  time  may  be  required  as 
evidence   in   a   patent   case),    I   talked   this   thing   over   with    our 
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electrician  and  decided  to  operate  these  doors  and  hatches  by 
electric  motor,  using-  the  ordinary  vertical  sliding  door  frame  and 
screw,  simply  taking  the  doors  we  had  been  making  for  years, 
applying  a  special  motor  to  operate  the  screw  and  using  the  control 
devices  that  we  had  used  for  other  purposes,  it  never  occurring  to 
us  that  any  invention  was  required  to  meet  the  case. 

We  could  not  start  the  plans  for  these  doors  for  some  time, 
owing  to  press  of  other  work.  I  find,  however,  that  on  February 
13,  1899,  I  wrote  the  president  of  our  company,  who  had  sent 
me  a  proposed  plan  from  the  other  company  offering  their  hy- 
draulic doors  for  use  in  this  battleship,  as  follows :  ''The  number 
of  vertical  sliding  doors  for  the  ship  has  not  yet  been  determined, 
nor  what  number  of  them  should  be  operated  by  any  power  system 
at  a  distance.  Our  intention  is  to  devise  an  arrangement  for 
operating  them  by  electric  power,  and  we  will  take  it  up  as  soon 
as  we  can  possibly  get  at  it.  The  prices  given  for  these  doors 
are  altogether  too  great  to  make  it  advisable  to  think  of  using 
them."  About  this  time  I  think  that  we  must  have  begun  to  make 
plans  for  these  doors,  as  the  contemplated  plan  was  signed  and 
dated  May,  1899.  A  sample  door  was  made,  and  a  sample  portion 
of  bulkhead  to  which  the  door  was  attached,  the  bulkhead  being 
in  the  form  of  a  tank  to  test  the  water-tightness  of  the  door.  This 
was  set  up  in  the  shipyard  some  time  about  July,  and  the  door  was 
thoroughly  tested  and  found  to  operate  very  satisfactorily.  Here, 
again,  I  cannot  fix  dates,  for  it  never  occurred  to  me  that  I  was  in- 
venting anything  and  that  evidence  would  be  needed  to  establish 
who  the  inventor  was,  there  being  nothing  new  about  any  of  the 
devices  used.  When  the  door  was  found  satisfactory,  the  plans 
were  submitted  in  the  usual  manner  and  approved,  and  the  work 
was  started. 

In  November,  1899,  I  was  in  New  York,  attending  the  meet- 
ings of  the  Society  of  Naval  Architects  and  Marine  Engineers, 
and  there  learned  that  the  naval  constructor  at  the  New  York 
Navy  Yard  had  been  getting  up  an  electrically-operated  door  to 
meet  the  requirements  of  the  specifications  from  which  I  have 
quoted,  and  had  a  sample  one  set  up  at  the  yard.  He  invited  me 
over  to  the  yard  to  see  his  door  and  note  in  what  way  it  differed 
from  the  one  I  had  designed,  so  I  went  to  see  it  and  found  that  it 
also  consisted  of  a  combination  of  well-known  devices,  although 
differing  from  mine.  He  used  a  rack  on  the  back  of  the  door 
instead  of  a  screw,  the  pinion  gearing  with  the  rack  being  carried 
on  a  shaft,  which  also  carried  a  worm  wheel,  in  which  the  worm  on 
the  motor  shaft  geared.     This   was  not  so  simple  as  the  motor 
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direct  on  the  screw,  as  I  had  it,  and  has  not  proved  so  effective. 
We  talked  freely  about  the  difference  in  the  doors,  each  trying 
to  show  the  other  where  his  door  had  the  advantage,  but  neither 
said  anything  about  being  an  inventor. 

About  a  month  after  this  the  naval  constructor  made  appli- 
cation for  a  patent  on  his  door,  with  broad  claims  covering  the 
combination  of  a  bulkhead,  a  sliding  door  and  motor,  with  con- 
trolling devices  for  operating  the  door.  This  patent  was  granted 
in  1900,  sold  or  assigned  to  the  before-mentioned  company,  who 
have  started  suit  against  the  company  with  which  I  am  connected 
for  a  large  amount  of  damages  and  injunction  against  using  the 
door  I  got  out  to  meet  the  requirements  of  a  Government  specifi- 
cation. It  may  be  said  that  such  a  suit  will  not  be  successful,  but 
it  will  cost  the  company  several  thousand  dollars  for  its  defense. 

I  have  stated  this  case  at  length  because  it  is  the  best  illus- 
tration I  have  at  present  of  the  kind  of  patent  business  that  should 
be  stopped.  In  this  case  (and  it  is  representative  of  ninety-nine 
cases  out  of  every  hundred)  there  is  no  invention  required.  The 
door  is  the  same  as  has  been  used  for  many  years.  The  wedges 
that  force  it  on  th"e  face  when  it  reaches  the  proper  position  are 
the  same  as  have  always  been  used  for  that  purpose.  The  screw 
that*  works  the  door,  either  vertical  or  horizontal,  is  the  same  as 
has  always  been  used.  When  operated  by  hand  it  could  be  oper- 
ated either  at  the  door  or  at  a  distance.  By  and  by  a  specification 
requires  it  operated  by  power,  and  I  decide  to  do  it  electrically. 
For  this  purpose  I  use  a  motor  such  as  we  had  used  for  telemeter 
purposes,  gear  this  motor  properly  to  the  screw  that  operates  the 
door,  use  well-known  devices  for  controlling  the  movements  of 
the  motor,  both  at  the  door  and  at  a  distance,  and  in  doing  this 
it  never  occurred  to  me  that  any  invention  was  required  to  combine 
these  various  well-known  devices.  At  the  same  time  a  Government 
officer,  knowing  what  this  specification  required,  also  took  a  door, 
such  as  had  been  used  for  many  years,  with  the  wedges  to  force 
it  on  the  face  when  it  reached  the  proper  position,  discarded  the 
screw  that  had  so  long  been  used  to  work  it  by  hand,  fitted  a  rack 
on  the  door,  a  pinion  to  work  in  the  rack  and  a  shaft  with  a  worm 
wheel  on  the  shaft — a  motor  with  a  worm  on  its  shaft  to  work  in 
the  wheel  and  with  well-known  controlling  devices  at  the  door 
and  at  a  distance.  After  his  door  was  finished  it  occurred  to  him 
that  he  had  invented  something  in  connection  with  it,  and  he  applied 
for  a  patent  with  claims  covering  the  whole  combination.  The 
patent  was  granted  and  then  sold  or  assigned  to  the  company  that 
brino-s   suit  to   recover   damages   from  others   who  had   the   door 
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in  operation  several  months  before  any  patent  was  applied  for. 
Had  I  thought  anything  was  being  invented  when  designing  this 
door,  I  could  have  applied  for  a  patent  several  months  before  the 
other.  Now  an  expensive  defense  must  be  made  against  the  claim 
of  the  party  holding  this  patent,  although,  if  invention  were  neces- 
sary to  the  securing  of  a  patent,  this  party  could  not  have  ob- 
tained one. 

I  do  not  wish  to  be  understood  as  opposed  to  all  patents.  I 
beHeve  in  rewarding  everyone  who,  by  invention  or  skill,  succeeds 
in  making  new  combinations  of  well-known  devices  to  accomplish 
results  whereby  the  public  will  be  ultimately  benefited,  and  I  would 
have  such  rewards  liberal  and  sure;  but  patent  claims  cleverly 
worded  to  cover  combinations  of  well-known  devices — to  accom- 
pHsh  well-known  results  obtained  for  business  purposes — that  are 
to  prevent  others  from  using  the  same  combinations  or  mechanical 
equivalents  I  would  abolish,  and  thereby  stop  90  per  cent,  of  the 
patent  business,  with  decided  advantage  to  the  real  inventor,  who 
at  present  is  lost  amid  the  multitude  of  imitation  inventors  and 
patent  sharps. 

What  I  propose  would  hardly  be  received  kindly  by  the  general 
public.  The  general  public's  heart  is  quite  soft  in  regard  to  such 
things.  It  is  generally  believed  that  the  inventor  is  a  mechanical 
genius  who  needs  protection,  pursured  as  he  is  by  a  host  of  design- 
ing capitalists  trying  to  deprive  him  of  the  fruit  of  his  labor,  his 
only  protection  being  the  patent  law^s.  The  individual  who  touches 
the  public  heart  as  a  struggling  mechanical  genius,  who  will  be 
cruslied  if  not  protected,  does  exist,  but  he  is  very  rare,  and  one 
of  the  reasons  why  he  has  no  chance  is  because  of  the  multitude 
of  pretenders.  Remove  the  vast  accumulations  of  so-called  inven- 
tions upon  which  patents  have  been  granted  which  liave  neither 
merit  nor  novelty,  then  there  would  be  some  chance  for  the  public 
to  find  the  real  inventor  and  reward  him  in  such  a  manner  as  would 
ease  the  public  conscience.  This  might  be  done  by  either  granting 
a  patent  where  a  real  invention  has  been  made  (such  a  patent  would 
have  a  value  which  under  the  present  conditions  is  hardly  possible) 
or  the  claims  of  an  inventor  could  go  before  a  commission  com- 
posed of  business  men,  each  of  high  standing  in  his  line  of  work, 
and  so  constructed  as  to  cover  the  whole  field  of  applied  mechanics 
and  processes  of  manufacture,  who  would  administer  to  the  inventor 
from  the  public  purse  a  direct  reward,  which  would  be  in  proportion 
to  the  merit  of  the  invention.  There  would,  no  doubt,  be  many 
objections  to  such  a  scheme  because  of  the  multitude  of  patents 
issued  on  what  are  not  in  any  sense  inventions,  the  holders  of  which 
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reaping  where  they  never  did  any  sowing.  x\ll  that  multitude  of 
patentees,  including  those  whose  business  it  is  to  prepare  the  way 
for  inventors  to  obtain  patents  and  protect  them  in  the  sole  use 
of  them,  and  the  still  greater  multitude  who  expect  to  be  patentees, 
although  in  no  sense  inventors,  will  have  many  objections  to  any 
method  such  as  I  propose,  by  which  the  real  inventor  might  be  able 
to  bring  himself  into  the  light  and  receive  a  just  reward  for  what 
he  has  done.  It  is  because  of  this  strong  opposition  that  I  have 
brought  this  subject  before  the  Technical  Society,  in  the  hope  that 
it  may  be  fully  discussed.  Some  of  the  most  prominent  men  in 
the  application  of  the  mechanical  arts  to  our  industries  are  be- 
ginning to  look  for  some  way  whereby  this  huge  incubus  can  be 
lifted  from  the  free  use  of  mechanical  combinations  that  have  been 
free  until  some  clever  patent  expert,  whose  client  wanted  a  patent, 
was  able  to  so  word  a  claim  as  to  tie  up  the  use  of  some  well-known 
device.  It  may  be  claimed  that  the  examiners  at  the  Patent  Office 
are  competent  to  protect  the  public  from  the  evils  I  have  pointed 
out,  but  these  men  know  nothing  of  what  is  going  on  in  the  great 
industrial  establishments,  where  the  real  inventions,  that  result 
in  progress,  are  being  made  every  hour  of  the  day  with  no  thought 
of  protection  from  patents.  The  Patent  Office  examiner  is  con- 
cerned only  to  find  whether  someone  has  not  patented  the  same 
thing  or  combination  of  things  before.  The  real  inventor  has  a 
harder  time  to  satisfy  the  Patent  Office  expert  than  the  combination 
man.  The  inventor  must  have  something  that  is  entirely  new, 
something  which  the  Patent  Office,  in  all  its  years  of  collecting, 
has  never  had  before,  but  the  combination  man  has  only  to  make 
a  new  arrangement  of  words  to  describe  his  claim.  The  courts 
also  are  supposed  to  protect  the  public  against  unjust  patents,  but, 
besides  the  expense  involved  in  defending  an  action  for  infringe- 
ment, there  is  the  difficulty  of  procuring  evidence  of  use.  If  one 
has  to  go  back  several  years  for  it,  it  is  often  difficult  to  obtain. 
Drawings,  made  without  any  thought  of  their  being  required  for 
anything  except  to  get  out  the  work  by,  are  often  found  without 
date.  Instructions  are  often  given  to  carry  out  work  in  a  certain 
way  w^ithout  any  evidence  being  preserved  of  the  when  and  why 
of  such  instructions.  Those  who  are  engaged  every  day  in  making 
all  sorts  of  mechanical  combinations  to  fulfill  requirements  in  the 
specifications  that  describe  the  work  under  the  various  contracts 
they  are  endeavoring  to  execute  have  no  visions  of  fortune  through 
patents  coming  to  them.  They  do  not  consider  themselves  in- 
ventors, and  they  never  think  of  evidence  in  regard  to  their  daib 
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work.     Yet  these  are  the  men  who  have  advanced  the  mechanical 
arts  to  the  place  they  occupy  in  the  industrial  world  of  to-day. 

I  trust  that  this  imperfect  presentation  of  this  most  important 
question  will  be  carefully  considered  and  discussed  by  the  members 
of  the  Technical  Society.  We  are  all  more  or  less  interested,  either 
directly  or  indirectly,  in  patents.  My  side  of  this  question  is  not 
the  popular  side.  I  have  long  felt  it  to  be  the  right  side.  I  have 
brought  it  forward  at  this  time  not  on  any  sudden  impulse.  It 
has  been  a  growing  conviction  with  me  for  the  past  twenty  years 
that  a  change  is  needed  in  the  patent  laws,  and  that  this  need  is 
growing  more  urgent  every  day. 
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By  John   Richards,  Past-President  Technical  Society  of  the   Pacific 

Coast. 


[Read  before  the  Society,  November  6,  1903.*] 

The  present  paper  has  been  produced  a  piece  at  a  time,  as 
opportunity  permitted,  and  it  will  lack  the  order  and  sequence 
desirable  in  such  contributions.  For  one  thing  it  will  discuss  but 
briefly  the  effect  of  patent  grants  on  industrial  development,  which 
should  have  been  a  main  theme.  The  reason  is  that  this  subject  was 
reserved  as  a  separate  part,  and  is  shut  out  for  want  of  space  and 
time;  also,  because  it  is  not  demonstrable  by  facts  and  can  safely 
be  left  to  inference. 

I  have  read  with  interest  and  approval  the  remarks  on  patents 
for  inventions  presented  at  the  last  stated  meeting  of  the  Society 
by  my  friend,  Mr.  Dickie,  and,  as  this  paper  was  brief,  I  venture 
to  submit  something  further  in  respect  to  the  patent  system  of  this 
country,  with  some  remarks  upon  the  same  subject  as  represented 
in  other  countries. 

At  the  beginning  I  am  willing  to  concede  the  abuses  that  arise 
out  of  procedure,  meaning  by  this  term  the  conduct  or  administra- 
tion of  the  patent  laws,  but  I  must  contend,  on  grounds  of  natural 
right  as  well  as  of  expediency,  that  the  policy  of  such  grants  is  well- 
established  by  the  fact  that  all  countries  where  there  are  industrial 
interests  to  promote  have  patent  laws,  Holland  excepted. 

In  Switzerland,  where  we  may  look  for  the  most  enlightened 
laws  and  policy  in  such  things,  the  patent  laws  were  for  a  time 
abrogated,  and  again  restored  on  nearly  their  former  basis,  so 
that  the  equity  and  expediency  of  such  grants  can  scarcely  be  called 
in  question. 

There  is  also  the  further  fact  that  British  laws,  from  which 
the  system  originated  280  years  ago,  have  changed  but  little  in 
all  that  time.  I  have  brought  with  me  this  evening  copies  of 
British  patents  more  than  200  years  old, — in  one  or  two  cases  more 
than  250  years  old, — from  which  .it  may  be  seen  that  no  great 
change  has  been  made  in  all  that  time. 

From  England  the  system  of  patent  grants  for  inventions 
spread  widely  over  the  world,  our  own  dating  back  something 
more  than  a  century,  the  present  indices  reaching  to  1790.  It  is 
an  interesting  study  to  examine  the  development  of  this   patent 

*Manuscript  received  December  i,  1903. — Secretary,  Ass'n  of  Eng.  Socs. 
16 


202  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

system  and  the  impediments  which  had  to  be  overcome  because  of 
the  paucity  of  technical  knowledge  and  skill  required  to  administer 
such  a  bureau  in  a  new  country,  where  science  and  the  technical 
arts  had  a  narrow  foothold  until  comparatively  recent  times. 

It  will  be  remembered,  no  doubt,  by  many  here  this  evening 
that  down  to  1870,  or  later  than  that,  each  inventor  had  to  supply 
a  model  of  his  invention,  in  order  to  enable  the  officers  of  the 
Patent  Office  to  understand  its  nature  and  its  manner  of  operation. 
Not  only  this,  but  the  drawings  supplied  had  to  conform  to  the 
model,  and,  as  models  were  naturally  crude,  the  result  of  this 
can  be  imagined.  No  other  country,  that  I  am  aware  of,  except 
Canada,  adopted  such  a  feature,  but  in  Canada  the  drawing  and 
model  were  not  required  to  correspond,  so  the  model  happilv 
dropped  out,  though  a  little  later  than  in  this  country. 

This  method,  which  called  out  a  good  deal  of  ridicule  in  other 
countries,  has  left  us  a  legacy  of  useless  lumber,  which  still  occu- 
pies a  good  deal  of  room  in  the  cramped  space  where  the  Patent 
Office  work  is  carried  on.  Some  of  these  models  have  interest 
historically  and  some  of  them  are  well  made,  but  destruction  would 
be  a  proper  treatment  for  three-fourths  of  the  whole. 

The  operation  of  the  patent  laws  went  on  .with  measurable 
uniformity  in  different  countries  until  within  a  few  years  past, 
when  the  German  Bureau  initiated  a  reform  that  will  no  doubt 
extend  to  other  countries  where  technical  knowledge  is  sufficiently 
advanced  to  permit  such  a  system.  This  change  is  fundamental  in 
its  nature,  but  not  very  easy  to  explain  in  a  popular  way.  It 
would,  no  doubt,  satisfy  my  friend,  Mr.  Dickie,  but  it  is  not, 
however,  likely  to  prevail  here  during  his  time  or  mine.  It  con- 
sists in  a  measure  of  novelty  and  utility  on  grounds  almost  the 
reverse  of  present  practice  in  this  country.  Our  laws  permit  or 
grant  patents  on  the  means  or  agents  of  production  only ;  that  is, 
on  contrivances  or  discoveries  that  produce  results,  and  particu- 
larly bar  patents  on  principles  or  on  modes  of  operating.  This, 
it  will  be  seen,  opens  the  door  for  endless  patents  on  nearly  the  same 
thing,  with  slight  differences  that  often  turn  upon  mere  phrases  of 
speech. 

The  German  Government  grants  patents  on  results,  or,  in 
their  terms,  on  "new  technical  results,"  paying  but  little  attention 
to  means  or  implements.  Claims  to  express  compendiously  the 
subject-matter  of  an  invention  are  limited  to  one  that  must  involve, 
what  is  called  a  "unitary  concept."  Other  claims  may  be  added, 
not  more  than  three,  explanatory  of  the  first.  This  plainly  involves 
a  complete  change  of  system.     The  controversy  concerning  Mr. 


PATENT  LAW  ADMINISTRATION.  203 

Dickie's  bulkhead  doors  could  never  have  arisen  under  a  law  and 
practice  of  this  kind. 

It  would  be  an  enormous  innovation  in  this  country  for  our 
astute  patent  agents,  who  can  write  twenty  permutation  claims  on 
a  nutcracker,  but  it  is  an  advance  to  a  higher  plane,  is  logical  and 
must  commend  itself  to  all  who  will  analyze  the  true  spirit  and 
intent  of  patent  grants  for  inventions.  This  juggling  system  of 
"permutation  claims"  is  a  distinguishing  feature  of  modern  practice 
in  this  country.  It  is  a  device  that  had  its  origin  with  patent  agents, 
and  because  the  claims  in  American  patents  were  construed  sepa- 
rately and  independently.  It  is  the  reverse  in  England,  where  a 
patent  falls  with  each  and  any  of  its  claims ;  and  in  France,  where, 
until  very  recently,  a  patent  required  no  claim  at  all  separate  from 
the  body  of  the  specification.  This  latter  system  permitted  full 
discretion  to  the  courts,  and  this  discretion,  I  am  glad  to  say, 
has  been  seldom  abused. 

Our  own  courts  have  to  deal  with  words  and  cunningly  de- 
vised phrases  instead  of  the  essence,  nature  and  scope  of  an  inven- 
tion, and,  having  a  dread  of  subjects  they  cannot  possibly  under- 
stand beyond  a  construction  of  terms,  the  justices  are  apt  to  follow 
each  other  in  their  decisions  on  any  issue.  This  was  the  case  in  the 
celebrated  Woodworth  patent  suits  early  in  the  last  century,  when 
there  were  twenty-two  suits  at  law  over  the  invention  of  a  ''combi- 
nation of  feeding  rollers  and  rotary  cutters,"  which  invention  yoti 
will  find  in  the  British  patent  of  Bentham  of  1793,  among  the  copies 
present  this  evening. 

I  am  recounting  these  features  of  practice  for  two  reasons : 
First,  in  order  to  show  how  difficult  it  is  to  administer  the  patent 
laws,  and  especially  procedure  in  the  Patent  Office ;  and,  secondly, 
to  invite  comment  on  some  means  of  attaining  a  more  intelligent 
and  just  procedure  in  that  department. 

The  statute  law  relating  to  patents  is  printed  on  32  small  pages 
containing  about  15,000  words,  and  is,  in  itself,  quite  simple  and 
understandable ;  but  this  law  is  supplemented  by  endless  decisions 
that  attempt  to  fit  the  application  of  these  laws  to  the  circumstances 
of  industrial  inventions,  and  it  is  doubtful  whether  any  human 
power  could  codify  this  maze  and  bring  it  into  a  harmonious  rela- 
tion with  the  arts. 

The  "Rules  of  Procedure,"  214  in  number,  emanating  from  the 
Commissioners  of  Patents  and  their  advisers,  is  a  more  extensive 
matter  than  the  law,  occupying  100  printed  pages  and  about  47,000 
words,  much  of  which  should  be  embraced  in  the  statutes.  These 
rules  are  intended  for  the  instruction  and  guidance  of  the  exam- 
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iners  and  patent  attorneys.  They  are  often  changed  and  extended 
to  meet  the  constantly  recurring  problems  that  arise  in  an  attempt 
to  fit  laws  and  administrative  rules  to  science  and  the  arts,  which 
is,  in  the  nature  of  things,  impossible. 

This  impediment  is  fundamental  and  perhaps  insuperable.  The 
two  things  cannot  be  assimilated.  Science  and  the  arts  are  com- 
putable and  exact.  They  deal  with  definite  dimensions,  fixed  nat- 
ural laws  and  skill,  the  latter  meaning  a  personal  recognition  and 
acquaintance  with  these  qualities,  or  quantities,  and  with  the  modes 
of  their  operation.  Statute  law  is  inexact,  uncertain  and  mutable. 
It  does  not  deal  with  dimensions  or  exact  quantities  of  any  kind ; 
not  even,  except  in  an  indirect  way,  with  modes  of  operation.  One 
may  read  through  a  law  treatise,  even  on  patent  law,  and  not  find 
in  it  a  single  thing  that  has  a  base  in  anything  exact  and  proved, 
except,  perhaps,  a  chemical  formula.  Men  skilled  in  statute  laws  are 
seldom  or  never  qualified  to  deal  with  the  technicalities  of  the  indus- 
trial arts,  and,  consequently,  not  capable  of  determining  the  nature, 
scope  and  relations  of  inventions. 

Conversely,  those  skilled  in  the  arts  and  accustomed  to  the 
exact  results  of  science  are  apt  tO'  look  with  indifference  and  sus- 
picion on  the  unstable  laws  and  procedure  relating  to  patents  for 
inventions.  The  basis  for  this  work  must  be  facts,  measurable 
and  computable ;  things  must  co-relate,  must  have  constant  sequence 
and  must  be  uniform.  Law  and  the  practice  of  law  are  none  of 
these  things,  but  are  arbitrary,  uncertain  and  frequently  illogical.' 

It  is  not  easy  to  make  the  difficulties  of  administration  clear, 
but  your  own  consideration  of  them  will,  no  doubt,  confirm  the 
fact  that  neither  this  nor  any  other  Government  has  resources  from 
which  to  draw  officers  to  administer  a  patent  bureau  according 
to  the  spirit  and  intent  of  the  laws. 

Germany,  which  established  excellent  and  numerous  technical 
schools  about  50  years  ago,  is  at  this  time  nearer  than  other  coun- 
tries to  providing  a  corps  of  officers  competent  to  pass  upon  and 
award  patents  for  inventions.  These  technical  schools  had  no 
marked  influence  over  the  industries  of  the  country  for  30  years 
or  more,  but  now  we  can  see  their  effect  in  many  ways.  In  Saxony 
alone  there  are  287  industrial  schools.  The  chemical  industry  will 
show  the  influence  of  this  kind  of  training. 

In  Germany  there  are  more  than  6000  establishments  making 
chemical  products,  employing  135,000  workmen.  One  of  these, 
at  Manheim,  which  I  have  seen,  employs  6000  workmen  and  148 
chemists,  besides  the  clerical  force.     With  few  natural  resources 
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for  chemical  products,  Germany  managed  to  send  into  this  country 
last  year  $14,000,(300  worth  of  such  manufactures. 

Under  such  circumstances,  where  there  are  thousands  of  quaH- 
fied  men  available  to  conduct  this  department  in  a  patent  bureau, 
we  should  naturally  look  for  good  practice ;  and,  as  I  have  before 
pointed  out,  their  system  is  likely  to  produce  imitation  in  other 
countries. 

It  is  likely  that  an  impediment  to  this  system  will  be  found 
in  its  paternal  nature.  The  law  provides  that  each  patent  granted 
must  include  an  "invention,"  and,  as  no  law  can  define  what  an  in- 
vention is,  this  point  is  left  to  the  decision  of  the  officers  of 
the  bureau  at  Berlin,  qualified  by  the  provision  before  named,  that 
an  invention  must  produce  a  new  "technical  result"  and  consist  of 
a  "unitary  concept." 

This  is  vague,  but  is  as  far  as  law  can  go.  It  reaches  the 
point  where  personal  knowledge  of  the  arts  must  begin ;  in  other 
words  it  is  the  point  where  technical  knowledge  and  impartial 
administration  must  take  up  the  work  and  brings  us  to  what  we 
call  "procedure,"  in  which  a  German  officer  is  supposed  to  ignore 
nationality,  forego  his  prejudices  and  act  impartially.  Time  will 
show  whether  this  be  possible. 

In  this  country  the  enormous  activity  of  industrial  production 
furnishes  a  field  that  absorbs  the  technically  trained  people,  and  few 
are  available  for  the  Patent  Bureau.  On  the  contrary  the  legal 
profession  is  overflowing  and  aggressive,  and,  as  patents  for  inven- 
tions are  commonly  understood  as  a  matter  of  law  instead  of 
technical  discrimination,  the  result  is  what  Mr.  Dickie  complains 
of  in  his  paper. 

An  examiner-in-chief,  of  which  there  are  three  who  sit  as  a 
board  of  appeal  in  contested  cases,  receives  the  sum  of  $3000  a 
year ;  a  principal  examiner,  the  head  of  a  division,  gets  $2500 ;  a  first 
assistant  examiner,  $1800  a  year,  and  from  this  the  salaries  run 
down  to  $1200  a  year  for  fourth  assistant  examiners. 

There  are  200  officers  who  come  under  the  head  of  exam- 
iners, and  in  all  between  700  and  800  people  employed  by  the 
Bureau,  a  large  proportion  of  whom  seem  to  come  from  the  New 
England  States. 

It  is  an  amazing  example  of  routine  work,  done  by  rule  and 
apparently  without  personal  discretion — by  rules  that  have  grown 
out  of  the  conduct  of  the  office  and  the  circumstances  of  procedure. 

Changes — even  the  sHghtest — are  ventured  upon  with  timidity, 
and,  while  it  is  easy  to  discern  much  that  seems  illogical  and  wrong, 
it  would  be  hard  to  see  how  anv  successful  change  can  be  made 
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without  starting  at  the  very  beginning  with  a  new  law  relating  to 
patents  for  inventions. 

The  functions  of  examination  and  rejection  are  the  salient 
features  of  our  patent  system,  and,  consequently,  must  form  an 
important  part  of  this  paper.  Examination,  so  far  as  advisory,  is 
a  proper  and  useful  function  of  the  Bureau  and  its  officers,  and 
is  more  complete  in  this  than  in  any  other  country  at  this  time,  so 
far  as  the  records  of  the  Patent  Bureau  furnish  a  basis ;  but 
rejection  is  quite  another  matter. 

It  is  this  paternal  and  arbitrary  procedure  exercised  by  the 
officers  of  the  Bureau  that  has  led  to  a  common  belief  that  a  patent 
is  an  ''act  of  grace"  and  a  favor  or  privilege  conveyed  and  con- 
firmed by  the  action  of  the  Government. 

This  idea  is  a  logical  sequence,  because  rejection  is  naturally 
a  corollary  of  "confirmation,"  and  no  one  can  well  conceive  of  a 
power  to  destroy  without  a  corresponding  power  to  sustain. 

The  rejection  of  a  patent  is  in  its  nature  a  paternal  act,  wherein 
the  Government  assumes  a  function  that  properly  belongs  to  the 
citizen.  The  applicant  is  not  permitted  to  use  his  own  judgment 
as  to  what  he  can  maintain  and  defend,  but  is  taken  care  of,  so 
to  speak,  and  instructed  as  to  what  he  shall  have  the  privilege  of 
maintaining,  by  the  judgment  of  an  officer  who  can  destroy  but 
cannot  confirm.  This  is  paternalism  and  establishes  a  common  con- 
clusion in  the  minds  of  applicants,  and,  indeed,  in  the  minds  of 
all  except  those  who  have  studied  the  patent  laws,  that  they  are 
to  receive  with  a  patent  a  confirmed  right. 

Patent  agents  all  over  the  country  will  bear  evidence  to  the 
existence  of  this  opinion  among  their  clients,  who  look  upon  the 
examiners  as  holding  in  their  power  a  favor  to  be  bestowed  or 
withheld.  "Get  all  you  can"  are  the  instructions,  but  these  same 
people  are  generally  very  cautious  respecting  their  claims  in  other 
countries,  where  personal  responsibility  is  the  same.  It  may  at  first 
thought  seem  a  strange  proposition  that  the  rejection  of  patents 
should  increase  the  number  and  lower  the  character  of  applications, 
but  I  am  satisfied  that  it  does  so. 

Thousands  of  applications  are  made  that  would  never  appear 
if  the  applicant  and  his  attorney  were  made  responsible,  as  in 
England,  for  the  scope  and  novelty  of  inventions  as  presented  to 
the  Bureau.  I  judge  of  this  matter  by  the  fact  that  patents  are 
more  respected  there  than  here,  and  are  as  seldom  repeated  and 
more  often  sustained  in  the  law  courts. 

I  am  aware  that  this  has  been  disputed,  but  I  speak  from  an 
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experience  of  thirty  years  or  more  in  both  countries,  dealing  with 
articles  of  manufacture,  many  of  them  protected  by  patents. 

What  the  result  may  be  in  Germany  and  in  some  other  countries 
that  are  extending  their  patent  bureaus  to  include  a  corps  of  exam- 
iners one  cannot  conjecture  at  this  time,  but  it  is  highly  probable 
that  this  paternal  system  will  not  in  the  end  have  the  effect  desired, 
unless  such  desire  is  to  destroy  property  in  invention,  which  to  an 
increasing  number  of  people  at  this  day  would  be  a  welcome  con- 
summation. 

Returning  to  our  own  Patent  Bureau,  the  paternal  idea  which 
manifests  itself  by  rejection  leads  to  certain  administrative  anoma- 
lies. 

For  example  a  primary  examiner,  instead  of 'acting  in  what 
may  be  called  a  professional  capacity,  performs  routine  duties  in 
which  his  individuality  is  usually  eliminated.  He  does  not  even 
sign  his  decisions  and  has  no  power  to  amend  them;  no  matter 
how  mistaken  they  may  be  they  must  go  permanently  into  the 
record. 

But,  strangest  of  all,  he  exercises  a  "triple  function,"  so  to  speak, 
being  a  whole  tribunal  in  himself,  acting  as  witness,  counsel  and 
judge.  He  prepares  the  evidence,  presents  it  as  attorney  for  the 
Government  as  against  the  client  and  then  passes  judicially  upon  his 
own  findings  by  deciding  whether  the  applicant  shall  or  shall  not 
have  the  privilege  of  defending  his  claims  in  the  law  courts.  These 
duties,  instead  of  being  professional  and  advisory,  are  arbitrary; 
they  consequently  fail  to  command  the  confidence  of  inventors  and 
put  the  Bureau  in  a  false  position  before  the  country. 

At  present,  in  some  European  countries,  where  examinations 
are  made  in  respect  to  novelty  as  well  as  to  form,  it  is  common 
to  have  a  communication  from  the  Bureau  pointing  out  that  an 
invention  is  in  part  or  wholly  anticipated,  or  that  the  specification 
is  too  broad  in  its  statements  and  claims,  but  there  is  no  ''rejection," 
except  in  Germany,  nor  is  there  authority  for  that.  The  applicant 
can  proceed  at  his  peril  after  such  notice,  on  his  own  responsibility, 
but,  of  course,  will  always  amend  his  specification  to  avoid  refer- 
ences which  he  or  his  attorney  had  failed  to  consider. 

I  am  inclined  to  think  that  our  patent  system,  or  the  manner 
of  its  administration,  has,  in  some  cases,  exercised  a  restraining  in- 
fluence on  certain  arts. 

As  a  case  in  illustration :  Among  those  interested  in  the  sub- 
ject it  is  a  matter  of  common  knowledge  that  inventions  pertaining 
to  hydraulics  have  for  many  years  past  met  with  scant  encourage- 
ment in  the  American  Patent  Office,  and  that,  as  an  example,  our 
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water-wheel  practice,  a  very  extensive  interest,  is  in  certain  types 
distinctly  behind  that  of  France,  England,  Germany  and  Hungary, 
a  fact  that  appeared  when  the  Niagara  Commission  met  at  London 
in  1890  to  consider  water  wheels  for  the  Niagara  Falls  scheme. 
American  makers  presented  no  plans  that  the  Commission  con- 
sidered, or  even  mentioned,  in  their  report,  except  one  tender  from 
San  Francisco  for  tangential  wheels,  which  I  had  the  honor  to 
prepare. 

Pressure  turbine  practice  in  this  country,  except  as  to  one 
type,  the  centripetal  or  central-discharge  one,  came  from  France, 
and  the  best  examples  in  use  here  were  made  under  the  patents  of 
Fourneyron  and  Jonval,  while  the  Girard  type,  that  was  best  suited 
for  use  at  Niagara  and  for  high  heads,  was  not  until  1893  made 
in  this  country  at  all,  and  was  then  so  badly  made  as  to  fail,  so 
that  no  impulsive-acting  wheels  of  any  kind  were  made,  down  to 
the  evolution  of  the  tangential  type  on  this  coast. 

How  a  country  where  so  much  water  power  is  employed  under 
all  kinds  of  heads  and  conditions  could  go  on  until  a  few  years 
ago  without  any  manufacture  of  the  type  of  water  wheels  known 
as  the  Girard  class  of  unfilled  or  partial  turbines,  one  of  the  most 
common  in  Europe,  will  appear  if  we  examine  the  history  of  some 
early  inventions  here. 

In  February,  1853,  ^^^y  years  ago,  Mr.  Jearum  Atkins,  of 
Illinois,  I  think,  filed  in  the  Patent  Ofiice  at  Washington  an  appli- 
cation for  an  improvement  in  water  wheels  of  the  unfilled  or  im- 
pulse type,  and  in  his  specification  set  forth,  in  the  form  of  a  well- 
written  treatise,  the  principles  on  which  his  wheels  operated. 

This  application  was  promptly  ''rejected."  No  unfilled  tur- 
bine had  been  seen  before,  and  Mr.  Atkins,  being  a  poor  man 
without  resources,  and  an  invalid  besides,  was  not  able  to  prosecute 
his  case  by  appeal  or  otherwise,  and,  as  the  patent  could  not  issue 
because  of  ''rejection,"  he  was  unable  to  work  his  invention,  except 
to  make  one  very  successful  wheel ;  so  the  invention  was  strangled, 
so  to  speak,  by  rejection. 

About  i860,  seven  years  later,  Messrs.  Escher,  Wyss  &  Co., 
of  Zurich,  Switzerland,  began  making  water  wheels  of  the  same 
type,  and  the  practice  rapidly  extended  all  over  Europe,  especially 
in  France  and  Switzerland,  and,  as  I  have  remarked,  came  back  to 
this  country  in  1890  through  the  plans  of  the  water  wheels  at 
Niagara,  which  were  made  from  drawings  furnished  by  Messrs. 
Faesch  &  Picard,  of  Geneva,  Switzerland,  who,  with  four  or  more 
other  European  firms,  tendered  full  designs  for  the  construction  of 
these  wheels. 
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In  1875  Mr.  Atkins's  invention  was  somehow  resuscitated  at 
the  Patent  Office  in  this  country  and  a  patent  was  issued  to  him, 
but  too  late  to  do  him  any  good  or  to  aid  in  founding  the  manufac- 
ture here.  Mr.  Atkins,  when  I  last  heard  from  him,  was  living 
at  an  advanced  age  in  the  Mechanics'  Home  in  Philadelphia. 

He  was  an  original  inventor,  perhaps  the  first  to  discover  and 
explain  what  are  called  impulse  or  open-turbine  wheels,  in  which 
the  discharge  vents  are  larger  than  the  inlet  ways,  and  was  the 
first,  in  this  country  at  least,  to  lay  down  in  a  clear  manner  the 
principles  involved  in  this  kind  of  water  wheels,  which  include  the 
tangential  type  extensively  made  and  used  on  this  coast. 

Suppose  the  patent  of  Mr.  Atkins  had  been  issued  in  1853, 
even  with  all  the  objections  that  were  urged  against  it  in  the  Patent 
Office,  no  one  will  doubt  that  the  inventor's  representations  and 
his  better  understanding  of  the  subject  would,  in  either  a  business 
way  or  even  in  suits  at  law  to  defend  his  invention,  have  been 
quite  sufficient  to  work  and  sustain  his  patent;  and  if  this  had 
been  done,  this  country  would  have  reaped  a  great  reward  from  the 
invention. 

It  is  not  contended  that  the  examiner  should  have  known  that 
a  turbine  water  wheel  would  operate  when  not  filled  and  when 
the  discharge  passages  had  double  the  area  of  the  inlet  ways.  A 
recorded  opinion  to  that  effect  would  by  no  means  have  destroyed 
Atkins's  patent  if  it  had  been  issued  at  his  request,  but  ''rejection" 
took  away  his  power  of  utilizing  the  invention  and  destroyed  it, 
whereas  it  is  quite  sure  the  courts  would  have  sustained  his  claims, 
notwithstanding  the  action  of  the  Patent  Office. 

I  could  go  on  and  show  that  in  centrifugal  pumps,  gas  engines 
and  other  important  manufactures  procedure  in  the  Patent  Office 
has  hindered  progress.  Just  at  this  time  I  have  failed  to  have  a 
distinction  made  between  impulsive-acting  and  pressure  fluid  ma- 
chines operating  by  steam.  Both  types  eeem  to  be  in  one  class, 
although  their  manner  of  operating  is  essentially  different. 

It  is  like  the  old  problem  of  1853,  or,  rather,  is  the  same 
problem  over  again,  and  the  result  is  that  there  is  not  a  manufacture 
of  impulsive-acting  steam  engines  in  this  country  that  is  not  either 
an  imitation  of  European  practice  or  paying  tribute  to  foreign  in- 
ventors. The  first  successful  engines  of  this  type,  of  which  I  have 
any  knowledge,  were  made  about  eighty  years  ago  by  William 
Avery,  of  Syracuse,  N.  Y.,  an  uncle  of  Prof.  John  E.  Sweet,  who 
made  fifty  or  more,  and,  as  I  have  just  remarked,  there  is  not  at  this 
time  a  separate  division  in  which  these  engines  could  be  classed  in 
the  Patent  Office. 
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In  1895  a  distinct  invention  in  ignition  apparatus  for  gas 
engines  was  made  by  Mr.  Geo.  E.  Hoyt,  of  San  Francisco,  in 
which  the  ''time  function"  was  regulated  by  resistance  and  distance 
of  flow  of  the  gases  into  a  tube,  having  a  small  bore  about  one-thir- 
tieth of  an  inch  in  diameter.  This  inventiqn  was  presented  and  per- 
sistently prosecuted  before  the  Patent  Office  for  two  years.  The 
inventor  sent  to  the  office  tubes  5  inches  and  others  30  inches  long, 
with  affidavits  to  show  that  both  had  been  on  the  same  engines 
under  the  same  conditions,  and  that  it  was  the  contracted  bore, 
resistance  and  consequent  velocity  of  flow  into  the  tubes  that  de- 
termined the  time  point  of  ignition. 

The  claims  were  rejected  by  the  primary  examiner  on  irrelevant 
references,  and  by  the  examiners-in-chief,  and  was  abandoned  be- 
cause the  parties  in  interest  concluded,  and  yet  believe,  that  the 
invention  was  opposed  on  technicalities  and  not  considered  on  its 
merits  as  an  invention.  This  was  the  last  application  for  letters 
patent  filed  in  this  country  by  that  company.  They  are  still  promi- 
nent makers  of  gas  engines  here. 

One  examiner  will  be  said  to  act  carefully  and  impartially ; 
in  another  division,  it  will  be  said,  nothing  escapes  rejection,  and 
attorneys  dread  to  send  in  cases.  Any  experienced  solicitor  of 
patents  will  confirm  this  statement.  Its  significance  lies  in  the 
fact  that  the  present  rules  do  not  provide  impartial  administration. 

There  is  no  intention  to  disparage  or  underrate  the  eminent 
attainments  of  a  large  number  of  officers  in  the  Bureau,  but  even 
these  are  bound  by  a  routine  of  rules  and  precedents  that  prevent 
personal  and  responsible  action  in  technical  matters.  They  are 
bound  to  consider  terms  and  forms  of  speech  that  are  purposely 
made  entangling  and  obscure,  and  not  the  essential  facts. 

In  chemistry  and  other  of  the  sciences  that  can  be  called  exact, 
the  procedure  in  the  Patent  Office  is  all  that  could  be  desired,  and 
it  is  a  wonder  that  the  same  or  corresponding  ability  cannot  be 
commanded  for  what  we  may  call  the  dynamic  and  mechanical 
divisions.  Imagine,  for  example,  in  chemistry  or  electricity,  the 
want  of  distinction  between  two  qualities  or  forces  so  unlike  as  the 
pressure  and  impulsive  action  of  fluids. 

I  do  not  feel  qualified  to  suggest  a  remedy  for  the  features 
of  our  patent  system  that  have  been  criticised,  but  strongly  suspect 
that  the  German  laws  and  procedure  are  a  distinct  advance  in  some 
of  the  objects  to  be  attained  by  a  patent  system.  I  believe  that  the 
number  of  patents  granted  in  this  country,  about  half  a  million  a 
year,  could  be  well  reduced  to  one-third  as  many  by  the  require- 
ment that  each  patent  should  relate  to  a  new  "technical  result," 
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and  not  a  means  alone ;  that  patent  attorneys  should  not  be  admitted 
to  registry  or  to  practice  in  office  procedure  unless  competent  and 
qualified,  as  in  other  professions;  that  the  actions  of  the  primary 
examiners,  which  are  now  a  part  of  the  permanent  record,  should, 
with  amendments,  be  printed  with  each  patent;  that  the  power  of 
final  rejection  be  taken  away  from  the  primary  examiners  and 
exercised  by  different  officers,  capable  of  judging  impartially 
of  new  technical  results ;  that  the  appeal  tribunals  of  the  Bureau, 
now  wholly  inadequate,  should  have  more  time  and  facilities  for 
their  actions ;  that  the  salaries  of  the  chief  and  first-class  examiners 
should  be  doubled,  so  as  to  command  higher  technical  qualifications 
for  this  intricate  and  responsible  work. 

There  are  now,  I  believe,  about  seventy  legislative  bills  before 
Congress  relating  to  the  Patent  Office,  most  of  them  bad;  but, 
this  being  a  national  matter,  and  as  we  have  no  national  representa- 
tives in  Congress,  such  legislation  receives  but  little  attention,  and, 
with  a  surplus  of  between  four  and  five  millions  of  dollars  lying 
idle  in  the  United  States  Treasury,  the  Patent  Office  is  crowded 
for  room  and  without  facilities  for  conducting  its  enormous  busi- 
ness, constantly  increasing  in  volume,  and  certainly  without  a 
corresponding  useful  effect  on  our  industries. 

In  1902  applications  for  patents  in  this  country  numbered 
49,499.  Of  these,  27,776  were  passed,  the  rejected  and  abandoned 
cases  being  21,714.  Expired  patents,  granted  in  1885,  were  21,714, 
which  shows  an  increase  of  more  than  6000  since  that  time.  Where 
this  is  to  end  no  one  can  foresee,  unless  some  means  is  discovered 
of  confining  patent  grants  to  those  who  produce  some  new  practical 
result  and  whose  claims  can  be  understood  by  the  public. 

Of  patent  agents  there  are  now  about  3000  registered  in  this 
country,  which  number,  divided  into  applications  filed,  gives  less 
than  eighteen  cases  a  year  for  each  and  for  patents  granted  nine 
for  each  attorney,  which  should  return  the  munificent  sum  of  about 
$200  a  year  for  fees. 

The  criticisms  of  Mr.  Dickie  are  well  taken,  but  it  is  not  the 
laws  that  are  at  fault  so  much  as  the  administration  of  them. 

Finally,  I  will  venture  the  opinion  that  we  are  at  the  begin- 
ning, or  a  little  beyond  the  beginning,  of  a  war  upon  property  in 
inventions,  a  war  which  will  no  doubt  be  conducted  with  extreme 
subtlety  by  those  who  own  large  amounts  of  capital  and  who  recog- 
nize that  as  the  only  interest  that  should  absorb  the  earnings  of 
industrial  production. 

As  signs  in  this  direction  may  be  mentioned  the  erratic  ad- 
ministration mentioned  in  this  and  in  Mv.  Dickie's  paper ;  the  want 
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of  room  for  the  Patent  Bureau  and  especially  the  paucity  of  legisla- 
tion and  attention  given  to  this  subject;  the  character  of  the  bills 
now  before  Congress,  and  the  growing  opinion,  if  not  belief,  among 
large  owners,  that  small  or  individual  enterprises  such  as  are 
founded  on  patents  should  not  exist. 

The  first  movement  in  this  war  against  invention  will  be  to 
render  patent  grants  unpopular,  and  finally  obnoxious,  by  repre- 
senting them  as  monopolies  and  by  encouraging  bad  administration. 

The  honest  administration  of  the  Bureau  and  of  the  appellate 
and  circuit  courts  is  seldom  called  in  question,  although  dealing 
with  vast  and  intricate  interests,  and  this  circumstance  has,  no 
doubt,  warded  off  attacks  that  would  otherwise  have  been  made 
upon  the  system. 

This  claim  of  honesty  and  pure  administration,  however  great 
the  errors  made,  is  one  of  especial  weight  when  so  much  of  an 
opposite  nature  characterizes  our  time,  and  we  may  be  excused  for 
some  congratulation  over  the  fact  that  engineers  and  mechanics 
deal  with  truth  and  ascertain  facts,  and  that  even  the  romancers 
never  choose  their  villainous  characters  from  these  callings. 
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Alphonse  Fteley. 


Member  of  the  Boston  Society  of  Civil  Engineers. 


[Read  before  the  Society,  December  16,  1903.] 

Alphonse  Fteley  was  born  in  Paris,  France,  April  10,  1837, 
and  died  June  11,  1903.  Fie  was  educated  in  the  Government 
schools  and  obtained  an  academic  degree  from  the  University  of 
France.  Subsequently  he  attended  the  Ecole  Polytechnique  in 
Paris,  was  graduated  therefrom  in  1859  ^^^  ^^  c^nce  began  his  pro- 
fessional career. 

For  six  years  he  was  engaged  on  varied  engineering  work  in 
France,  after  which  he  came  to  the  United  States  in  1865.  His  first 
work  in  this  country  was  as  a  mechanical  draughtsman  on  the  con- 
struction of  machinery  for  river  steamboats,  and  at  the  same  time 
he  was  engaged  in  the  study  of  the  English  language.  The  next 
year  he  entered  the  office  of  the  late  Mr.  William  E.Worthen,  where, 
as  general  assistant,  he  was  employed  on  civil,  hydraulic  and  me- 
chanical engineering  until  1870.  He  then  opened  an  office  in  New 
York  City  for  general  engineering  practice,  especially  in  the  line  of 
hydraulic  engineering. 

While  in  general  practice,  he  was  at  times  professionally  asso- 
ciated with  Messrs.  William  E.  Worthen,  James  P.  Kirkwood  and 
other  prominent  engineers.  At  one  time,  while  assisting  Mr. 
Worthen  in  experiments  upon  the  efficiency  of  the  pumping  engines 
of  the  Brooklyn  Waterworks,  at  Ridgewood,  he  contracted,  by 
overexertion,  a  peculiar  heart  trouble,  which  weakened  his  physical 
powers  in  some  respects  and  made  more  difficult  his  life  work. 

In  May,  1873,  Mr.  Fteley  was  called  from  New  York  to  Boston 
to  take  charge,  under  Mr.  Joseph  P.  Davis,  City  Engineer,  of  the 
construction  of  the  Sudbury  River  Waterworks.  The  construc- 
tion of  these  works,  which  was  somewhat  delayed  by  many  addi- 
tional investigations,  required  by  the  city  government  of  Boston, 
continued  until  1880.  The  works  consisted  of  an  aqueduct  16  miles 
long,  including  in  its  length  tunnels,  arch  bridges  and  siphons, 
storage  reservoirs  and  other  works  pertaining  to  a  water  supply. 
His  success  in  the  construction  and  in  the  design  of  many  important 
features  of  these  works  gave  evidence  of  his  eminent  skill  as  an 
engineer. 

It  was  during  his  connection  with  this  work  that  the  accurate 
gaugings  of  the  flow  of  the  Sudbury  River,  which  have  since  become 
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classic,  were  inaugurated,  and  during  this  time  also,  in  connection 
with  his  assistant,  Mr.  Frederic  P.  Stearns,  he  carried  out  im- 
portant hydraulic  experiments  upon  the  flow  of  water  over  weirs 
of  various  forms,  upon  the  flow  through  aqueducts  and  upon  the 
accuracy  of  current  meters.  The  results  of  these  experiments  were 
contained  in  a  paper  presented  to  the  American  Society  of  Civil 
Engineers  in  1882,  for  which  the  Norman  medal  for  that  year  was 
awarded. 

In  April,  1880,  when  the  Sudbury  Works  were  substantially 
completed,  Mr.  Fteley  accepted  a  position  as  Chief  Assistant  City 
Engineer  of  Boston,  the  position  having  become  vacant  by  the 
resignation  of  Mr.  Davis  as  City  Engineer,  and  the  promotion  of 
his  chief  assistant,  Mr.  Henry  M.  Wightman,  to  his  place.  While 
occupying  this  position,  he  was  engaged  upon  the  design  of  various 
works  for  the  city,  including  important  parts  of  the  main  drainage, 
water  supply  and  park  systems. 

On  January  23,  1884,  the  Aqueduct  Commissioners  of  New 
York,  who  were  about  to  begin  the  construction  of  new  works  for 
increasing  the  water  supply  of  that  city  from  the  Croton  River, 
appointed  Mr.  Fteley  to  the  position  of  Principal  Assistant  and 
Executive  Engineer,  under  Mr.  Benjamin  S.  Church,  Chief  Engi- 
neer. This  title  was  subsequently  changed  to  that  of  Deputy 
Chief  Engineer.  On  July  21,  1886,  Mr.  Fteley  was  appointed  as 
Consulting  Engineer. 

That  Mr.  Fteley's  previous  experience  was  of  especial  value 
is  indicated  by  the  report  of  Mr.  Church,  dated  January  i,  1887. 
He  says,  "As  Principal  Assistant  and  Deputy  Chief  Engineer,  Mr. 
Fteley  has  assisted  me  throughout  the  preparation  and  organization 
of  the  work.  I  had  especially  put  under  his  able  direction  the  pro- 
fessional study  connected  with  the  design  of  the  aqueduct  and  of 
Quaker  Bridge  Dam  and  the  preparation  of  the  contracts  and  con- 
tract plans." 

On  November  21,  1888,  Mr.  Fteley  was  appointed  Chief  Engi- 
neer of  the  Aqueduct  Commission,  and  continued  in  this  position 
until  failing  health  made  it  necessary  for  him  to  resign,  at  the  end 
of  1899.  While  occupying  this  position,  Mr.  Fteley  had  charge  of 
the  design  and  construction  of  very  important  works,  including  the 
Jerome  Park  Reservoir  and  the  New  Croton  and  other  dams  upon 
the  Croton  River  and  its  branches.  All  of  these,  except  the  Jerome 
Park  Reservoir  and  the  New  Croton  Dam,  were  completed  before 
his  resignation  and  successfully  stood  the  test  of  actual  use. 

As  there  have  been  criticisms  regarding  the  selection  of  the 
site  of  the  New  Croton  Dam,  it  is  well  to  state  that  Mr.  Fteley,  in 
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a  report  to  the  Aqueduct  Commissioners,  dated  October  8,  189c,  ad- 
vised the  building-  of  a  dam  farther  upstream,  and  not  at  this  place, 
but  his  advice  was  not  followed. 

In  addition  to  the  important  permanent  positions  which  have 
been  mentioned,  IMr.  Fteley  had  a  large  consulting  practice  in  con- 
nection with  water  supplies,  sewerage  and  otherwise.  Among  the 
more  important  positions  held  were  those  of  member  of  the  Techni- 
cal Advisory  Committee  of  the  new  Panama  Canal  Company,  Con- 
sulting Engineer  for  the  Metropolitan  Water  and  Sewerage  Board 
of  Massachusetts,  for  the  first  Rapid  Transit  Commission  of  Boston, 
and  in  connection  with  the  additional  water  supplies  of  Newark, 
N.  J.,  and  Rochester,  N.  Y. 

Mr.  Fteley  joined  the  Boston  Society  of  Civil  Engineers  on 
June  8,  1874,  and,  notwithstanding  his  absence  from  Boston  for  the 
nineteen  years  preceding  his  death,  he  retained  his  membership  and 
his  interest  in  the  Society.  He  joined  the  American  Society  of  Civil 
Engineers  in  1876,  and  was  its  President  in  1898.  He  was  elected 
a  member  of  the  New  England  Waterworks  Association  in  June, 
1885,  and  was  made  an  honorary  member  in  September,  1902.  He 
received  the  degree  of  Master  of  Arts  from  Columbia  University 
in  1898.     He  was  a  member  of  the  Century  Club  of  New  York. 

After  retiring  from  active  practice  Mr.  Fteley's  failing  health 
required  him  to  avoid  all  physical  exertion,  but  his  mental  powers 
remained  undiminished  and  he  attended  to  a  limited  amount  of 
consulting  work. 

On  May  19,  1898,  Mr.  Fteley  met  with  a  very  great  loss  m  the 
death  of  his  wife.  He  leaves  one  daughter,  Miss  Estelle  Fteley, 
and  four  stepchildren.  Miss  Marie  Breuchaud  and  Jules  Ereu- 
chaud,  of  Yonkers,  N.  Y. ;  Mrs.  George  S.  Rice,  of  New  York  City, 
and  Mrs.  Andrew  Cunningham,  of  Oakland,  Cal. 

He  possessed  natural  ability  of  a  high  order  and  was  thor- 
oughly educated  for  his  profession ;  he  entered  upon  the  study  of 
any  problem  presented  to  him  with  unbiased  mind,  and,  having  the 
power  of  close  and  continued  reasoning,  he  reached  conclusions 
that  were  sound.  Naturally,  with  these  attributes,  he  achieved  a 
high  rank  in  his  profession,  and  stood  among  the  foremost  in  his 
specialty  of  hydraulic  engineering.  Being  endowed  with  a  very 
equable  and  sympathetic  temperament  and  having  pleasing  manners 
and  address,  he  won  the  warm  and  lasting  regard  of  all  with  whom 
he  was  brought  in  association — those  for  whom  he  worked  as  well 
as  those  who  worked  with  and  under  him.  His  character  was 
altogether  admirable.  j^^^^^   p    j^^^^^^ 

Frederic  P.   Stearns, 
George  S.  Rice, 
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PROCEEDINGS. 


Teclinical  Society  of  the  Pacific  Coast. 


Regular  Meeting,  San  Francisco,  Cal.,  June  5,  1903. — Called  to  order 
at  8.30  o'clock  P.M.,  by  President  Henny. 

The  minutes  of  the  last  regular  meeting  were  read  and  approved. 

The  following  named  persons  were  elected  to  membership  after  a  count 
of  ballots : 

Member — Charles  List,  civil  engineer. 

Associates — George  Stone,  President  Portland  Cement  Company,  San 
Francisco,  Cal. ;  Rudolph  J.  Taussig,  President  Mechanics'  Institute,  San 
Francisco,  Cal. ;   S.  Giletti,  contractor,   San  Francisco,   Cal. 

Mr.  Marsden  Manson  and  Mr.  C.  E.  Grunsky  discussed  the  various 
projects  for  a  water  supply  for  the  city  of  San  Francisco,  relating  in  some 
detail  the  present  means  of  the  Spring  Valley  Waterworks  and  the  proba- 
ble methods  of  increase  in  the  supply  with  the  growth  of  the  city.  The  pro- 
jects of  a  municipal  waterworks  on  a  large  scale,  with  water  brought  from 
the  Sierras,  was  fully  discussed  and  the  advantages  of  such  an  attractive 
supply  brought  out. 

President  Henny  discussed  the  proposition  from  an  economic  standpoint, 
and  thought  that  the  vast  storage  of  the  lower  San  Joaquin  and  Sacramento 
Rivers  might  be  drawn  on  for  an  ample  and  healthful  supply,  and  that  with 
facilities  for  a  proper  filtration  there  appeared  no  reason  why  this  supply,  so 
favorably  situated,  should  not  be  utilized. 

His  remarks  were  not  offered  as  a  criticism,  but  were  in  the  nature  of 
suggestions  to  draw  out  a  discussion  in  this  particular  line  of  argument. 

This  important  subject  was  discussed  at  length  by  a  number  of  the 
members,  until,  at  a  late  hour,  the  Society  adjourned. 

The  announcement  was  made  officially  that,  according  to  custom,  the 
regular  July  meeting  would  be  dropped  on  account  of  the  summer  holidays. 

Otto  von  Geldern,  Secretary. 


As 


SOCIATION 


OF 


Engineering  Societies. 


Vol.  XXXI.  AUGUST,  1903.  No.  2. 

PROCEEDINGS. 


Technical  SocietA'  of  tlie  Pacific  Coast. 


Regular  Meeting,  San  Francisco,  Cal..  August  7,  1903. — Called  to 
order  at  8.30  p.m.  by  Past  President  Grunsky.  The  minutes  of  the  last 
regular  meeting  were  read  and  approved. 

Mr.  C.  E.  Grunsky  addressed  the  members  informally,  taking  for  his 
subject  the  impressions  made  upon  him  by  the  engineering  works  of  the 
Eastern  states  while  visiting  them  recently.  He  described  with  much 
detail  some  of  the  principal  structures  visited,  such  as  the  Croton  Dam, 
and  gave  some  very  interesting  information  about  them.  His  subjects 
were  illustrated  by  a  great  many  photographs  taken  by  himself,  which, 
during  his  discourse,  were  passed  around  to  the  members. 

It  was  announced  subsequently  that  one  of  the  charter  members  of 
the  Technical  Society,  George  F.  Allardt,  died  at  his  residence  in  Oak- 
land several  days  ago.  The  Secretary  sent  an  appropriate  floral  offering 
in  the  name  of  the  Society,  and  has  received  the  following  answer: 

To  the  Technical  Society: 

Accept  my  thanks  for  the  beautiful  wreath  of  maidenhair  fern  and 
roses  sent  by  the  Society,  as  it  expressed  to  me  the  high  esteem  in  which 
]\Ir.  Allardt  was  held.  Respectfully  yours, 

]\Irs.  G.  F.  Allardt. 
Sunday,  August  9th. 

The  Secretary  has  also  reported  to  the  Board  of  Directors  that  he 
had  communicated  with  a  member  of  the  family  for  a  history  of  the  deceased 
engineer,  which  is  to  be  published  as  an  appropriate  memorial  in  the 
Journal  of  the  Association  of  Engineering  Societies.  This  will  be 
placed  before  the  Society  as  soon  as  it  has  been  received  by  the  Secretary. 

It  likewise  became  the  sad  duty  of  the  Secretar}^  to  report  to  the 
Board  of  Directors  the  death  of  our  fellow-member,  Frank  B.  Morse, 
who  died  in  the  city  of  Mexico  on  February  18,  1903,  where  he  was  taken 
early  in  the  November  previous,  suffering  from,  complications  that  resulted 
in  cirrhosis  of  the  liver,  of  which  he  died.  He  was  51  years  and  3^^  months 
old.  At  the  time  of  his  illness  he  was  the  superintendent  of  the  Corejo 
Colorado  ]^Iines  and  ^lill  at  Ocatlan.and  had  also  under  lease  other  mining 
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and  mill  properties  at  El  Parian.  He  left  a  wife,  two  daughters — one  the 
wife  of  Mr.  Chas.  H.  Andros — and  a  young  son.  The  widow  now  resides 
at  Gloucester,   Mass. 

Mr.  Morse  was  a  charter  member,  and  is  probably  known  only  to 
those  who  were  members  in  the  early  history  of  the  Society.  Although 
in  a  foreign  country  for  many  years,  he  always  kept  in  touch  with  the 
Technical  Society  and  its  members,  who  will  regret  the  loss  of  one  so 
loyal  and  faithful  to  them. 

Without  further  business  the  meeting  adjourned. 

Otto  von   Geldern,   Secretary. 
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Boston  Society  of  Civil  Engineers. 


Boston,  Mass.,  September  i6,  1903. — A  regular  meeting  of  the  Boston 
Society  of  Civil  Engineers  was  held  at  Chipman  Hall,  Tremont  Temple,  at 
7.50  o'clock  P.M.;  President  Ira  N.  Hollis  in  the  chair.  Forty-five  members 
and  visitors  present. 

The  record  of  the  last  meeting  was  read  and  approved. 

On  motion  of  Mr.  Adams,  the  thanks  of  the  Society  were  voted  to 
Lieutenant-Colonel  W.  S.  Stanton^  U.  S.  A.,  Lighthouse  Engineer,  and  to 
Mr.  Royal  Luther,  Superintendent  of  Construction;  also  to  the  Hon.  James 
Donovan,  Superintendent  of  Streets  of  Boston,  and  to  chief  clerk,  Mr.  W.  J. 
Sheils,  for  courtesies  extended  to  members  of  the  Society  on  the  excursion 
of  August  22,  1903,  to  "Boston  Light"  and  to  the  new  lighthouse  under 
construction  at  "The  Graves." 

The  Secretary  read  a  communication  from  the  Committee  of  the  Ameri- 
can Society  of  Civil  Engineers  on  Universal  Exposition  at  St.  Louis  in  1904, 
extending  to  the  members  of  this  Society  a  cordial  invitation  to  avail  them- 
selves of  the  conveniences  of  the  headquarters  to  be  established  by  the  Ameri- 
can Society  at  St.  Louis  during  the  Exposition.  The  Secretary  was  directed 
to  acknowledge  the  receipt  of  the  communication  and  express  the  thanks  of 
the  Society  for  the  courtesy  extended. 

Communications  were  read  from  Mr.  W.  P.  Morse  and  G.  A.  Nelson, 
members  of  the  Society,  submitting  designs  for  a  Society  badge. 

A  general  discussion  followed  on  the  advisability  of  the  adoption  of  a 
badge  by  the  Society,  and,  on  a  motion,  the  sense  of  the  meeting  was  taken, 
which  was  almost  unanimous  in  favor  of  the  adoption  of  a  badge.  It  was 
finally  voted  that  the  Board  of  Government  issue  a  letter  ballot  on  the  ques- 
tion of  the  adoption  of  a  badge  and  calling  for  an  expression  of  the  prefer- 
ences of  members  among  the  five  designs  already  submitted,  or  for  others 
which  may  be  submitted.  The  Secretary  was  also  instructed  to  have  sample 
badges  made  of  the  two  designs  presented  at  this  meeting. 

Mr.  William  O.  Webber  then  read  the  paper  of  the  evening,  entitled 
"Rainfall  and  Runoff  of  New  England  and  Atlantic  Coast  Streams."  An 
interesting  discussion  followed,  in  which  Messrs.  Charles  T.  Main,  Richard 
A.   Hale,  Dwight  Porter,  Freeman  C.  Coffin  and  Lewis  M.   Hastings  took 

part. 

Adjourned.  S.  E.  Tinkham,  Secretary. 
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Eimiiieers'    Club   of  St.  I^ouis. 


565TH  Meeting,  St.  Louis,  September  16,  1903. — Held  at  the  Club 
Rooms,  709  Pine  street,  at  8.15  p.m.;  Vice-President  Ockerson  in  the  chair. 
Present  twenty-three  members  and  four  visitors.  " 

The  minutes  of  the  564th  meeting  were  read  and  approved. 

The  minutes  of  the  350th  and  351st  meeting  of  the  Executive  Committee 
were  read. 

The  applications  for  membership  of  Messrs.  F.  C.  Albrecht,  Edw.  B. 
Day,  John  V.  Hanna  and  E.  F.  Wiederholdt  were  read  and  referred  to  the 
Executive  Committee. 

The  death  of  Mr.  Edmund  D.  Libby,  who  died  April  24th,  at  Concord, 
N.  H.,  was  announced. 

The  Secretary  then  read  a  letter  from  Mr.  R.  H.  Phillips,  informing 
the  Club  that  the  Engineering  Association  of  the  South  intended  to  hold 
its  annual  meeting  at  St.  Louis  during  the  World's  Fair.  It  was  moved, 
seconded  and  carried  that  the  Secretary  be  instructed  to  invite  the  said  Asso- 
ciation to  make  use  of  the  Club's  headquarters  during  its  stay  in  St.  Louis. 

The  paper  of  the  evening,  by  Mr.  Percival  E.  Fansler,  on  the  "Indiana 
Interurban  Systems,"  was  then  read.  The  paper  was  illustrated  by  a  number 
of  charts  and  sketches,  and  dealt  principally  with  the  power  generation  and 
transmission  features  of  the  system,  with  special  reference  to  some  very 
exhaustive  tests  of  the  economy  of  the  generating  and  transmission  systems. 
It  was  found  that  about  3.5  per  cent,  of  the  energy  in  the  coal  reached  the 
car,  while  about  53  per  cent,  of  the  energy  delivered  to  the  generators  reached 
the  car.    The  longest  transmission  on  the  system  is  thirty-three  miles. 

The  paper  was  very  generally  discussed  by  the  members  present,  after 
which  a  vote  of  thanks  was  tendered  Mr.  Fansler  for  his  instructive  dis- 
course. 

Upon  motion  the  meeting  adjourned  to  the  lobby,  where  a  light  lunch 
was  served. 

H.  J.  Pfeifer.  Secretary. 
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Boston  Society  of*  Civil  Engineers. 


Boston,  October  21,  1903. — A  regular  meeting  of  the  Boston  Society  of 
Civil  Engineers  was  held  at  Chipman  Hall,  Tremont  Temple,  at  7.50  o'clock 
P.M.;  President  Ira  N.  Hollis  in  the  chair.  Xinety-two  members  and  visitors 
present. 

The  record  of  the  last  meeting  was  read  and  approved. 

Messrs.  Harold  W.  Home  and  James  W.  Pierce  were  elected  members 
of  the  Society. 

The  President  announced  the  death  of  William  C.  Ogden,  a  member  of 
the  Society,  which  occurred  on  October  12,  1903,  and  on  motion  the  President 
was  requested  to  appoint  a  committee  to  prepare  a  memoir. 

The  President  has  appointed  as  this  committee  Messrs.  S.  Foster  Jacques 
and  Arthur  W.  Dean. 

The  thanks  of  the  Society  were  voted  to  Professor  Hollis,  Professor 
Johnson  and  Mr.  Wason  for  courtesies  extended  to  members  on  the  occasion 
of  the  visit  to  the  stadium  under  construction  on  Soldiers'  Field  for  Harvard 
College. 

Mr.  Kimball,  for  the  committee  appointed  to  revise  the  By-laws  of  the 

Society,  submitted  the  following  report : 

Boston,  October  i,  1903. 
To  the  Boston  Society  of  Civil  Engineers: 

Your  committee  on  revision  of  the  By-laws  respectfully  report  as  follows: 

We  recommend  the  following  amendments  to  the  By-laws: 

Strike  out  Section  s  and  substitute  therefor  the  following: 

5.  Nomination  and  Election  of  Officers. — A  nominating  committee  of  eleven 
shall  be  chosen  at  the  regular  meeting  in  December.  Two  of  the  members  of  the  com- 
mittee shall  be  the  two  most  recent  living  past-presidents;  the  other  nine  members  shall  be 
chosen  bj'  letter-ballot,  each  member  of  the  Society  voting  for  one  member  of  the  com- 
mittee on  a  card  to  be  furnished  bj'  the  Secretary  with  the  notice  of  the  December, 
meeting;  this  card  to  contain  a  list  of  members  ineligible  for  the  committee.  The  nine 
eligible  members  receiving  the  highest  number  of  votes  shall  be  declared  elected;  and 
in  case  of  a  tie  the  choice  between  the  members  so  tied  shall  be  determined  by  lot.  In 
case  any  member  shall  refuse  to  serve,  the  member  receiving  the  next  highest  number 
of  votes  shall  be  declared  elected. 

No  officer  of  the  Society  shall  be  eligible  to  membership  on  the  committee,  and 
no  member,  other  than  the  two  past-presidents  referred  to  above,  shall  be  eligible  to 
serve  on  the  committee  in  successive  years. 

The  nominating  committee  shall  meet  at  the  call  of  the  senior  of  the  two  past- 
presidents;  and  seven  members  shall  constitute  a  quorum.  It  shall  submit  to  the 
Secretary,  within  twenty  days  after  the  December  meeting,  the  name  of  one  candidate 
for  each  office  to  be  filled  by  ballot  at  the  annvial  meeting.     The  Secretary  shall  send  to 
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each  member  of  the  Society,  not  later  than  January  20th,  a  copy  of  the  nominations 
made  by  the  committee. 

At  any  time  previous  to  February  5th,  any  ten  or  more  members  may  submit  to  the 
Secretary  additional  nominations,  signed  by  such  members,  and  accompanied  by  accept- 
ances from  the  members  so  nominated. 

Letter-ballots  shall  be  sent  by  the  Secretary  to  each  member  of  the  Society,  at  least 
thirty  days  before  the  day  of  the  annual  meeting,  stating  the  hour  at  which  the  polls 
will  close  on  that  day.  These  ballots  shall  contain  the  nominations  submitted  by  the 
nominating  committee  and  also  all  additional  nominations  made  in  accordance  with  the 
terms  of  the  preceding  paragraph,  in  alphabetical  order  and  without  any  designation  to 
indicate  the  manner  in  which  candidates  have  been  nominated.  Each  ballot  shall  be 
returned  to  the  Secretary  inclosed  in  two  sealed  envelopes,  the  inner  one  to  be  blank  and 
the  outer  to  be  indorsed  with  the  member's  signature.  The  President  shall  appoint 
two  tellers,  who  shall  canvass  all  ballots,  and  the  result  shall  be  announced  at  the  annual 
meeting. 

Of  the  candidates  for  any  office,  the  one  having  the  largest  number  of  legal  votes 
by  letter-ballot  shall  be  elected.  Should  there  be  a  failure  to  elect  any  officer  on  account 
of  a  tie,  the  meeting  shall  proceed  to  elect  such  officer  by  ballot  from  among  the  can- 
didates so  tied;  a  majority  of  the  votes  cast  being  required  to  elect. 

Vacancies  occurring  in  any  office  may  be  filled  by  ballot  at  the  first  meeting  after 
notice  of  the  same  has  been  sent  to  each  member;  a  majority  of  the  votes  cast  being 
necessary  to  elect. 

Add  at  the  end  of  Section  6  the  following:: 

The  Librarian  shall  receive  an  annual  salary  of  $50. 

Amend  Section  10  by  striking  out  the  last  sentence  of  the  first  paragraph  and  sub- 
stituting therefor  the  following: 

New  members  shall  not  be  liable  for  the  annual  dues  for  the  year  in  which  they 
are  elected,  and  if  elected  after  October  i,  they  shall  be  liable  for  only  one  half  of  the 
annual  dues  for  the  ensuing  year,  so  as  to  read  as  follows: 

10.  Fees  and  Dues.— The  entrance  fee  shall  be  ten  dollars.  The  annual  dues 
shall  be  eight  dollars  for  members  and  associates  residing  within  thirty  miles  of  Boston, 
and  five  dollars  for  those  residing  at  a  greater  distance,  payable  in  advance  at  the  annual 
meeting.  New  members  shall  not  be  liable  for  the  annual  dues  for  the  year  in  which 
they  are  elected,  and  if  elected  after  October  i,  they  shall  be  liable  for  "only  one-half 
of  the  annual  dues  for  the  ensuing  year. 

The  Board  of  Government  may  deduct  the  cost  of  the  Journal  from  the  dues  of 
members  who  receive  said  Journal  from  other  sources. 

If  the  annual  dues  prove  insufficient  to  meet  the  expenses  of  the  Society,  it  may 
levy  assessments  on  its  members  and  associates  not  exceeding  four  dollars  per  person 
in  any  one  year. 

Add  a  new  section,  to  be  numbered  15,  as  follows: 

15.  Sections. — The  Board  of  Government  may  from  time  to  time,  at  its  discretion, 
establish  sections  for  the  consideration  of  special  branches  of  engineering.  Such 
sections  shall  in  all  cases  be  known  as  "The  [name]  Section  of  the  Boston  Society  of 
Civil  Engineers." 

Each  section  shall  consist  of  not  less  than  ten  members  of  the  Society,  with  such 
other  persons  as  shall  be  elected  by  the  section  as  its  members  after  approval  of  their 
applications  by  the  Board  of  Government. 

Section  members,  who  are  not  members  of  the  Society,  shall  be  entitled  to  attend 
all  meetings  and  excursions,  to  use  the  library,  and  to  receive  the  publications  of  the 
Society. 

Papers  and  discussions  may  be  reported  in  accordance  with  the  section  by-laws, 
and  shall  be  published  in  the  same  manner  and  subject  to  the  same  conditions  as  obtain 
with  respect  to  papers  read  before  the  Society. 

All  sections  shall  be  governed  by  the  Constitution  and  By-laws  of  the  Society, 
so  far  as  applicable,  but  they  shall  be  entitled  to  make  additional  by-laws  for  their  own 
use  and  government;  provided,  however,  that  said  additional  by-laws  be  not  inconsistent 
with  the  Constitution  and  By-laws  of  the  Society,  and  that  they  be  approved  by  the 
Board  of  Government. 

The  general  government  of  ea^ch  section  shall  be  vested  in  an  Executive  Committee, 
consisting  of  the  President  of  the  Society,  and  the  Chairman,  Vice-Chairman,  Clerk  and 
three  additional  members  of  the  section. 

The  officers  of  each  section,  who  shall  be  elected  by  it  annually,  shall  be  a  Chair- 
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man,   a  Vice-Chairman,  a  Clerk,  and  three  additional   members  of  the   Executive  Com- 
mittee. 

The  fees  and  dues  for  members  of  sections  who  are  not  members  of  the  Society 
shall  be:  Entrance  fee,  $5  and  annual  dues,  $5,  which  shall  be  paid  to  the  Secretary 
of  the  Society.  The  dues  for  the  remainder  of  the  first  fiscal  year  after  date  of  election 
shall  be  remitted  to  members  of  sections. 

Members  or  associates  of  the  Society  may,  without  election,  become  members  or 
associates  of  any  sections,  under  such  regulations  as  may  be  prescribed  by  the  by-laws  of 
the  sections,  without  the  payment  of  additional  fees  or  dues. 

Any  member  of  a  section  becoming  a  member  of  the  Society  shall  pay  the  dif- 
ference between  the  entrance  fees  of  the  Society  and  the  section,  but  shall  pay  no  dues 
to  the  Society  for  the  remainder  of  the  fiscal  year  after  his  election. 

The  Chairman  of  Sections  shall  be  entitled  to  seats  in  the  Board  of  Government,  but 
without  votes. 

Any  section  may  be  abolished  by  the  Society  by  a  two-thirds  vote  at  any  regular 
meeting,  upon  recommendation  of  the  Board  of  Government,  due  notice  of  such  recom- 
mendation having  been  sent  with  the  notice  of  the  meeting  to  each  member  of  the 
Society,  and  to  each  member  of  the  particular  section  who  is  not  a  member  of  the 
Society;  and  all  members  of  the  particular  section  shall  be  entitled  to  be  heard  at  this 
meeting. 

Resignations,  forfeiture  of  membership  or  expulsion  of  members  of  sections  shall 
be  governed  by  the  same  conditions  and  methods  of  procedure  as  apply  to  members  of 
the  Society. 

Renumber  the  present  Section  15,  making  it  Section  16. 
Respectfully  submitted, 

Freeman   C.   Coffin,   Chairman. 
Henry   Manley. 
George  A.   Kimball. 
Francis  W.   Dean. 
Otis  F.  Clapp. 
Edward   F.    Miller. 
Sidney   Hosmer. 
Charles   W.   Sherman. 
Leonard  Metcalf,   Secretary. 
Mr.   Manley  dissents  from  so  much  of  the  foregoing  recommendation  as  relates  to 
the  Nomination  and  Election  of  Officers  (Section  s). 

On  motion  of  Mr.  L.  F.  Rice  it  was  voted  to  receive  the  report,  and 
under  the  ruling  of  the  chair  this  included  the  minority  report  of  Mr.  Manley. 

After  a  discussion  on  the  advisability  of  adjourning  this  meeting  to  a 
special  date  it  was  finally  voted,  on  motion  of  Mr.  Hodgdon,  to  make  the 
consideration  of  the  proposed  amendments  to  the  By-laws  the  special  business 
at  the  next  regular  meeting,  and  that  the  Board  of  Government  call  a 
special  meeting,  if  it  deem  it  advisable,  for  the  consideration  of  any  literary 
exercises  which  would  have  been  presented  at  the  regular  meeting. 

It  was  also  voted,  on  motion  of  Mr.  Hodgdon,  to  print  in  the  notice  of 
the  November  meeting  any  additional  amendments  to  the  By-laws  which 
may  be  sent  to  the  Secretary. 

President  Hollis  then  gave  a  very  interesting  description  of  the  concrete- 
steel  stadium  for  Harvard  College  now  under  construction  on  the  Soldiers' 
Field. 

Adjourned.  S,  E.  Tinkham,  Secretary. 


Tecliiiical  Society  of  tlie  Pacific  Coast. 


Regular  Meeting,  San  Francisco,  September  4,  1903.— Called  to  order 
at  8.30  o'clock  P.M.  by  Director  Stetson  G.  Hindes. 

The  minutes  of  the  last  regular  meeting  were  read  and  approved. 

Mr.  James  T.  Ludlow,  mechanical  engineer,  addressed  the  members  on 


lo  ASSOCIATION  OF  ENGINEERING  SOCIETIES. 

the  subject  of  "Methods  of  Refrigeration,"  which  he  illustrated  by  a  number 
of  fine  lantern  slides.  The  paper  was  one  of  extreme  interest  and  caused  a 
long  discussion,  bearing  directly  upon  the  various  means  of  modern  refrig- 
eration. 

The  Chairman  expressed  to  the  author  of  the  paper  the  appreciation  of 
the  Technical  Society,  whereupon  the  meeting  adjourned. 

Otto  von  Geldern,  Secretary. 


Regular  Meeting,  San  Francisco,  October  2,  1903. — Called  to  order 
at  8.30  o'clock  P.M.  by  Past  President  Marsden  Manson. 

The  reading  of  the  minutes  of  the  last  regular  meeting  was  dispensed 
with,  the  Secretary  explaining  that  the  Record  Book  had  been  left  at  his 
office  by  an  oversight. 

The  Secretary  read  a  memorial  to  the  late  August  H.  Schierholz,  member 
of  the  Technical  Society,  during  the  reading  of  which  the  Society  remained 
standing.  This  memorial  was  ordered  to  be  sent  to  the  Journal  of  the 
Association  of  Engineering  Societies  for  publication,  and  that  a  number 
of  copies  be  struck  off  independently  for  distribution  among  his  immediate 
relatives  and  friends. 

Mr.  Geo.  W.  Dickie  read  a  paper  entitled,  "Is  It  not  Time  to  Consider 
whether  Patent  Laws  are  any  Longer  Necessary  to  Progress  in  the  Me- 
chanical Arts?" 

This  paper  caused  considerable  discussion,  the  discussion  to  be  con- 
tinued at  the  next  meeting,  for  which  Mr.  John  Richards  has  promised 
a  similar  contribution  by  the  following  letter,  which  was  read : 

"I  beg  to  state  that  I  will,  at  any  future  time,  designated  by  yourself 
or  the  Executive  Committee,  present  a  paper  on  'The  Influence  of  Patent 
Inventions  on  the  Social,  Economic  and  Industrial  Interests  of  Our  Time.' 
As  such  a  paper  may  in  some  respects  present  different  views  from  those 
contained  in  Mr.  Dickie's  paper,  it  may  be  proper  to  explain  that  I  cannot 
confine  my  remarks  to  progress  in  mechanical  engineering,  not  knowing 
whether  discovery  alone  is  meant  thereby;  hence  have  chosen  the  wider  and 
perhaps  cumbrous  title." 

The  Secretary  was  instructed  to  communicate  with  Mr.  Richards  and 
to  place  at  his  disposal  the  evening  of  the  November  meeting  for  the  purpose 
of  receiving  and  discussing  the  subject  from  his  standpoint. 

The  Chairman  referred  to  the  prosperous  financial  condition  of  the 
Society,  calling  attention  to  the  fact  that  a  surplus  had  gradually  accumulated 
in  the  treasury,  showing  an  encouraging  state  of  affairs,  which,  however, 
seemed  not  borne  out  by  the  general  attendance  at  meetings,  which  had 
fallen  off  considerably. 

Mr.  Dickie  offered  the  explanation  that  the  attendance  is  dependent 
upon  the  papers  presented  for  discussion  and  debate.  With  an  adequate 
number  of  subjects  the  members  would  attend  regularly.  He  realized  the 
difficulty  of  preparing  elaborate  papers  for  such  frequent  meetings  as  once  a 
month,  and  suggested  that  meetings  be  held  but  twice  or  three  times  a  year ; 
that  such  meetings  last  several  days,  and  that  during  such  semi-annual  or 
tri-annual  meetings  more  extensive  preparations  be  made;  that  six  or  eight 
papers  properly  prepared  for  such  occasions  be  read  and  discussed  by  large 
assemblies,  from  ail  parts  of  the  State,  and  that  in  this  way  a  new  and  more 
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active   interest   be   aroused,    that    would    be    impossible    to    keep    up    where 
meetings  are  held  from  month  to  month. 

Most  members  appeared  to  agree  with  Mr,  Dickie,  and  manifested  a 
strong  desire  that  this  new  departure  be  tried.  If  the  constitution  call  for 
monthly  meetings,  these  might  be  held  as  heretofore  for  topical  discussion 
and  business  transactions,  but  that  the  main  effort  of  the  Society  should  be 
made  and  concentrated  upon  two  prominent  gatherings  per  year,  for  which 
ample  preparation  should  be  made,  and  sufficient  time  given  to  those 
members  who  had  important  technical  communications  to  present  to  the 
Society. 

A  motion  was  made  by  the  Secretary  that  the  Chair  appoint  a  committee 
of  three  to  study  the  conditions  and  outline  a  plan  of  future  Society  meetings 
on  the  basis  suggested  by  Past  President  Dickie,  that  a  limited  number  of 
meetings  be  held  per  year  for  the  purpose  of  reading  and  discussing  profes- 
sional papers,  and  to  make  these  meetings  an  inducement  for  well-attended 
and  energetic  gatherings;  this  committee  to  report  at  the  next  regular 
meeting.     This  motion  was  carried. 

Chairman  Manson  appointed  on  this  committee  the  following:  Past 
President  Geo.  W.  Dickie,  President  D.  C.  Henry  and  Secretary  Otto  von 
Geldern. 

The  meeting  thereupon  adjourned. 

Otto  von  Geldern,  Secretary. 


Engineers'  Clnb  of  St.  ILiOuls. 


566TH  Meeting,  St.  Louis,  October  7,  1903. — Held  at  the  Club  rooms, 
709  Pine  Street,  at  8.15  p.m.,  President  Van  Ornum  in  the  chair. 

Present,  thirty-four  members  and  seven  visitors. 

The  minutes  of  the  565th  meeting  were  read  and  approved. 

The  minutes  of  the  352d  meeting  of  the  Executive  Committee  were  read. 

The  application  for  membership  of  Mr.  L.  V.  Vella  was  read  and 
referred  to  the  Executive  Committee. 

The  following  gentlemen  were,  on  ballot,  unanimously  elected  to  mem- 
bership :  F.  C.  Albrecht,  Edward  B.  Day,  J.  V.  Hanna  and  E.  F.  Wieder- 
holdt. 

The  Secretary  read  a  letter  from  the  Engineering  Association  of  the 
South,  thanking  the  Club  for  the  tender  of  the  use  of  its  Club  rooms  during 
the  coming  convention  of  the  Engineering  Association  of  the  South  in  St. 
Louis. 

A  vote  of  thanks  was  given  to  Messrs.  Robert  Moore  and  S.  E.  Freeman 
for  contributions  to  the  library. 

The  paper  of  the  evening,  by  Mr.  A.  P.  Greensf elder,  on  '"Some  Pro- 
posed Improvements  in  St.  Louis  Terminal,"  was  then  read.  The  author 
confined  his  remarks  to  improvements  along  the  lines  of  the  Terminal  Rail- 
road Association  of  St.  Louis.  He  gave  interesting  descriptions  of  the  work 
being  done  by  this  company  in  providing  increased  facilities  to  adequately 
take  care  of  the  rapidly  growing  commerce  of  St.  Louis.  He  showed  what 
improvements  were  under  way  at  all  points  of  the  system,  and  how  they 
would  help  to  relieve  the  present  congestion  due  to  inadequate  facilities. 
Tne  subway  work,  track  changes,  interlocking  plant  and  power  house  for 
the  Union  Station  were  described  with  some  detail,  and  showed  that  the 
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Terminal  Association  was  expending  large  sums  of  money  on  its  increased 
facilities.  The  paper  was  discussed  by  Messrs.  Hermann,  Van  Ornum, 
Johnson  and  Humphry,  after  which  the  meeting  adjourned. 

H.  J.  Pfeifer,  Secretary. 


567TH  Meeting,  St.  Louis,  Mo.,  October  21,  1903.— A  regular  meeting  of 
the  Engineers'  Club  of  St.  Louis  was  held  at  the  Club  rooms,  709  Pine 
Street,  on  Wednesday  evening,  at  8.15  p.m.;  President  Van  Ornum  in  the 
chair.     Thirty-one  members  and  three  visitors  present. 

The  minutes  of  the  s66th  meeting  were  read  and  approved. 

The  minutes  of  the  353d  meeting  of  the  Executive  Committee  were  read. 

The  applications  for  membership  of  Messrs.  J.  F.  Hinckley  and  W.  E. 
Rolfe  were  read  and  referred  to  the  Executive  Committee. 

The  chair  announced  that  the  American  Society  for  the  Advancement  of 
Science  would  hold  a  convention  in  St.  Louis  in  January,  1904,  and  that 
the  committee  in  charge  of  the  convention  was  desirous  of  having  the 
Engineers'  Club  of  St.  Louis  participate  in  entertaining  the  members  of  this 
Society.  It  was  moved  by  Mr.  Russell,  seconded  and  carried,  that  the 
President  appoint  a  committee  of  three  to  co-operate  with  other  committees 
in  the  entertainment  of  the  members  of  the  American  Society  for  the 
Advancement  of  Science.  The  President  appointed  Messrs.  S.  B.  Russell, 
R.  H.  Fernald  and  A.  P.  Greensfelder  to  serve  on  the  committee. 

It  was  moved  by  Mr.  Hermann,  seconded  and  carried,  that  the  recom- 
mendation of  the  Executive  Committee  relative  to  the  participation  of  the 
Club  in  the  World's  Fair  be  adopted,  and  that  the  Executive  Committee  be 
empowered  to  make  the  necessary  arrangements. 

The  paper  of  the  evening,  by  Mr.  W.  M.  Carr,  chief  chemist  of  the 
American  steel  foundries,  at  East  St.  Louis,  111.,  on  the  "Heat  Treatment 
of  Steel,"  was  then  read.  Mr.  Carr's  paper  was  illustrated  by  lantern  slides, 
and  showed  the  great  care  that  is  being  taken  in  the  modern  steel  foundries 
to  turn  out  reliable  material.  He  showed  how  the  temperature  to  which 
the  metal  is  subjected  and  its  rate  of  cooling  effects  its  durability  and 
hardness.  The  paper  was  discussed  by  Messrs.  Russell,  Langsdorf^  Phillips, 
Mitzger,  Van  Ornum,  Wheeler,  Kessler,  Hermann,  Freeman,  Greensfelder 
and  Hanna. 

A  vote  of  thanks  was  unanimously  tendered  Mr.  Carr  for  his  kindness 

in  addressing  the   Club,   after  which   the  meeting  adjourned  to   the  lobby, 

where  a  light  luncheon  was  served. 

H.  J.  Pfeifer,  Secretary. 
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Engineers'  Club  of  St.  IjouIs. 


568TH  Meeting,  November  4,  1903. — The  meeting  was  held  at  the  Club 
rooms,  709  Pine  Street,  at  8.15  p.m.;  President  Van  Ornum  in  the  chair. 
Twenty-one  members  and  three  visitors  were  present. 

The  minutes  of  the  s67th  meeting  were  read  and  approved. 

The  minutes  of  the  354th  and  355th  meetings  of  the  Executive  Com- 
mittee were  read. 

The  following  gentlemen,  who  were  on  ballot,  were  unanimously  elected 
to  membership :  J.  F.  Hinckley,  W.  E.  Rolfe  and  L.  B.  Vella.  In  accordance 
with  the  By-laws  the  Club  then  proceeded  to  elect  a  Nominating  Com- 
mittee, to  nominate  officers  of  the  Club  for  the  ensuing  year. 

The  following  were  put  in  nomination  as  members  of  the  Nominating 
Committee :  A.  H,  Zeller,  F.  C.  Bausch,  Gerard  Swope,  A.  S.  Langsdorf, 
Wm.  H.  Bryan,  Hans  Toensfeldt  and  Edward  Flad.  Of  these  Messrs. 
Zeller,  Flad,  Langsdorf,  Swope  and  Bryan  were  elected. 

The  President  then  read  a  letter  from  His  Honor  Rolla  Wells,  Mayor 
of  the  city  of  St.  Louis,  asking  the  Club  to  solicit  subscriptions  for  an 
appropriate  gift  to  the  battleship  "Missouri."  It  was  moved  and  seconded 
that  the  chair  appoint  a  committee  of  three  to  comply  with  the  request  of 
the  Mayor. 

The  chair  appointed  on  this  committee  Messrs.  Layman,  Pitzman  and 
R.  H.  Phillips. 

It  was  decided  to  have  at  the  next  meeting  of  the  Club,  as  a  special 
order  of  business,  a  discussion  as  to  the  advisability  of  discontinuing  the 
awarding  of  the  annual  prize  for  the  best  paper  read  during  the  year. 

The  paper  of  the  evening,  by  Prof.  R.  H.  Fernald,  on  "Methods  for 
Determining  the  Temperature  of  Gas  Engine  Exhaust,"  was  then  read. 
The  author  outlined  a  number  of  interesting  experiments  made  by  himself 
in  the  laboratory  of  the  Columbia  University  in  New  York  city.  The  paper 
was  illustrated  by  a  number  of  diagrams  and  other  illustrations.  The  paper 
was  afterwards  discussed  by  Messrs.  Hazzard,  Freeman  and  Layman,  after 
which  the  committee  adjourned  to  the  lobby,  where  a  light  luncheon  was 
served. 

Adjourned.  H.  J.  Pfeifer,  Secretary. 


Association 

OF 

Engineering  Societies. 

Vol.  XXXI.  DECEMBER.  1903.  No.  6. 

PROCEEDINGS. 

Teclinical  Society  of  the  Pacific  Coast. 


Regular  Meeting,  San  Francisco,  Cal.,  November  6,  1903. — Called 
to   order   at   8.30   p.m.    by    Past-President   Manson. 

In  the  absence  of  the  Secretary,  Mr.  C.  E.  Grunsky  was  called  upon  to 
act  in  his  stead. 

The  minutes  of  the  last  two  regular  meetings,  September  and  October, 
were  read  and  approved. 

The  committee  appointed  at  the  last  regular  meeting  on  the  proposed 
amendment  to  the  By-laws,  relating  to  Stated  Meetings  and  their  most 
practical  frequency,  handed  in  a  report,  which  was  read  as  follows : 

To  the  Technical  Society  of  the  Pacific  Coast: 

Your  committee,  appointed  at  the  last  regular  meeting  of  October,  to 
whom  was  referred  the  matter  of  the  frequency  of  Society  meetings  for 
reading  and  discussing  technical  papers,  has  given  this  subject  the  fullest 
consideration,  and  begs  to  report  as  follows: 

We  believe  that  better  results  could  be  obtained  if,  instead  of  meeting 
regularly  from  month  to  month,  only  two  general  meetings  for  the  year  were 
held,  one  in  the  spring  and  one  in  the  autumn. 

The  constitution  of  the  Society  does  not  specify  how  often  meetings 
shall  be  held.  This  is  regulated  by  Section  2,  Article  I,  of  the  By-laws,. 
which  provides  that  the  regular  "Stated  Meetings  of  the  Society  shall  be 
held  on  the  first  Friday  of  each  month." 

It  will  not  be  difficult  to  amend  this  particular  Section  should  the 
Society  consider  our  recommendation  worthy  of  approval,  for  the  By-laws 
may  be  amended  at  any  regular  meeting  by  the  vote  of  the  majority  of  the 
members  present,  provided  that  at  least  seven  votes  be  cast  in  favor 
of  the  amendments,  and  that  notice  of  such  proposed  amendments  shall  have 
been  presented  in  writing  at  the  previous  regular  meeting. 

The  one  main  difficulty  the  Society  has  had  to  contend  with— not  only 
this,  but  all  societies  of  a  similar  character— is  to  provide  papers  on  technical 
subjects;  while  in  the  earlier  history  of  an  organization  the  enthusiasm  may 
bring  forth  subject-matter  for  a  long-continued  season,  experience  has  taught 
that  the  spirit  of  apathy  is  sure  to  follow,  and  the  difficulty  of  obtaining 
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papers  becomes  more  and  more  formidable.  To  ask  for  them  is  like  asking 
for  a  special  favor,  and  this  must  be  all  the  more  apparent  if  the  stated 
meetings  repeat  themselves  at  frequent  intervals.  With  a  lack  of  papers 
follows  a  lack  of  interest  and,  in  consequence,  a  lack  of  attendance,  and  the 
prospective  author  is  all  the  more  reluctant  to  address  a  meeting  consisting 
of  a  few  members  on  a  subject  that  may  involve  considerable  trouble,  time 
and  expense.  It  is  reasonable  to  expect  appreciation  for  an  earnest  and 
sincere  effort,  and  it  is  but  a  natural  result  to  see  the  work  among  our 
members  in  that  direction  fall  off  from  year  to  year. 

We  propose  to  better  these  conditions  by  making  each  meeting  of  the 
Society  an  event,  but  in  order  to  carry  out  a  program  of  an  extensive  char- 
acter successfully,  the  meetings  should  not  be  held  more  than  twice  during  the 
course  of  the  year;  that  is,  meetings  for  reading  and  discussing  prepared 
papers  on  technical  subjects.  This  need  not  exclude  monthly  meetings  for 
the  transaction  of  business  or  for  the  informal  discussion  of  any  subject  that 
may  appear  to  be  of  immediate  interest.  But  the  formal  meetings,  convened 
for  the  improvement  of  members  and  the  advancement  of  the  technical  pro- 
fessions, should  be  concentrated  to  not  more  than  two  systematically  ar- 
ranged meetings  per  year.  For  these  occasions  the  papers  should  be  pre- 
pared in  the  preceding  six  months  and  should  have  passed  through  the  hands 
of  the  proper  committee  and  approved  for  admission  into  a  prearranged 
program. 

These  meetings  should  not  be  confined  to  one  evening,  but,  announced 
as  semi-annual  gatherings  of  the  Society,  they  should  last  for  two  days  and 
nights.  The  program  might  include  visits  incorpore  to  points  of  interest 
and  social  meetings  in  the  nature  of  public  receptions  or  dinners ;  these  are 
matters  of  detail  that  are  easily  arranged  subsequently  if  we  are  finally 
agreed  upon  such  a  radical  change  as  the  one  now  proposed. 

By  making  each  meeting  an  event  it  will  not  be  difficult  to  draw  visitors 
from  all  parts  of  the  State  and  from  all  the  local  members  of  the  great 
American  Societies,  many  of  whom  are  members  of  the  Technical  Society  of 
the  Pacific  Coast. 

Now,  then,  in  order  to  facilitate  matters  and  to  obtain  the  sense  of 
our  members  on  this  proposed  change,  your  committee  begs  to  offer  the 
following  amendments  to  the  By-laws : 

Strike  out  Section  2,  Article  I,  of  the  By-laws,  which  reads . 

"Sec.  2.     The  regular  Stated  Meetings  of  the  Society  shall  be  held  on 
the  first  Friday  of  each  month,  at  the  Hall  of  the  Society,  at  8  p.m." 
and  substitute  therefor : 

Sec.  2.  The  regular  Stated  Semi-annual  Meetings  of  the  Society  shall 
be  held  on  the  first  Friday  and  Saturday  of  the  month  of  March  and  on  the 
first  Friday  and  Saturday  of  the  month  of  September  of  each  year,  according 
to  an  arranged  program  provided  by  the  Executive  Committee  of  the  Board 
of  Directors,  and  for  the  purpose  of  reading  and  discussing  technical  papers, 
as  well  as  for  stimulating  professional  and  social  intercourse  among  members. 

Amend  Section  3,  Article  I,  by  placing  before  the  present  Section  the 
following  words : 

Monthly  stated  meetings  may  be  held  on  the  first  Friday  of  any  month 
for  the  transaction  of  the  ordinary  business  of  the  Society  and  for  informal 
topical  discussions. 
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And  it  is  further  amended  to  strike  out  all  of  Section  5,  Article  I,  which 
would  be  in  conflict  with  Section  2  as  now  amended. 

We  would  recommend  that  this  report  be  accepted  as  a  written  notice  of 
the  proposed  amendments  to  the  By-laws,  that  it  be  referred  to  the  Board 
of  Directors  for  its  approval  or  for  such  modification  as  may  be  necessary 
to  avoid  conflict  with  any  other  section  now  existing,  that  the  Board  of 
Directors  report  back  the  proposed  amendments  ratified  and  approved  at 
the  regular  December  meeting,  and  that  at  that  meeting  they  be  submitted 
to  the  vote  of  the  Society  according  to  Aricle  X  of  the  By-laws. 

We  feel  confident  that  changes  on  these  lines  will  awaken  an  interest  in 
the  Society,  which  has  lost  the  hold  upon  its  members  for  no  other  reason 
than  that  it  could  not  supply  its  frequent  meetings  with  technical  subjects 
properly  prepared.  Let  it  be  known  that  hereafter  each  semi-annual  meeting 
will  be  rnade  a  technical  event  in  San  Francisco,  and  we  are  sanguine  that 
the  Society  will  regain  its  former  popularity  and  will  become  a  factor  in  the 
consideration  of  technical  affairs  in  the  city  of  San  Francisco  and  in  the 
State  of  California.  There  is  a  want  and  a  field  of  operation  for  a  technical 
organization  in  this  community,  and  how  to  make  its  influence  best  felt  has 
been  the  object  of  the  changes  herein  proposed. 

Respectfully  submitted, 

Geo.  W.  Dickie, 
D.  C.  Henny, 
Otto  von  Geldern, 
Committee. 

On  motion  the  recommendations  made  by  the  committee  were  adopted. 
The  amendments  are  to  be  considered  introduced  and  read,  and  are  to  be 
voted  upon  at  the  next  regular  meeting,  in  accordance  with  Article  X  of  the 
By-laws,  which  provides  that  any  proposed  amendment  shall  have  been  pre- 
sented in  writing  at  any  regular  meeting,  and  that  at  the  meeting  following 
the  reading  such  proposed  amendment  may  be  approved  by  the  vote  of  the 
majority  of  the  members  present;  at  least  seven  votes  must  be  cast  in 
favor  of  such  amendment. 

The  Secretary  read  a  report  presented  by  the  committee  instructed  to 
write  a  fitting  memorial  to  the  late  George  F.  Allardt,  member  Technical 
Society,  which  was  ordered  to  be  published  in  the  Journal  and  spread  in 
full  upon  the  minutes. 

The  paper  of  the  evening  was  read  by  Past-President  John  Richards, 
entitled  "The  Administration  of  Patent  Laws."  This  was  followed  by  a 
discussion  in  which  Mr.  Geo.  W.  Dickie  was  the  principal  speaker,  who 
complimented  Mr.  Richards  on  the  logical  presentation  of  the  subject  and 
stated  that  he  fully  agreed  with  him  in  the  position  taken  and  in  the  line  of 
the   produced    argument. 

The  following  applications  for  membership  were  made:  Joseph  Jacobs, 
civil  engineer,  San  Francisco ;  proposed  by  Chas.  B.  Wing,  John  H.  Wallace 
and  Otto  von  Geldern.  Robert  Hauxhurst,  civil  engineer,  Hilo,  Hawaii; 
referred  to  Chas.  H.  Kluegel,  E.  F.  Haas,  J.  J.  Hollister,  Norman  B.  Liver- 
more  and  Chas.  D.  Marx. 

The  applications  were  referred  to  the  Board  of  Directors  for  approval, 
with  instruction  to  proceed  to  ballot  if  found  satisfactory. 

Adjourned.  q    ;g    Grunsky,  Secretary  pro  tern. 
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Boston  Society  of  Civil  EDgineers. 


Boston,  November  i8,  1903. — A  regular  meeting  of  the  Boston  Society 
of  Civil  Engineers  was  held  at  Chipman  Hall,  Tremont  Temple,  at  7.45 
o'clock  P.M.;  Vice-President  Frederick  Brooks  in  the  chair.  Fifty-six  mem- 
bers and  visitors  present. 

The  record  of  the  last  meeting  was  read  and  approved. 

Mr.  Frank  T.  Daniels  was  elected  a  member  of  the  Society. 

The  chair  announced  the  death  of  Frank  P.  Johnson,  a  member  of  the 
Society,  which  occurred  on  November  i,  1903.  On  montion,  the  President 
was  requested  to  appoint  a  committee  to  prepare  a  memoir.  The  President 
has  named  the  following  as  members  of  that  committee,  Bertram  Brewer 
and  Joseph  R.  Worcester. 

The  Board  of  Government  submitted  a  report,  giving  the  result  of  the 
informal  ballot  on  the  question  of  adopting  a  badge  and  on  the  expression 
of  the  preferences  of  members  among  the  several  designs  submitted. 

The  meeting  then  took  up  the  question  of  the  adoption  of  a  Society 
badge,  and  after  a  general  discussion  on  the  preference  among  the  five 
designs,  as  shown  by  the  informal  letter-ballot,  it  was  voted  to  adopt  a 
Society  badge. 

The  discussion  was  then  continued  upon  the  advisability  of  submitting 
to  a  formal  letter-ballot  the  selection  of  a  badge,  but  upon  a  vote  being 
taken  the  Society  declined  to  issue  such  a  ballot. 

The  Society  then  voted  to  adopt  as  its  badge  the  design  here  shown 
and  substantially  in  accordance  with  the   sample  presented  at  the  meeting. 


On  motion,  the  Board  of  Government  was  authorized  to  arrange  for  the 
manufacture  and  sale  of  the  badges. 

The  amendments  to  the  By-laws,  as  presented  at  the  last  meeting  by 
the  Committee  on  Revision,  was  then  taken  up.  On  motion  of  Professor 
Allen,  it  was  voted  to  amend  By-law  6,  by  adding  at  the  end  the  words 
"The  librarian  shall  receive  an  annual  salary  of  $50."  Fifty  voted  in  favor 
and  none  against,  and  the  amendment  was  adopted. 

On  motion  of  Mr.  Howe,  it  was  voted  to  amend  By-law  10,  so  as  to  read : 

Fees  and  Dues.— The  entrance  fee  shall  be  ten  dollars.  The  annual  dues  shall  be 
eight  dollars  for  members  and  associates  residing  within  thirty  miles  of  Boston,  and  five 
dollars  for  those  residing  at  a  greater  distance,  payable  in  advance  at  the  annual  meet- 
ing. New  members  shall  not  be  liable  for  the  annual  dues  for  the  year  in  which  they 
are  elected,  and  if  elected  after  October  ist,  they  shall  be  liable  for  only  one-half  of  the 
annual   dues   for   the   ensuing  year. 

The  Board  of  Government  may  deduct  the  cost  of  the  Journal  from  the  dues  of 
members  who  receive  said  Journal  from  other  sources. 

If  the  annual  dues  prove  insufficient  to  meet  the  expenses  of  the  Society,  it  may 
levy  assessments  on  its  members  and  associates  not  exceeding  four  dollars  per  person 
in  any  one  year. 

Forty-six  voted  in  favor  and  six  against,  and  the  amendment  was 
adopted. 
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It  was  then  voted  to  proceed  to  the  consideration  of  the  proposed 
by-law,  numbered  15.  in  the  committee's  report.  It  was  also  voted  to  take 
up  the  matter  paragraph  by  paragraph. 

After  a  prolonged  discussion  the  several  paragraphs  were  adopted  in 
the  following  form : 

Sections. — The  Board  of  Government  may  from  time  to  time,  at  its  discretion, 
establish  sections  for  the  consideration  of  special  branches  of  engineering.  Such  sec- 
tions shall  in  all  cases  be  known  as  "The  [name]  Section  of  the  Boston  Society  of 
Civil   Engineers." 

Each  section  shall  consist  of  not  less  than  ten  members  of  the  Society,  with  such 
other  persons  as  shall  be  elected  by  the  section  as  its  members  after  approval  of  their 
applications  by  the  Board  of  Government. 

A  member  of  a  section,  who  is  not  otherwise  a  member  of  the  Society,  shall  be 
entitled  to  attend  all  meetings  and  excursions,  to  use  the  library  and  to  receive  the 
publications  of  the  Society,  to  take  part  in  the  discussions  of  any  papers  on  professional 
subjects  or  of  any  business  afifecting  his  particular  section  at  any  such  meeting,  but 
shall  have  no  vote,   except  in  his  section. 

Papers  read  before  sections  and  discussions  thereon  may  be  reported  in  accordance 
with  the  section  by-laws,  and  shall  be  published  in  the  same  manner  and  subject  to  the 
same  conditions  as  obtain  with  respect  to  papers  read  before  the  Society. 

All  sections  shall  be  governed  by  the  Constitution  and  By-laws  of  the  Society,  so  far 
as  applicable,  but  they  shall  be  entitled  to  make  additional  by-laws  for  their  own  use  and 
government;  provided,  however,  that  said  ad(Jitional  by-laws  be  not  inconsistent  with  the 
Constitution  and  By-laws  of  the  Society,  and  that  they  be  approved  by  the  Board  of 
Government. 

The  officers  of  each  section  shall  be  a  chairman,  vice-chairman  and  clerk,  who  shall 
be  elected  by  the  members  of  the  section  annually. 

The  general  government  of  each  section  shall  be  vested  in  an  Executive  Committee, 
consisting  of  the  President  of  the  Society,  the  officers  of  the  section  and  three  addi- 
tional members  of  the  section,  who  shall  be  elected  annually. 

The  fees  and  dues  for  members  of  sections  who  are  not  members  of  the  Society  shall. 
be:  Entrance  fee,  $5;-  annual  dues,  $5;  which  shall  be  paid  to  the  Secretary  of  the 
Society.  The  dues  for  the  remainder  of  the  first  fiscal  year  after  date  of  election  shall 
be  remitted  to  members  of  sections. 

Members  or  associates  of  the  Society  may,  without  election,  become  members  or 
associates  of  any  section,  under  such  regulations  as  may  be  prescribed  by  the  by-laws 
of  the   sections,   without  the  payment  of  additional  fees  or  dues. 

Any  member  of  a  section  upon  becoming  a  member  of  the  Society  shall  pay  the 
difference  between  the  entrance  fees  of  the  Society  and  the  section  but  shall  pay  no 
dues  to  the  Society  for  the  remainder  of  the  fiscal  year  after  his  election. 

The  chairmen  of  sections  shall  be  entitled  to  be  present  at  the  meetings  of  the 
Board  of  Government,   but  without  votes. 

Any  section  may  be  abolished  by  the  Society  by  a  two-thirds  vote  of  all  the 
members  present  at  any  regular  meeting  upon  recommendation  of  the  Board  of  Gov- 
ernment due  notice  of  such  recommendation  having  been  sent  with  the  notice  of  the 
meeting  to  each  member  of  the  Society,  and  to  each  member  of  the  section  in  ques- 
tion who  is  not  a  member  of  the  Society;  and  all  members  of  the  section  in  question 
shall  be  entitled  to  be  heard  at  this  meeting. 

Resignations,  forfeiture  of  membership,  or  expulsion  of  members  of  sections  shall 
be  governed  by  the  same  conditions  and  methods  of  procedure  as  apply  to  members  of 
the  Society. 

Under  a  ruling  of  the  chair,  that  the  amendments  in  their  present  form 
had  not  been  presented  at  the  previous  meeting  and  therefore  could  not  be 
adopted  at  this  meeting,  final  action  went  over  to  the  next  meeting. 

Messrs.  E.  W.  Howe  and  J.  H.  Kinealy  each  proposed  in  writing 
amendments  to  By-law  5,  in  relation  to  the  nomination  and  election  of  offi- 
cers. 

Mr.  Hodgdon  stated  that  in  order  to  prevent  any  question  in  regard  to 
By-law    15.    of    the    report   of   the    Committee    on    Revision    of    By-laws    as 
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amended    at    this    meeting,    being    in    order    for    consideration    at    the    next 

meeting,  he  would  present  the  section  in  due  form  at  this  time. 

Adjourned. 

S.  E.  TiNKHAM,  Secretary. 

Boston,  December  8,  1903. — A  special  meeting  of  the  Boston  Society  of 
Civil  Engineers  was  held  at  Chipman  Hall,  Treinont  Temple,  at  8  o'clock 
P.M. ;  President  Ira  N.  Hollis  in  the  chair.  One  hundred  ?.nd  thirty  members 
and  visitors  present. 

Prof.  L.  J.  Johnson  read  the  paper  of  the  evening,  entitled  "Prominent 
Features  in  the  Design  of  the  Steel-Concrete  Work  of  the  Harvard  Sta- 
dium."    The  paper  was  illustrated  with  numerous  lantern  views. 

Prof.  Charles  L.  Norton,  of  the  Massachusetts  Institute  of  Technology, 
followed  with  a  short  paper,  describing  some  experiments  on  the  protection 
of  steel  in  concrete  from  rust. 

Prof.  Gaetano  Lanza  gave  the  results  of  some  tests  made  at  the  Insti- 
tute of  Technology  on  concrete-steel  beams  and  columns,  and  showed  by 
lantern  views  some  of  the  specimens  tested. 

Prof.  A,  W.  French,  of  the  Worcester  Polytechnic  Institute,  described 
some  of  the  methods  used  in  erecting  the  stadium,  and  Professor  Norton, 
in  answer  to  an  inquiry,  gave  the  results  of  some  experiments  on  the  rusting 
of  steel  embedded  in  concrete. 

After  passing  a  vote  of  thanks  to  Professors  Norton  and  French,  for 

their    interesting    contributions    to    the    evening's    discussion,    the    Society 

adjourned. 

S.   E.   TiNKHAM,  Secretary. 

Boston,  Mass.,  December  16,  1903. — A  regular  meeting  of  the  Boston 
Society  of  Civil  Engineers  was  held  at  Chipman  Hall,  Tremont  Temple,  at 
7.40  o'clock  P.M.;  Vice-President  Frederick  Brooks  in  the  chair.  Thirty- 
five  members  present. 

The  records  of  the  last  regular  meeting  and  that  of  the  special  meeting 
of  December  8th  were  read  and  approved. 

After  a  short  discussion,  on  motion  of  Mr.  Hodgdon,  the  new  by-law, 
marked  Section  15,  in  the  report  of  the  Committee  on  Revision,  as  amended 
at  the  last  meeting  and  printed  in  the  notice  of  this  meeting,  was  adopted, 
twenty-three  voting  in  favor  and  five  against  its  adoption. 

It  was  also  voted  unanimously  to  renumber  the  present  Section  15, 
making  it  Section  16. 

Mr.  Cheney,  for  the  Committee  on  Amendments  to  Boston  Building 
Laws,  submitted  the  following  report : 

The  Committee  on  Amendments  to  Boston  Building  Laws  would  recommend  the 
following  amendments  to  the  present  laws: 

Section  19.  Immediately  before  table  of  ''Deflection.— Modulus  of  Elasticity''  insert 
the  following: 

Shearing  and  bearing  stresses  on  bolts  whether  wrought  iron  or  steel  shall  be  not 
higher  than  allowed  by  the  above  table  for  wrought  iron.  All  connections  in  skeleton 
buildings  of  which  the  height  exceeds  twice  the  least  horizontal  dimension,  all  joints  in 
steel  trusses  and  girders  and  all  connections  of  such  trusses  and  girders  to  the  sides  of 
steel  columns,  shall  be  made  by  means  of  rivets. 

Sec.  19.     Amend  paragraph  beginning  "Stresses  for  Steel,"  so  that  it  will  read: 

Stresses  for  steel  are  those  for  "Structural  Steel,"  having  an  ultimate  tensile  strength 
of  55,000  to  65,000  pounds  per  square  inch,  an  elastic  limit  of  not  less  than  one-half  the 
ultimate  strength,  and  a  minimum  elongation  in  8  inches  of  1,400,000  divided  by  the 
ultimate  strength,   per  cent. 
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Sec.  19.  Amend  the  figure  for  the  extreme  fiber  stress  in  cast  iron  in  tension  by- 
increasing  from  2500  to  sooo. 

Sec.  19.  In  headings  under  both  "Stonework"  and  "Brickwork,"  after  the  word 
"Stresses,"   insert  the  words  "in  compression." 

Sec,   19.     After  the  portion  devoted  to  brickwork,   insert  the  following: 

Concrete. 

When  the  structural  use  of  concrete  is  proposed,  a  specification,  stating  the  quality 
and  proportion  of  materials,  and  the  method  of  mixing  thereof,  shall  be  submitted  to 
the  Building  Commissioner,  who  may  issue  a  permit  at  his  discretion  and  under  such 
further   conditions   as  he   sees   fit  to   impose. 

In  first-class  Portland  cement  concrete  containing  one  part  cement,  to  not  exceed- 
ing nine  parts  properly  graded  stone  and  sand,  except  in  piers  or  columns  of  which  the 
height  exceeds  six  times  the  least  dimension,  the  compressive  stress  shall  not  exceed 
thirty  tons  per  square  foot. 

In  piers  and  columns  of  first-class  Portland  cement  concrete,  containing  one  part 
cement  to  not  exceeding  seven  parts  properly  graded  stone  and  sand,  where  the  height 
of  pier  or  column  is  more  than  six  times  and  does  not  exceed  twelve  times  its  least 
dimension,  the  compressive  stress  shall  not  exceed  twenty-five  tons  per  square  foot. 

In  steel-concrete  beams  or  slabs  subjected  to  bending  stresses,  the  entire  tensile 
stress  shall  be  carried  by  the  steel,  which  shall  not  be  strained  above  the  limits  allowed 
for  this  material.  First-class  Portland  cement  concrete  in  such  beams  or  slabs,  com- 
posed of  one  part  cement  to  not  exceeding  seven  parts  of  properly  graded  stone  and 
sand,  may  be  strained  in  compression  not  exceeding  500  pounds  per  square  inch. 
In  case  one  part  of  cement  to  not  exceeding  four  parts  of  properly  graded  aggregate  is 
used,  this  stress  may  be  increased  to  not  exceeding  600  pounds  per  square  inch.  Con- 
crete shall  not  be  strained  in  shear  more  than  50  pounds  per  square  inch. 

Section  23.  After  "iron,"  where  it  first  occurs,  omit  the  words,  "or  steel,"  and 
insert  "steel  or  concrete-steel,"  and  after  "masonry  arches,"  insert  "or  concrete-steel  slabs." 

Sec.  27.  After  "covers,"  in  third  line  from  end,  insert  "or  with  iirst-class  Portland 
cement  concrete  containing  one  part  of  cement  to  not  exceeding  nine  parts  of  properly  graded 
stone  and  sand,  the  concrete  to  he  -filled  in   around  the  pile  heads  upon  the  intervening  earth." 

Sec.  30.  In  the  third  line,  after  "nineteen,"  insert  "or  Portland  cement  concrete  as 
provided  in  Section  27." 

Sec.  30.     Between  lines  15  and  16,  after  "foundations  of  brick,"  insert  "or  concrete." 

Sec.  55  to  be  amended  to  read  as  follows:  All  new  or  renewed  floors  shall  be  so 
constructed  as  to  carry  safely  the  weight  to  which  the  proposed  use  of  the  building  will 
subject  them,  and  every  permit  granted  shall  state  for  what  purpose  the  building  is 
designed  to  be  used;  but  the  least  capacity  per  superficial  square  foot,  exclusive  of 
materials,  shall  be: 

For  floors  of  dwellings  and  for  apartment  floors  of  apartment  and  public  hotels, 
fifty   pounds. 

For  office  floors  and  for  public  rooms  of  apartment  and  public  hotels,  one  hundred 
pounds. 

For  floors  of  retail  stores,  and  public  buildings,  except  schoolhouses,  one  hundred 
and   twenty-five  pounds. 

For  floors  of  schoolhouses,  other  than  floors  of  assembly  rooms,  eighty  pounds, 
and  for  floors  of  assembly  rooms,  one  hundred  and  twenty-five  pounds. 

For  floors  of  drill  rooms,  dance  halls  and  riding  schools,  two  hundred  pounds. 

For  floors  of  warehouses  and  mercantile  buildings,  at  least  two  hundred  and  fifty 
pounds. 

The  loads  for  floors  not  included  in  this  classification  shall  be  determined  by  the 
Commissioners,   subject  to  appeal,   as  provided  by  law. 

The  full  floor  load  specified  in  this  section  shall  be  included  in  proportioning  all 
parts  of  buildings  designed  for  dwellings,  hotels,  schoolhouses,  warehouses,  or  for  heavy 
mercantile  and  manufacturing  purposes.  In  other  buildings,  however,  certain  reductions 
may  be  allowed,  as  follows:  In  girders  carrying  more  than  100  square  feet  of  floor,  the 
live  load  may  be  reduced  by  10  per  cent.  In  columns,  piers,  walls,  and  other  parts 
carrying  two  floors,  a  reduction  of  15  per  cent,  of  the  total  live  load  may  be  made; 
where  three  floors  are  carried,  the  total  live  load  may  be  reduced  by  20  per  cent.;  four 
■floors,  25  per  cent. ;  five  floors,  30  per  cent. ;  six  floors,  35  per  cent. ;  seven  floors,  40  per 
cent. ;  eight  floors,  45  per  cent. ;  nine  or  more  floors,  50  per  cent. 

Your  committee  would  state  that  they  have  had  the  co-operation  of  the   Committee 
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on  Building  Laws  of  the  Boston  Society  of  Architects  and  the  Building  Commissioner  of 
the  city  of  Boston,  in  the  framing  of  the  proposed  amendments,  and  also  their  concur- 
rence in  the  same.  Respectfully  submitted, 

John  E.   Cheney, 
Joseph   R.  Worcester, 
Henry  A.   Phillips, 

Committee . 

After  a  discussion,  it  was  voted,  on  motion  of  Mr.  Adams,  that  it  is 
the  sense  of  this  meeting  that  the  amendments  to  the  Boston  Building  Laws 
proposed  by  the  committee  should  be  adopted,  and  that  a  copy  of  the  report 
be  presented  to  the  Mayor  of  Boston  with  the  vote  of  this  meeting. 

It  was  also  voted  to  print  the  report  in  the  notice  of  the  next  meeting, 
accompanied  by  the  statement  that  it  would  come  up  for  the  Society's 
indorsement  at  that  meeting,  in  accordance  with  Article  V  of  the  Constitu- 
tion. 

In  the  absence  of  any  member  of  the  committee  appointed  to  prepare 
a  memoir  of  our  late  associate,  Alphonse  Fteley,  the  Secretary  read  the 
memorial  which  the  committee  had  prepared.  It  was  voted  to  print  the 
memoir  in  the  Journal. 

Mr.  Coffin  voted  to  strike  out  Section  5  of  the  By-laws  and  substitute 
therefor  the  new  by-law,  Section  5,  as  submitted  by  the  Committee  on  Re- 
vision at  the  October  meeting.  A  long  and  earnest  discussion  followed,  and 
at  its  conclusion  the  m.otion  was  lost,  twelve  voting  in  favor  and  eleven 
against  the  amendment,  a  two-thirds  vote  being  required  to  amend  a  by-law. 

Adjourned. 

S.  E.  TiNKHAM,  Secretary. 


Engineers'  Club  of  Minneapolis. 


169TH  Meeting,  Minneapolis,  Minn.,  November  16,  1903. — The  meeting 
was  called  to  order  by  President  Avery,  in  the  County  Commissioners' 
Room,  Court  House.  About  sixty  members  and  friends  were  present.  The 
following  names  were  proposed  for  membership :  F.  D.  Brown,  T.  S. 
Layman,  H.  A.  Rogers,  C.  P.  Howe,  C.  L.  Dean,  J.  N.  Pariseau,  E.  T.  Hare, 
Jas.  T.  Keely,  E.  W.  Ashenden,  E.  H.  Scofield,  J.  H.  Marten,  Jr.,  A.  N. 
Lundquist  and  Eug.  Spence. 

Mr.  Avery  announced  the  death  of  Mr.  W.  D.  Van  Duzee,  an  honorary 
member  of  the  Club. 

The  following  committee  was  appointed  to  draft  suitable  resolutions: 
Messrs.  Redfield,  Hoag  and  Sublette. 

The  program  of  the  evening  was  then  taken  up.  Mr.  Francis  Henry 
delivered  a  paper  on  "Changing  the  Course  of  Bassett's  Creek  through  the 
Lakes  and  Minnehaha  Falls."  Discussion  followed  by  Messrs.  Cooley, 
Ilstrup,  Sublette,  Hoag,  Loring,  Fanning  and  Nutter.  It  was  the  general 
opinion  of  all  speakers  that,  while  the  scheme  appeared  to  be  quite  feasible, 
there  were  a  great  many  difficulties  to  be  taken  into  account,  and  that  a 
very  careful  consideration  should  be  given  the  subject  before  action  was 
taken. 

The  hour  being  late,  the  remainder  of  the  program,  a  paper  also  by  Mr. 
Henry,  on  "Rice  Irrigation  and  Culture  in  Texas  and  Louisiana,"  was 
postponed. 

J.   B.   Oilman,   Secretary. 


PROCEEDINGS.        .  23 

170TH   Meeting,    Minneapolis,   Minn.,   December   5,    1903. — A   special 

meeting  of  the  Club  was  held  for  the  purpose  of  visiting  the  plant  of  the 

Minnesota  Sugar  Company.    About  one  hundred  members  and  friends  availed 

themselves  of  the  opportunity,  assembling  at  Voegli's  drug  store,  proceeding  by 

car  to  St.  Louis  Park,  where  the  plant  is  situated.    The  party  was  received  by 

the  President  of  the  Company  and  his  associates,  and  was  shown  through  the 

works.     The  various  processes   of  manufacture   and  purification  by  which 

granulated    sugar   is    obtained    from   the   beet    were    explained    and    shown, 

proving  of  great  interest  to  those  present. 

J.  B.  Oilman,  Secretary. 


Engineers'  Clnb  of  St.  Louis. 


570TH  Meeting,  St.  Louis,  Mo.,  December  2,  1903. — The  meeting  was 
held  at  the  Club  Rooms,  709  Pine  Street,  at  8.15  p.m.  ;  President  Van  Ornum 
in  the  chair.     Present  thirty-two  members  and  no  visitors. 

The  first  order  of  business  was  the  nomination  of  additional  candidates 
for  office.    None  were  made. 

It  was  then  moved,  seconded  and  carried  that  nominations  be  closed. 

In  accordance  with  Article  V,  Section  i,  of  the  Constitution,  this  was  the 
annual  meeting,  and  reports  were  read  by  the  following  officers  and  com- 
mittees of  the  Club:  Executive  Committee  (written  by  the  President), 
Secretary,  Treasurer,  Librarian,  Members  of  Board  of  Managers  of  Associa- 
tion of  Engineering  Societies,  Members  of  Governing  Board  of  Associated 
Technical  Clubs,  Committee  on  Smoke  Abatement,  Entertainment  Commit- 
tee (oral  by  the  chairman  of  committee),  Program  Committtee. 

All  of  these  reports  were  ordered  filed  except  that  of  the  Treasurer, 
which  was  referred  to  the  Executive  Committee  for  auditing. 

The  Committee  on  Affiliation  of  Engineering  Societies  made  a  partial 
report  through  Mr.  A.  L.  Johnson,  chairman. 

The  Committee  on  Exposition  Affairs  and  the  Committee  on  Resolu- 
tions on  the  death  of  Professor  Johnson  were  not  ready  to  report. 

Mr.  Wm.  H.  Bryan  announced  the  death  of  Mr.  Geo.  W.  Fisher,  a 
charter  member  of  the  Club, 

The  chair  reported  that  in  accordance  with  the  request  of  the  Hon. 
Rolla  Wells,  Mayor  of  St.  Louis,  the  Engineers'  Club  membership  and 
friends  had  contributed  $124.90  to  help  defray  the  expenses  of  a  suitable 
gift  to  the  battleship  "Missouri." 

Mr.  R.  H.  Phillips  extended  an  invitation  to  the  Club  to  visit  the  World's 
Fair  Grounds  at  some  time  in  the  near  future. 

There  being  no  further  business  the  meeting  adjourned. 

H.  J.  Pfeifer,  Secretary. 
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